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LIQUOR ON SHIPS 


The decision of the United States Supreme Court 
in the case involving the sale and transportation of 
liquor on ships, as far as the law is concerned, removes 
the discrimination between American and foreign flag 
vessels. Neither may have liquor aboard within the 
three-mile limit but both may have it on the high seas. 
So far as the policy of the administration of this country, 
under the law, is concerned, however, American ships 
are discriminated against, for they are still prevented 
from having liquor aboard, even on the iiigh seas, while 
foreign ships may dock at Canadian ports or may find 
devices by which they may take on and put off liquor 
stores outside the three-mile limit. 


Of course, the Supreme Court is the final arbiter as 
to the law and, under its decision, foreign ships may not 
come into our ports with liquor aboard. But the law 
should be changed. It is ridiculous for us to attempt to 
say that foreign vessels may not, when in our ports, 
have aboard, under seal, if you please, stores of liquor 
which those who operate them think proper to serve to 
ttews and passengers. That is their business, right or 
wrong. We cannot properly attempt to regulate their 
conduct. On the other hand, if they are permitted thus 
to keep liquor aboard, American ships will be discrimi- 
nated against. But they are discriminated against al- 
ready in the policy of the government. 

The problem is somewhat complicated, but it seems 
'o us that, if the policy of this government is to be one 
of prohibition, not only on land but on our ships, we 
must make up our minds to pay whatever penalty we 
must pay for our kind of morality, and not attempt to 
avoid that penalty by making silly rules for other peo- 
ple. One cannot be virtuous without making some sac- 
tihice—otherwise there would be no credit in virtue. 
Aside from the question of morals, the business-like and 
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sensible thing to do, it would seem, would be not only 
to amend the law so as to permit foreign ships to keep 
liquor aboard, under seal, in our ports, but to amend our 
administration policy—and the law, if necessary—so as 
to permit American ships to do the same thing and to 
serve liquor on the high seas. 


_—_—_—— 


FRANKNESS BY EXECUTIVES 

Two things have happened this week to encourage 
us to-believe that railroad executives may yet see the 
necessity for outspokenness and frankness in public ut- 
terances if they wish transportation problems to be 
solved correctly. One was the address made by Mr. 
Felton, in which he replied to some of Senator Brook- 
hart’s misrepresentations. The other was the statement 
by Mr. Bierd, of the Chicago and Alton Railroad, in the 
railroad consolidation hearing. Both are published 
elsewhere. ; 


Mr. Felton, of course, has been doing more or less 
of this sort of thing from the start. His job as chair- 
man of the public relations committee of the western 
railroads requires it of him. The point is that his col- 
leagues approve or he would not be continuing to do it. 
We wish that both he and his colleagues would do more 
of it, especially at times and in ways that would make 
better news of their utterances so that the newspapers 
would devote more attention to them. 


Mr. Bierd is one of the few railroad executives who, 
in these hearings, have ventured to give the Commis- 
sion what we believe to be their true sentiments with 
respect to general railroad consolidation. Mr. Bierd 
condemns it utterly and emphatically, and for good 
reasons. Of course, he tells the Commission what kind 
of consolidation the Alton would prefer if there is to be 
any but, of course, also, his preference—as is the pref- 
erence of any railroad executive—is dictated by selfish- 
ness. It could not be otherwise. 

Mr. Bierd doubtless understands thoroughly the 
present status of the consolidation proposal, but a read- 
ing of his remarks to the Commission would lead one to 
infer that he is talking about compulsory consolidation. 
Perhaps—though he does not make clear that compul- 
sory consolidation is merely a vision’for the future and 
that the present scheme is for voluntary consolidation 
under a plan to be prepared by the Commission—his 
remarks are just as well, for the present plan would only 
be a stepping stone to compulsory consolidation (or at- 
tempted compulsory consolidation—since, in our opin- 
ion, compulsory consolidation would be unconstitu- 
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- Gulfport, Mobile and New Orleans 


are the logical ports to serve the Mississippi 
Valley, Middle Eastern, Northern and 
Middle Western Territories between which 
regular and reliable service is rendered by the 


Gulf, Mobile & Northern Railroad 


and connections 


NO CONGESTION—NO DELAYS 


Excellent industrial sites available at Mobile, 
Alabama, on and adjacent to rail and water 
facilities of the Gulf, Mobile & Northern 
Railroad Co. 
OFFICES: 
Chicago, III. 
E. L. Mountfort, A. T. M. 
Detroit, Mich. 
A. J. Besselo, D. F. A. 
St. Louis, Mo. Memphis, Tenn. 
W. O. Lewis, D. F. A. M. Lamon, D. F. A. 
Los Angeles and San Francisco New Orleans, La. 
M. F. Smith, P. C. A. J. O. Gaither, D. F. A, 
Mobile, Ala. 
W. R. Butler, D. F. A. 


J. A. JACKSON, Asst. Traffic Manager 


(In charge of Imports and Exports) 


“THE ROAD OF SERVICE 


Kansas City, Mo. 

W. H. Askew, D. F. A. 
Pittsburgh, Pa. 

W. K. Young, C. A. 
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COLUMBUS 
dealad A ™ RAF TON 
PARKERSBURG CLARKSBURG 


SERVING EIGHT OF THE TEN LARGEST CITIES 


FREIGHT SERVICE to satisfy both shippers 

and receivers. BALTIMORE & 
OHIO train 97 operated from New York to Chicago 
and St. Louis; and train 94 operated from Chicago 
and St. Louis to New York, and all intermediate 
points, have a well established reputation for regu- 
larity of performance and dependable service. Di- 


rect connections for points north, east, south and 
west. 


P ASSENGER SERVICE that incorporates 

safety, courtesy, comfort and de- 
pendability, supported by a dining car service that 
meets every reasonable requirement. The modern 
through passenger trains of the Baltimore & Ohio 
serve eight of America’s ten largest cities, and over 
one thousand important cities and towns of the east- 
ern United States are reached by its own rails along 
a route rich in scenic and historic interest. 


For information as to rates, routes, schedules, etc., ask any Baltimore & Ohio Agent or Representative 


Ship and Travel via 


BALTIMORE & OHIO RAILROAD 





Vol. XXXI, No. 18 


EE Sper 











| Le eS Le ) 
Soe ney 
fea 


' May 


tion: 
iden 
desi 
road 
of c 
solic 
ders 
the 


‘tion 
| by 


plar 
to C 
inhi 
core 


dati 
pea 
his 
be 
cou 
wh 
Cor 


= 
x 
ly 
U 
8 
y 
~ 
NK 
> 
3 
QQ 
i 
< 





“May 5, 1923 


tional) and many of our statesmen, among them Pres- 
ident Harding and Senator Cummins, seem to be 
desirous of the enactment of a law compelling the rail- 
roads to consolidate. What he says about the defects 
of consolidation apply equally well, whether the con- 
solidation is compulsory or voluntary. It should be un- 
derstood, however, that the present law merely instructs 
the Commission to make a plan for general consolida- 


‘tion and then provides that all consolidations permitted 


by the Commission must be in accordance with that 
plan. Under the present law no one has the authority 
to compel railroads to consolidate. There is merely the 
inhibition that they may not consolidate except in ac- 
cordance with the plan to be adopted. 

Everybody who does not believe in general consoli- 
dation—especially the railroad executives who are ap- 
pearing before the Commission—ought to make clear 
his opinion whenever there is opportunity, that it may 
be understood in Washington that the railroads and the 
country they serve are opposed to any such scheme, 


whatever the plan may be as finally decided on by the 
Commission. 


PENNSY STICKS TO ITS GUNS 

The Pennsylvania Railroad deserves commendation for 
the way it has handled itself in its fight against the efforts 
of the American Federation of Labor to assume control of 
employes’ relations on its lines. President Rea’s statement, 
is the kind of document we like to see emanate from the 
executive offices of a railroad. In effect, it says that the 
Pennsylvania intends to adhere to the course it has marked 
out for itself and that, in so doing, it is aware of the fact 
that it will have to bear the burden of punishment provided 
by law for such temerity, that burden being the public scorn 
that the makers of the law expected would follow an an- 
nouncement by the Labor Board that a railroad had violated 
one of its decisions. 

In continuing its stand for the right of a carrier to 
deal with its own employes, in the face of a Supreme Court 
decision which, if it did not condemn the conduct of the 
Pennsylvania, at least found the board to have acted within 
its jurisdiction in ordering the road to hold a new employes’ 
election, the officers of the road have shown a degree of 
backbone seldom encountered in railroad circles these days. 
The Supreme Court finding might easily have been taken 
as an excuse for backing down and would, no doubt, have 
been generally accepted as a good excuse. 

The Pennsylvania was not, however, looking for ex- 
cuses, Rather, apparently, it sought, in the Supreme Court 
licision, something that would strengthen its position—and 
found it. Although the court said that “the jurisdiction of 
the board to direct the parties to do what it deems they 
should do is not limited by their constitutional and legal 
right to refuse to do it,” it also said that “the statue does 
not require the railroad to recognize, or to deal with, or 
confer with labor unions.” And, although it asserted that 
the decisions of the board exercise a “moral constraint” on 
the parties involved, it went on to say that the statute 
vested in the board power to prescribe a method for the 
Selection of employe representatives “and leaves it to the 
Wo sides to accept or reject the decision.” 

From which it will be seen that the language used by 
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the Supreme Court was not always clear and was some- 
times apparently contradictory. Either side could easily 
make a victory of it and the observant bystander might 
properly call it a compromise. The essence of the decision, 
as we see it, and as the Pennsylvania sees it, no doubt, is 
that there is no specific violation of law in rejecting of one 
of the board’s decisions. To accept this view means that 
many will have to recast their ideas, in a measure. They 
will have to admit that when employes strike on account 
of wages reduced by the Labor Board they are doing 
nothing contrary to the statute. That might be true and 
still leave nothing to mourn about, since the fear of the 
law violation has not prevented strikes so far. 


If the Supreme Court decision and action of the 
Pennsylvania serve to educate the public to the fact that 
the board’s decisions are not legally binding, a great good 
will have been done—a benefit differing only a degree 
from complete abolition of that body. The Pennsylvania 
will probably be found in violation of one of the board’s 
decisions, for the Supreme Court plainly said that the 
power of the board to announce such a violation was not 
limited by the legal rights of the parties affected. We 
do not consider that a severe punishment, however, be- 
cause it is doubtful whether the American public holds 
the board and its decisions in such respect as to follow 
such a finding with a freight and passenger boycott. 


Not a little of the inattention the board is likely to get 
in its future utterances, will be due to the fact that some 
of its utterances in the past have been rather intemperate. 
Chairman Hooper’s public statement, in reply to President 
Rea’s letter, can be taken as a fair example. It begins with 
the statement that “the radical labor leader is no worse 
enemy of domestic peace than the radical industrial leader” 
—an axiomatic statement with which we agree. Mr. 
Hooper refers, however, to the management of the Pennsyl- 
vania when he speaks of the “radical industrial leader,” and 
we feel that the epithet is unjustified, if based, as it un- 
doubtedly is, on the conduct of the road in the present case. 

When the number of shopmen who left the Pennsyl- 
vania in last year’s strike is compared with those leaving 
other roads, and when the general morale among Pennsyl- 
vania employes is surveyed, no one will be disposed to con- 
sider the managers of that road tyrannical. Their sin is 
a refusal to deal with System Federation No. 90 as an or- 
ganization. This refusal is based on the insistence of that 
organization that it should be allowed to speak, not only for 
its members in the shops of the Pennsylvania, but for all 
the workers in those shops. We think the organization has 
caused trouble enough, on the Pennsylvania as well as on 
other lines, to forfeit its right, if it ever had such right, to 
speak for the railroad shopworkers as a whole, in spite of 
the fact that the Labor Board says it still has that right on 


roads where its members constitute a majority of the shop- 
workers. 


Chairman Hooper’s last sentence is as lurid as the first: 
“This denial of common, old fashioned fair dealing to em- 
ployes will never get us anywhere in this country.” 


Strangely enough, the employes of the Pennsylvania 
do not seem to recognize the menace that hangs over them. 
Perhaps the reason is that the situation is more dangerous 
for the Labor Board than it is for the these employes. 
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FELTON REPLIES TO BROOKHART 


Railway legislation proposed by Senator Smith W. Brook- 
hart of Iowa, and misrepresentations emanating from him were 
criticized by Samuel M. Felton, chairman of the Western Rail- 
ways’ Committee on Public Relations, in an address at Fort 
Dodge, Ia., May 4, before the Chamber of Commerce. 

Mr. Felton charged that those like Senator Brookhart who 
were advocating certain forms of radical railway legislation “are 
trying to secure regulation which will make continuance: of 
private ownership and management of the railways impossible 
and which will, therefore, force the nation to adopt government 
ownership, whether it really wants it or not.” 

“The length to which some of these men will go in trying 
to defend government operation to discredit private operation,” 
Mr. Felton continued, “is strikingly illustrated by certain state- 
ments that Senator Brookhart made in a speech at Des Moines 
on March 14. In that speech he asserted twice that the oper- 
ating expenses of the railways under private operation in 1921 
and 1922 were $1,200,000,000 a year more than they were under 
government operation in 1919. This statement misrepresented 
the facts to the extent of over one billion dollars a year. Ac- 
cording to the statistics of the Interstate Commerce Commis- 
sion, the operating expenses of the railways in 1919 were $4,399,- 
715,515, while in 1921 they were $4,603,806,907, and in 1922, 
$4,455,650,216. Therefore, according to the statistics of the 
Commission, the operating expenses in 1921 were only 204 mil- 
lion dollars more than in 1919 and in 1922 they were less than 
56 million dollars more than in 1919. 


“Since Mr. Brookhart in his Des Moines speech mentioned 
reductions of wages, I shall give some facts about them. The 
average wage paid by the railways to each employe in 1921 
was $179 more than in 1919 under government control, and in 
1922 it was $136 more than in 1919. If the average wage paid 
per employe had been the same in 1921 as in 1919, the total 
operating expenses of the railways in 1921 would have been 
100 million dollars less than in 1919, and if in 1922 the same 
average had been paid as in 1919, the operating expenses would 
have been 362 million dollars less than they were in 1919.” He 
continued as follows: 


The railroads and people of the United States are this year 
facing two important, and even severe, crises in transportation 
affairs. One of these crises is due to the extensive shortage of 
transportation. The other is due to the state of public opinion 
regarding railway affairs, especially in Iowa and other western 
states, 


Freight business is still being offered in unprecedented vol- 
ume and all conditions indicate that throughout this year the 
railways will be called upon to handle more business than ever 
before. The situation presents a national emergency, and unless 
emergency measures are adopted and carried out through close 
co-operation between the railways and shippers, the result will 
be a great increase in the car shortage and the infliction of enor- 


mous losses upon all the business interests and people of the 
country. 


It needs to be emphasized that this so-called “car shortage” 
is really a shortage of all facilities of railroad transportation. 
It is due, not only to the fact that the railways have not enough 
cars, but also to the fact that they have not enough locomotives 
or adequate tracks or terminals. The country has suffered tem- 
porarily in past years from shortages of transportation, but never 
was it confronted with a transportation situation such as the 
present one. 


To what is this due? Its direct cause is, that some years ago 
there began and continued for a long time, a great decline in the 
expansion of the railroads. I shall give you just a few figures to 
illustrate what has occurred. In the eight years ending with 1914 
the number of freight cars in the country increased by 541,000. 
On the other hand, in the eight years ending with 1921, the num- 
ber of freight cars in the country increased only 41,000. In the 
first period I mentioned, the number of locomotives in the coun- 
try increased over 14,300, while in the second period I mentioned, 
the number of locomotives increased only 1,900. The total mile- 
age of railroads in this country increased every year from 1830 
to 1916. There began, in 1916, an actual decline in railway mile- 
age. In every year since then more mileage has been torn up 
than built; and at the end of 1921 there were 2,200 less miles of 
railway than in 1915. 

The production and commerce of the country have expanded 
within recent years at a normal rate. This is shown by the fact 
that as soon as the nation emerged from the recent business 
depression the freight offered to the railways exceeded all previous 
records. While production and commerce have been, within 
recent years, expanding at a normal rate, the expansion of the 
railroads has been abnormally small. This is the true, and the 
only true explanation of the present shortage of transportation. 
Why did the expansion of the railroads begin about ten years ago 
to be abnormally small? Prior to that time, their expansion kept 
pace with that of other industries. The great decline in the 
expansion of the railroads has been due to the fact that they 
have been subjected to influence to which other industries have 
not been subjected. Unfair and restrictive regulation caused a 
decline in their expansion before the war. During the war the 
government seized them and greatly increased their operating 
expenses without making corresponding increases in their rates 
and earnings. Enormous deficits were incurred, and they were 
returned to private operation with the credit of many of them 
practically destroyed and their securities selling in the open 
market at the lowest prices in history. Their return to private 
operation was quickly followed by a business depression as a 
result of which during the last three years their average net 
return has been only about 3% per cent upon the valuation placed 
on them by the Interstate Commerce Commission. These are the 
reasons why the expansion of the railroads has declined. No 
business can expand without new capital being invested in it. 
The expansion of the railroads declined because they could not 
raise enough new capital to provide needed equipment and other 
facilities. The consequence is that the country today is con- 





fronted with the greatest shortage of means of transportation in 
its history. 

Railway managers are determined to do everything in their 
power to alleviate this situation until it can be actually remedied, 
The roads within the last seven months have broken all records 
in handling freight. Realizing that more heroic measures must 
be adopted to effect the very greatest practicable increase in the 
service rendered, the managers of the railways met in New York 
two weeks ago and adopted new plans for dealing with the 
emergency. They agreed to spare no effort to reduce the number 
of locomotives and cars in bad order, to co-operate with each 
other in every available way and, also, to increase the service 
rendered with each locomotive and each car, and to appeal to the 
shippers and consignees in every part of the country to give their 
aid by loading cars to their capacity and by loading and unload- 
ing them as quickly as possible. he : 

The problem presented by the existing transportation situa- 
tion could not, however, be solved merely by making more inten- 
sive use of existing facilities. An increase of facilities is required, 

Unfortunately, it is by no means certain that the government 
and public will let the railways carry out even their present pro- 
gram of expansion, much less a larger program in future. Sena- 
tor Brookhart of Iowa has introduced a bill in Congress to make 
a new valuation of railways based upon the prices of railway 
securities in Wall Street, which are the lowest in years owing to 
the past policies of government regulation and government opera- 
tion. He claims the adoption of his bil! would reduce the valua- 
tion to twelve billion dollars. In a recent speech, Senator Brook- 
hart defended this proposition on the ground that the recent 
deflation of prices, for which he charged the Federal Reserve 
Board, a government body, with responsibility, had caused a 
reduction of eighteen billion dollars in the value of the farms and 
farm property of this country. 

If there is any justification for contending that the valuation 
of the railways and their rates should be based in future on the 
greatly reduced prices of their securities, then there is exactly 
equal justification for advocating legislation which will perma- 
nently base the value of farms and farm property, and the prices 
the farmers can charge for their products, on the reduced value 
of farms and farm property. The two cases, according to his own 
argument, are exactly analogous. Will the farmers of this coun- 
try support a proposal that, because the value of their farms has 
declined, legislation shall be passed to confiscate permanently all 
that part of the value of their farms which has thus been tem- 
porarily lost? If not, how can they fairly support Senator Brook- 
hart’s proposal to apply this policy to the railroads? 

The saving in rates secured by the public under Senator 
Brookhart’s plan would be only 7 per cent, but the reduction in 
the net return the railways would be entitled to earn would be 
37 per cent. Hardly any railroads would be able to pay any 
dividends. Most of them would be unable to pay the interest on 
their bonds and would immediately become bankrupt. It would 
become oe for most railways to sell new securities because 
many would not be able to pay a return even on the bonds they 
already have outstanding. he increase in the number of cars 
and locomotives, the construction of additional tracks and termi- 
nals, and other additions to the facilities required to enable them 
to handle increased business, would absolutely stop. Without 
an increase of means of transportation, increase in the produc- 
tion of the mines, the factories and the farms would have to 
stop, because without increased transportation a larger produc- 
tion would become impossible. The progress of the country would 
be arrested and its prosperity destroyed. 

The railways have not been prospering while the farmers 
have been suffering. On the contrary, the railways of the coun- 
try, including the western lines, have earned a smaller net return 
within the last two years than at any time since the depression 
following the panic of 1893. The farmers of the west have suf- 
fered recently, and there is danger that they will suffer in the 
immediate future, much more from inability to get sufficient 
transportation than from freight rates. Reductions in rates, 
until they can be accompanied by reductions of operating ex- 
penses, would increase the shortage of transportation and there- 
fore increase the losses of the farmers. : 

Unfortunately, however, it is very plain that many farmers in 
western territory have allowed themselves to be wholly misled 
regarding railway matters by radical labor leaders and politicians 
who have grossly misrepresented the facts to them. Therefore, 
whether the farmers finally will give their support to a policy of 
confiscatory regulation which would bring disaster upon them 
and the country, and force the railroads into the hands of the 
government, or will support a policy of regulation which will 
enable the railways to earn a reasonable net return, provide ade- 
quate service and avoid government ownership, is at present a 
question which no man can answer. 


C. OF C. CONVENTION 


Consideration of the subject of transportation will be taken 
up May 9 in New York at the general session of the annual 
convention of the Chamber of Commerce of the United States, 
according to an announcement by the Chamber. Secretary 
Hoover may speak on the subject. 

The program shows that Representative C. A. Newton, of 
Missouri, is to speak on “Coordination of Our Systems of Trans- 
portation;” Roy D. Chapin, chairman of the board, Hudson Motor 
Car Company, on “Co-operation Between Motor and Railroad, 
and Charles H. Markham, president of the Illinois Central Rail- 
road, on “Co-ordination of Railroads, Waterways and Highways. 

On May 10 O. E. Bradfute, president of the American Farm 
Bureau Federation, will speak on “The Farmers’ Interest in 
Transportation;” W. N. Doak, senior vice-president of the 
Brotherhood of Railway Trainmen, on “Financial Support for 
the Railroads,” and’ Walter W. Head, president of the Omaha 
Trust Company, on “Re-establishment of Railroad Credit.” 


GLASS CONTAINER MEN CO-OPERATE 


Following the letter of the Department of Commerce urging 
manufacturers and consumers to co-operate with the carriers 
in coal storage, prompt loading and unloading, loading to - 
pacity, reduction of reconsignments and limiting the os 
for cars, the Glass Container Association has urged these Lee 
cies on its members in letters and through its department which 
was established for the purpose of effecting co-operation. 
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Current Topics 
in Washington 


Size of the Express Business.—The insouciance of radicals 
who have plans for amending the interstate commerce law, it 
is believed, is emphasized by a few facts relating to the size of 
the business of the American Railway Express Company in 
New York City alone, used by R. E. M. Cowie, vice-president 
of the company, in a recent speech. The size of the rhinocerous 
is made more obvious by pictures showing the animals with 
the birds that make their backs their resting places. In much 
the same way the size of the railroad business is made apparent 
by the size of the express business. The latter is only a small 
part of the transportation machine of the country, when meas- 
ured by the volume of business and revenue. The revenue of 
this express company, which is the overshadowing unit in the 
express business, is about $300,000,000 a year. That figure, 
however, does not mean much. But when Mr. Cowie told his 
audience that every day in the year that company, in New 
York City alone, handled property valued at $50,000,000, the 
magnitude of the country and the size of the transportation 
machine needed for conducting its business was put forth in 
a way that could be comprehended. Fifty million dollars is 
something the mind can grasp. It can be visualized much easier 
than the/strings of figures that must be used to tell, for in- 
stance, what government operation of the railroads cost the 
government of the United States, or the amount of money the 
railroads take in over their counters every year. That sum 
means that about every 110 days the express company, in New 
York City, handles property of a value equal to the entire rev- 
enue of all the railroads in the country in 1922, that revenue hav- 
ing been $5,617,000,000, of which the express companies contrib- 
uted only $143,332,000. That is not to minimize the express busi- 
ness, but merely to show how big the whole transportation busi- 
ness of the country, by railroad, is. Value constitutes such a great 
factor in the establishing of express rates that the express 
company keeps much closer touch with it than a railroad com- 
pany can or feels constrained to keep. Another fact used by 
Mr. Cowie, tending to show how great has been the giant of 
the western hemisphere, is that every night of the year between 
300 and 400 cars of express are dispatched from New York 
City in solid trains. Three and four hundred cars constitute 
a total that is comprehensible. The total number of cars in 
the country—2,500,000—is made more stupendous by the fact 
that the small package business of the chief merchandising 
city of the country, every night, originates traffic enough to 
load between 300 and 400 cars going to points to which whole 
carloads may be dispatched. That trainload business, however, 
is not the whole of it. Nearly every-one of the hundreds of 
passenger trains leaving New York City carries express matter. 
Not all the $50,000,000 worth of property entrusted to.the ex- 
press company in New York City is carried beyond its limits. 
Much intracity business is done. The off-hand way with which 
some of the men elected to Congress last November propose 
dealing with transportation suggests shivers to those who have 
any comprehension of the amount of damage that could be 
done to the material interests of the country, even by men with 
the best intentions in the world. A thought on the subject is 
that perhaps it would be good for the country could the whole 
so-called radical bloc be sentenced, for thirty days, to work in 
an express terminal in New York to the end that they might 
have the opportunity to come to an understanding of what they 
were proposing to deal with. 





Fourth Section Irritation.—If and when the revision of the 
interstate commerce law is undertaken, it is probable there 
will be a distinct line of cleavage between the railroads and 
the shippers on the question of fourth section reparation. The 
average shipper cannot think of what the Commission has done 
in that matter without a rise in temperature. The declaration 
that public wrong creates no presumption of private damage 
may be good law, the average shipper will admit for the sake 
of the argument, but it does not salve his wounds to remember 
that the carrier has his money, notwithstanding the declaration 
of the law that the rate under which the railroad obtained it 
was unlawful. It does not help him, in a case of the joint rate 
mM excess of the aggregate of the intermediates, to be told that 
the joint rate was not unreasonable when measured by rates 
for comparable distances on similar traffic in that general 
vicinage. The thought is that, when revision of the law is 
undertaken, practically every shipper organization will be pre- 
bared to fight for a revision in the fourth section that will 
deprive the Commission of any discretion as to reparation, if 
and when it finds a rate or rates in violation of the law. It is, 
of course, probable that by the time there is a revision the 
fourth section departures will have largely disappeared or be 
80 well protected by orders that situations like those disclosed 
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in many of the cases cited by the application for reargument in 
the American Ship Building case will be rare. In many in- 
stances, it is believed to be true, as asserted by the railroads, 
that the complainants passed on all the cost of transportation 
to the consignee and that, in the sense of being deprived of 
a reasonable profit, there was no loss. That, however, makes 
it appear that it is all right for a railroad to keep the money 
unlawfully obtained, but it would be all wrong for a consignor 
to recover any of it, for his own benefit, or for dividing with 
the consignee, if the latter learned about its return to the con- 
signor, because the latter happened to be the complainant. 





Niggardly Uncle Sam.—Apparently, it is becoming increas- 
ingly easy for outside interests to entice employes of the Com- 
mission away from their jobs. There are two reasons for that. 
The chief is that the pay of examiners, relatively speaking, is 
not nearly so good now as it was before the war. The second 
is that their salaries, in effect, are cut, every year, by their 
inability to make their expense accounts, while they are on 
the road listening to cases, cover actual expenses incurred. 
The expense account of some persons who travel for others 
may be, as jocularly described, “swindle sheets,’ but not so 
with the expense accounts of the examiners. The law allows 
only their actual expenses, not exceeding $5 a day. Congress, 
being composed of men who spend much of their time in making 
pretenses in order to mislead their constituents, puts that limit 
on what a man on the road might spend for lodging, meals, 
tips, laundry, and street car fare. If the law allowed $5 a day, 
it would not be quite so bad. But as it is worded an examiner 
can hardly afford to become the guest of anyone at dinner. 
If he becomes host on some other day, he cannot make the 
two equalize. On the day he is entertained at dinner he can- 
not charge anything on his bill—unless he is willing to perjure 
himself and run the risk of being punished. When he enter- 
tains in return for the courtesy that has been shown him, he 
cannot pay for his guest out of money the government allows 
him. It is a case of “heads I win, tails you lose for the gov- 
ernment.” The whole thing may be counted as picayunish, 
but, inasmuch as an active examiner is out on the road nearly 
half the time, the peculiarities of the law bear on him with a 
hardship no private employer would tolerate. Examiners admit 
that it is an irritating situation, especially inasmuch as all the 
men with whom they come into contact in an official way, are 
not bound by such “I-think-you-are-a-crook” limitations as the 
law imposes on them. Men representing other departments 
of the government are said to have found ways for circumvent- 
ing that statute, but not the employes of the Commission. In 
the hearings on the express rate case, the Commission’s exam- 
iners had to hold themselves down to $5 a day, but W. A. Har- 
raman, the California examiner, under the laws of the state, 
could spend $10 a day. 





Supreme Court Lands Hard.—The Supreme Court of the 
United States, composed of elderly gentlemen of benign counte- 
nances, seldom finds it necessary to administer what sometimes 
has been denominated the “swift kick.” Its members are 
patient. Sometimes, in their opinions, they have been known 
to lash out and refer to a lawyer who had been guilty of some- 
thing unethical as “one Jones,” but always, in such instances; 
the justices whose tempers had been roiled deleted the expres- 
sions from the copy sent to the printer for the permanent 
record. At the last opinion day, however, the Chief Justice 
made a few observations concerning a brief filed in support 
of an application for a writ of certiorari that have all the ap- 
pearances of permanency. Mr. Taft said the petition for 
certiorari was denied, “not only because of the character of 
the case, but also because of the failure to comply with the 
provisions of paragraph 3 of rule 37 of this court, which re- 
quires that, in the case of applications for certiorari, the peti- 
tion shall contain only a summary and a short statement of 
the matter involved and the general reasons relied upon for 
the allowance of the writ, and provides that a failure to com- 
ply with that requirement will be deemed a sufficient reason 
for denying the petition. In the present case no such state- 
ment was filed, although there was a record of 1,000 pages. 
Instead we were invited to examine a brief of 263 pages.” 
The court declined to look. The brief did not have the ap- 
pearance of one of the six best sellers nor an illumination 
of the question what crime Chief Justice Marshall committed, 
now a century ago, when he made the Constitution of the 
United States work. Chief Justice Taft may have satisfied his 
curiosity as to what the 263 page brief was about but, if 
anything of the kind took place, it was a private and unoffi- 
cial curiosity, from which the applicant obtained no satisfac- 
tion, unless there be satisfaction in the knowledge that the 
Supreme Court of the United States believes in lawyers hav- 
ing a bowing acquaintance with brevity. 





Shipper Interest in Car Inquiry.—Dispatch of an additional 
questionnaire by the Commission, in its inquiry into the adequacy 
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of the supply of engines and cars, calling for data pertaining to the 
traffic in January, April, July, and October, of last year, brings 
the inquiry, it is believed, to the point where the shipper can 
sit in and take close interest. Organized labor has been in- 
clined to regard the Commission’s inquiries into car and en- 
gine supply and the efficiency and economy of the manage- 
ment of railroads as aids to its fight against the railroads be- 
cause they did not surrender to the demands of the striking 
shopmen. Shippers, as a rule, did not back the strike of the 
shopmen. in fact, W. H. Chandler, president, at the time, of 
the National Industrial Traffic League, seemed to have gauged 
aright the sentiment of the shippers when he urged President 
Harding, in effect, to do nothing to aid the strike. Shippers 
then seemed to have no difficulty in seeing that, if they backed 
the strikers, they must later contribute to the payment of 
the increase in operating cost by means of higher rates. The 
self-designated representatives of the farmers, apparently, did 
not always bear in mind that they might be regarded as incon- 
sistent in first yelling for lower rates and then for the settle- 
ment of the strike on the basis of the demands of the 
strikers, both things to be done at the same time. It has 
been suggested that it would be well for shippers to take a 
larger part in the two investigations the Commission is carry-- 
ing on. They are the ones who will have to pay the bills 
if the labor leaders are permitted to browbeat public officials 
into supporting their contentions in their fights with the rail- 
roads. The politicians, it is suggested, will never tell the farm- 
ers, if and when rates may have to be increased by reason 
of advances in operating expenses, that they brought about 
that condition by permitting their self-styled representatives to 
back the organized labor leaders in their efforts to obtain 
more money for railroad workers. A. E. H. 


ASKS STOCKHOLDERS TO HELP 


Calling attention to the recent service rendered by the 
railroads, President A. H. Smith, of the New York Central, has 
addressed a letter to the company stockholders urging them 
to exert their influence against imposition of “any further 
hampering restrictions” on the railroads by new legislation and 
specifically against tampering with the transportation act at 
this time. He asserts the railroads will make good “if given 
a fair chance.” His letter says: 


The recovery and performance of the railroads during the recent 
months under the transportation act are events unparaleled in 
American industry. If given a fair chance the carriers will con- 
tinue to afford the nation the best service and the cheapest rates 
of any railroads in the world. 


Pointing out the anti-railroad agitation being conducted by 
“radicals and extremists” and on the necessity of counteracting 
such propaganda, he says: 


_ The management of your company would invite your active as- 
sistance in combating the current unwarranted attacks upon the 
railroads by radicals and extremists which are designed to reach their 
climax by the opening of the next congress. 

Public sentiment which develops and crystallizes between now and 
December will determine the measure of success of these attacks upon 
fundamental American prinicples and institutions. We would ask you, 
therefore, actively to extert your influence in the interim against de- 
structive legislation. 

Specifically, we would ask you to communicate with your con- 
gressman and senator in opposition to any amendment of the trans- 
portation act or the imposition of further hampering restrictions upon 
the railroads. 

The transportation act has not yet had a fair trial under normal 
conditions, and while defects may exist and be demonstrated, its 
benefits in protecting essential transportation service are sufficient 
to make it imprudent to tamper with it now and thus open the 


wey for radical revisions or substitutes which might work untold 
arm. 


ADDRESS BY PRESIDENT BEATTY 


The Trafic World Ottewa Bureau 


President E. W. Beatty, of the Canadian Pacific, in a recent 


address at Hamilton, Ont., pointed out how railway companies 
contribute to Canadian prosperity. Their stake in the country 
was enormous. His own company was Canadian and English 
in ownership to a paramount extent; 65 per cent of its stock 
was held in Great Britain and Canada, and 87 per cent of its 
ranking securities were owned by citizens of the British Em- 
pire. There was invested in its railway lines, exclusive of all 
subsidiaries, $900,000,000 in cash. Its net revenues for the year 
1922 represented a return of 4 per cent on the cash invested 
in the railway property alone, and the average for the past 
five years was 3.9 per cent. 

Its chief competitor, he said, was the Canadian National 
Railways, and in many quarters the chief weapon of compe- 
tition was the slogan: “Patronize the People’s Railway and 
Save Taxes”—a slogan which he believed was not condoned 
by the chief executive officers of that railway, as they realized 
that it was unfair and disruptive of the morale of their own 
institution, in that reliance for the support of the business com- 
munities was put on sentiment and not on service. If the Na- 
tional Railways succeeeded, the burden on the taxpayers would 





be lessened and, as representing the largest taxpayers in Can- 
ada, he said their success would appeal to him strongly. The 
factors which contributed to the success of the Canadian Na- 
tional would make possible the greater success of the Canadian 
Pacific. 

Speaking of rates, he said the earnings of the Canadian 
Pacific had been established by the Railway Commission as a 
basis for fixing rates in Canada. The logical conclusion of 
this was that the larger the business of the Canadian Pacific, 
the greater its revenues and the lower the tolls. In other 
words, the rates would be fixed on what the Canadian Pacific 
could operate for, and the larger the business the lower its 
operating ratio and the lower the rates to the Canadian shipper, 
He suggested that patronage of the C. P. R. lines on this theory 
would result in greater saving to the taxpayer than patronizing 
its rivals, as the average shipper paid out more in freight than 
in income taxes. 

He said that one of the greatest difficulties and dangers 
was that periodically, in some sections of the country, in order 
to obtain some advantage over other sections, political pressure 
was used to attempt to force in the local interest the adoption 
of measures by railway companies and the establishment of 
lower rates which were not in the best interest of the country 
as a whole and unfair to the carrier. .No transcontinental rail- 
way company could afford to be sectional nor could it disregard 
its stake in any province and the business of that province. 
He assured his audience that when a Corporation had a few 
hundred millions at stake in any part of Canada it was admin- 
istered in a way that contained some elements of sanity. Mr. 
Beatty was, obviously, referring to the dispute between the 
railways, and particularly the C. P. R., and the province of 
British Columbia over freight rates. 

Speaking of the immigration problem, he said that question 
was not debatable. Those who believed in Canada must know 
that it could support more than nine million people and that 
it would need more than nine million people to support it. 
The fact that immigrants were now coming in and that gov- 
ernment restrictions were being removed, together with a grad- 
ual return to more prosperious industrial conditions, convinced 
him that the present year would not be an unprosperous one 
for Canada and its institutions. What Canada needed, he said, 
was a balanced immigration which would supply her industries 
as well as her farmers with help. Speaking of taxation, he 
said that undoubtedly a lower scale of taxation would be forced, 
because the tendency in other countries was that a reduction 
should be made. “But,” he concluded, “from the standpoint of 
Canada’s opportunity, it would be infinitely preferable, if other 
means to obtain the requisite public moneys could be devised, 
that we should be in advance of the United States.” 


ADDRESS BY H. E. BYRAM 


Failure of the carriers to make sufficient net income to main- 
tain a surplus for credit was declared the most serious feature 
of the transportation problem of today in an address delivered 
by H. E. Byram, president of the Chicago, Milwaukee and St. 
Paul, before the Commerce Club of the University of Wisconsin 
at Madison, May 2. “I believe the railroads of today are an 
example to other institutions of clean and efficient administra- 
tion, free from the taint of individual profiteering,” said Mr. 
Byram. 

The expansion of terminals and side tracks, shops and engine 
houses was needed as well as other new equipment, he said. In 
the comparison of 1922 with 1916 it was shown that, while 
operating revenues had increased 55 per cent operating expenses 
had increased 88 per cent in the same time. Taxes, in the same 
period, had also practically doubled. 

He denied that the tentative valuation of the carriers by the 
I. C. C. represented an inflated valuation and that freight rates 
were kept high in order to pay dividends on watered stock. 


RECOVERY OF EXCESS EARNINGS 


The Trafic World Washington Bureas 


Approximately 80 per cent of the class I roads had filed 
reports with the Commission this week in response to the order 
calling for compliance with the excess earnings provisions of 
section 15-a of the interstate commerce act. Officials in charge 
of the reports said the latter had not been checked and that 
there was no way in which an estimate could be made as to the 
amount of excess earnings reported for 1922. It is not expected, 
however, that the excess reported will be large in amount. The 
carriers, in many instances, are believed to have set up values 
on the property devoted to the use of transportation which 
ultimately will be scaled down by the Commission. Many of 
the roads filed their reports under protest, as they did for 1920 
and 1921, claiming that the excess earnings provisions were 
unconstitutional. Under the order of the Commission all roads 
were to have reported by May 1. 
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Decisions of Interstate Commerce Commission 


SAND ADVANCE CONDEMNED 


The Commission in a report on I. and S. No. 1714, Sand from 
points in Kansas to Arkansas, Kansas, Missouri and Oklahoma 
(mimeographed without page or opinion numbers), has con- 
demned the attempt of the St. Louis-San Francisco to increase 
the rates on sand from Kansas producing points, to destinations 
on its rails in the states named. The proposal was to make rates 
from Turner, Munice, Flag-Mine and Grintner, Kansas shipping 
points, to destinations in the states mentioned one cent per 100 
pounds, over the rates from Kansas City. The points of origin 
are just beyond the Kansas City switching limits, the distance 
varying from a few hundred feet to as much as 6.37 miles. The 
last mentioned distance was that reported by the Frisco, as ap- 
plicable to Munice. The protestants did not agree upon the dis- 
tance of Munice from the switching limits, estimating it from 
1.5 to 4 miles. None of the shipping points is on the Frisco. 
The increase would have put the sand operators just outside of 
Kansas City at a disadvantage of 20 cents a ton in comparison 
with those inside the limits. The Commission said that that dif- 
ference in prices would be sufficient to eliminate from the mar- 
kets in question the shippers just outside of Kansas City. 

In justification for the proposal the Frisco said the Kansas 
City rate was not intended to cover anything more than a single 
line haul and that it was too thin to permit it to make an allow- 
ance of 1.3 cents to its connections on the traffic in question. 

The Commission said the difference in transportation con- 
ditions was not such as to permit any difference in the rates 
and that in prior cases it held the rates should be the same from 
all the producing points in and in the vicinity of Kansas City. 


TIME ZONE MODIFIED 


The Commission, in a ninth supplemental report on No. 
10122, Standard Time Zone Investigation, opinion No. 8410, 78 
I. C. C. 606-8, in pursuance of an act of Congress dated March 
3, 1928, has modified its orders defining the third and fourth time 
zones, 51 I. C. C. 278, and 53 I. C. C. 208, so as to include southern 
Idaho in the third time zone instead of the fourth or Pacific zone. 

In its original order the Commission put all of Idaho ex- 
cept the southeastern corner into the Pacific zone. The Idaho 
Public Utilities Commission petitioned the Commission to put 
the whole state into the third or Mountain zone but the posi- 
tion was denied. Then Congress acted so as to require the 
southern part of the state to be transferred from the Pacific to 
the third or Mountain zone. 

To carry the legislation into effect, the Commission said it 
was necessary to have regard for the convenience of commerce 
and the existing junction and division points of interstate rail- 
roads, as required by the act. It authorized the Oregon Short 
Line to operate its main lines to Huntington, Oregon, over such 
parts as are in Oregon, and its branches to Homestead, Oregon, 
and Homeland, Idaho, on Mountain time. It said the Oregon 
Eastern branch should be left in the Pacific zone but that its 
operation should be permitted on Mountain time, but that its ad- 
vertisements, time cards, and bulletin boards should show Pacific 
time. The Commission also included within the Mountain time 
zone that part of the Oregon Short Line south of the Idaho-Utah 
line and authorized the operation of the whole of the branch line 
from Brigham, Utah, to Malad City, on Mountain. time. 

Huntington, the Commission said, although on the boundary 
line between the third and fourth zones, should be considered as 
Within the fourth or Pacific time zone. 

The orders issued in connection with the report make the 
hecessary changes in prior orders and appendices. 


PULP WOOD ADVANCES 


Increased rates on pulp wood, from points in Georgia to 
Canton, N. C., have been approved by the Commission in a report 
on I. and S. No. 1729, opinion No. 8407, 78 I. C. C. 593-6. The 
Proposal was made by the Elberton & Eastern, a short line in 
Georgia, on whose rails the pulp wood originated. Its trunk 
lime connections are at Elberton and Washington, Ga., the 
Elberton junction being the one through which the traffic to 
Canton passes. The increases will range from 15.5 to 60.5 cents 
Per cord, the Commission estimating the increases will average 
about 40 cents per cord. 

. Suspension was procured by the Champion Fibre Company. 
operates a pulp mill at Canton. The Commission said its 
oo apparently, was to keep down the cost of its raw ma- 
fe als and that under the terms of a contract for pulp wood 
th M stations on the Elberton & Eastern it would have to pay 
€ increases, Its products, the Commission said, were sold 








chiefly in Official Classification territory, in which the protestant 
said the inbound rates on raw materials were low. 

The Commission criticized the present and the proposed 
tariffs because, while they carried an item exacting a switching 
charge for the benefit of the Seaboard Air Line, the Seaboard 
was not shown as a concurring party. It said that the proposed 
tariff carried a doubling of the present switching rate of $2.25, 
to aecrue to the Seaboard, and the imposition of a switching 
charge on both loaded and empty cars through Elberton. It said 
that that would not be proper, because the Elberton & Eastern 
furnished no empty cars for the traffic and the switching charge 
would put a charge on the shippers that properly should be a 
cost of the carrier. 

The Southern handled the traffic beyond Elberton, the Sea- 
board making the transfer from the Elberton & Hastern to the 
Southern at Elberton. The Commission said the proposed in- 
creases, other than that on switching, had been justified and 
that new tariffs without that advance might be filed. 


CALIFORNIA LUMBER ‘RATES 


In a report, written by Commissioner McChord on I. and S. 
No. 1545, Lumber from San Francisco Bay Points When from 
Beyond, and No. 13786, Hammond Lumber Co. et al. vs. Atchi- 
son, Topeka & Santa Fe et al. (mimeographed without page or 
opinion numbers) the Commission found justified the proposed 
extension to all ports of northern California of the application 
of proportional rates on lumber and lumber products from San 
Francisco Bay points to transcontinental destinations which are 
now restricted. to named points of origin, and the elimination of 
the restriction of such traffic to vessels filing tariffs with the 
Commission. , 

While the petitions for suspension of the tariffs throwing 
open the use of-the proportional rates to all traffic coming by 
water into San Francisco Bay were pending, the formal com- 
plaint disposed of in connection with the suspension proceedings, 
the protestants filed a formal complaint alleging the rates to 
transcontinental territory, from Humboldt Bay points, on lumber 
and lumber products manufactured from material. brought in by 
rail, water or other means from other points, or on lumber and 
lumber products temporarily stored in transit at Humboldt Bay 
points, were unjust and unreasonable and subjected them to un- 
due prejudice to the extent they exceeded the proportional rates 
contemporaneously in effect from San Francisco Bay points to 
the same territory. 


The two cases brought into the controversy lumber concerns 
from the whole California coast. The issue in the formal com- 
plaint, as defined by Mr. McChord, was whether the maintenance 
of the proportional rates was unduly preferential of lumber ship- 
pers and manufacturers who could ship under them and unduly 
prejudicial to shippers at Humboldt Bay points, at San Pedro, 
and at Madera, who shipped under the coast group rates, about 
11.5 cents higher than the proportionals. The question in the 
investigation and suspension proceeding, he said, was whether 
the carriers should be permitted to extend the application of the 
rates in the manner described, the contention of the protestants 
being that proportional rates could not be made for the benefit 
of carriers by water not subject to the act and therefore not filing 
tariffs with the Commission. 


On the issue about the right of the carriers to maintain that 
kind of proportional rates, and in disposing of the two cases, 
the Commission said: 


Complainants contend that if the proportional rates are to be 
established they should be restricted, in terms, to shipments received 
from vessels which are common carriers and which file their tariffs 
with us. The proportional rates are in the nature of transshipment 
rates. In Rates from Chicago via Panama Canal, 68 I. C. C. 74, we 
found justified reduced proportional rates on shipments to South 
Atlantic and Gulf ports for transshipment to the Pacific coast by 
steamship lines operating through the Panama Canal. In Rates on 
Bunker Coal, 73 I. C. C. 62, we pointed out that carriers may lawfully 
publish rates on coal for transshipment to vessels, when the coal 
is consigned to ultimate destination in this country or abroad, which 
are lower than the local rates from the same points of origin to the 
same ports. We further stated that it is generally recognized that 
Fy et vd or transshipment rates of this character may lawfully 

made lower than the local rates between the same points. No 
restrictions as to filing of tariffs were imposed in the cases cited. 

Complainants at the hearing questioned the status of the Remco 
Steamship Company as a common carrier. It was urged that this 
company is merely a plant facility. This question, however, cannot 
be determined upon the issues raised in this proceeding. | 

The allegation that the present and proposed proportional rates 
do and will violate the long-and-short-haul provision of the fourth 
section in that these rates aré and will be less than the rates appli- 
cable from intermediate points in the coast group is not sustained. 

We find that the suspended schedules have been justified by 
respondents. An order will be entered vacating our order of = 
sion and discontinuing the investigation and suspension proc ng. 
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We further find that the rates assailed in Docket 13786 are not un- 
reasonable or otherwise unlawful. The complaint will be dismissed. 


NO DAMAGE SHOWN 


The Commission has dismissed No. 12677; S. M. Bulley & Son 
vs. Director-General, Galveston, Harrisburg & San Antonio et al., 
opinion No. 8402, 78 I. C. C. 569-71, finding the rates on cotton 
from Texas points to New York, stopped in transit at interior 
Texas points and at Galveston, during federal control between 
June 25 and December 11, 1918, not unreasonable. The situation 
about which complaint was made was changed December 11, 1918, 
when the Director-General published joint rates, reflecting only 
one 15-cent increase on cotton, with privilege of stopping at in- 
terior points and also at Galveston for a transit fee of 3 cents 
in addition to the joint rate from point of origin to destination. 

Prior to June 25 the rates from interior Texas points to New 
York were combinations on Galveston. Stoppage at intermediate 
points in Texas was permitted. Under General Order No. 28 each 
factor of the Galveston combination was increased 15 cents. On 
the same day joint rail-and-water rates to New York via Galves- 
ton were published reflecting only one increase. Under those 
joint rates there could be neo stoppage in transit except upon 
full combinations. On December 11, 1918, as before set forth, 
the privilege of stopping at an intermediate point was extended 
at the cost of a transit charge of three cents. The complainants 
sought reparation on the shipments made between June and 
December. 

During that period shipments from the same points of origin 
could be made via Houston on the basis of the joint rate plus a 
transit charge of three cents. That arose from the fact that prior 
to General Order No. 28 Houston had joint rates equal to the 
Galveston combination, plus a transit charge, a disadvantage to 
Houston of the amount of the transit. General Order No. 28 had 
the effect therefore, of adding one increase of 15 cents to the 
joint rate via Houston, and two increases, each of 15 cents, to the 
combination on Galveston. 

The complainants suggested reparation to the basis of a joint 
rate via Galveston reflecting only one 15 cent increase and a 
transit charge of three cents. The Commission, however, said no 
damage had been shown by the undue prejudice that might have 
existed and therefore denied reparation. It did that on the au- 
thority of its decision in Spinnler & Co. vs. Director-General, 73, 
I. C. C. 611, in which it said the facts were similar to those in 
this case. 

The Commission said there was competition between the 
complainants and shippers through Houston in the purchase of 
cotton in this period, and the circumstances and conditions of 
transportation via Houston and Galveston were substantially 
similar. It also said the complainants were compelled to ship 
via Galveston rather than via Houston (the cheaper route) by 
conditions due to the war. It pointed out, apparently as an off- 
set, that the testimony of the defendants showed that the water 
rate from Galveston to New York, as a part of the through 
charge on these shipments, was not increased to the all-rail basis 
as it might have been, under authority granted by the Railroad 
Administration. For comparative purposes on that phase of the 
case the defendants showed that the rail-and-ocean rates from 
Oklahoma points to New York via south Atlantic ports, including 
Savannah and Norfolk, were so increased; and also that all-rail 
rates from many of the points in the complaint were increased 
to a basis higher than paid by the complainants. 

Commissioner McChord dissented without saying upon what 
ground he based his disagreement. 


FURNACE MATERIAL RATES 


The Commission has dismissed No. 11048, Alabama Company 
et al. vs. Director-General, Southern et al., opinion No. 8401, 78 
1. C. C. 561-8. It found rates in effect during federal control, 
from June 25, 1918, on iron ore, coal, coke and limestone, from 
points of origin in the so-called mineral belt of Alabama, to Ala- 
bama blast furnaces not unreasonable or unduly prejudicial. 
The complaint was filed in December, 1919. It was an attack 
upon the big increases that had been made, by General Order No. 
28, upon the rates on raw materials, which furnace men usually 
denominated as assembling or furnace material rates. The fur- 
naces of the complainants were located at Birmingham, North 
Birmingham, Sheffield, Florence, Gadsden, Ironton, Alabama City, 
Holton, Anniston and Shelby, Ala. 

The complaint alleged rates were unreasonable, unduly pre- 
judicial and unjustly discriminatory. It asked for reasonable 
rates and reparation. The Commission pointed out that inas- 
much as federal control had terminated, its jurisdiction over 
rates for hauls within Alabama had come to an end and the 
prayer for reasonable rates for the future would have to be dis- 
regarded. 

Rates under attack were restricted to apply on shipments 
consigned to designated industries, including pig iron blast 
furnaces, Prior to the changes ordered in June, 1918, they were 
based strictly on a distance scale for distances up to 50 miles, 
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divided into blocks of 24 miles and less and 25 miles and less 
than 50 miles. The scale was divided into blocks, the railroads 
said, to equalize furnaces in different groups, so as to make their 
costs of assembling the ore, coal, coke and limestone about the 
same. The rates for hauls in excess of 50 miles were made in 
relation to the scale. General Order No. 28 forced the rates of 
coal, coke, and iron ore from 55 cents per ton to 90 cents and 
iron ore from 55 to 80 cents, generally on the net ton basis. Prior 
to August 15, 1916, the rate for the maximum distance, in each 
instance, was 45 cents per ton. 

Furnace interests objected to the increases in 1916, which 
were first proposed in the preceding year and they did not become 
operative until after litigation. In that litigation, the Commis. 
sion said, it was developed that. the rates on the raw materials 
were shown to have been established on a preferential basis, 
with a view to encouraging the establishment of the iron and 
steel business in the south, and were less than rates on like traf- 
fic destined to other users thereof, and, if the carriers chose not 
to continue them, they could not be compelled either by statute 
or by order of the Public Service Commission. The rates in 
effect prior to 1916 had been maintained for 16 years prior 
thereto. 

Defendants asserted that the rates were first established as 
a result of special contractual arrangements between the Louis- 
ville & Nashville and certain furnaces in the Birmingham dis. 
trict, under which that carrier undertook to promote the iron 
and steel industry in that part of the country. They showed that 
prior to 1920 reductions were made in times of business depres- 
sion that were in the nature of concessions to the industry and 
therefore, they argued, the history-of the rates did not show 
anything other than that the rates were not restored, after the 
depressions, until 1917, when 50 cents per ton was reached. 

Cost studies were not used in this case. The railroads con- 
tented themselves, notwithstanding the efforts of the complain- 
ants to show they yielded fair returns, with showing that the 
rates under attack were not as high as rates for comparable dis- 
tances on other low grade, heavy-loading commodities in the south. 
The fact that the percentages of increase were high did not im- 
press the Commission at all. The percentage of increase was 
not controlling, it said, if the resulting rates were unreasonable. 





CARBIDE CASE DISMISSED 


The Commission has dismissed No. 13467, Hendrie & Bolt- 
hoff Manufacturing & Supply Company vs. Chicago, Burlington 
& Quincy et al., opinion No. 8411, 78 I. C. C. 609-10, on a finding 
that the fifth class rate of $1.19 on a carload of carbide of cal- 
cium, shipped in June, 1919, from Duluth, Minn., to Kirby, Wyo. 
was not unreasonable. The contention was that it was unrea- 
sonable to the extent it exceeded a commodity rate of 95 cents 
from Duluth to Spokane, which was made, in October, 1920, 
the maximum for intermediate application. The complainant 
contended the rate was in violation of the long-and-short-haul 
part of the fourth section. The Commission said there was no 
violation of that section, because the 95-cent rate was restricted 
to a route through Billings, Mont., and that traffic moving to 
Kirby did not use that route. The Billings branch leaves the 
main line fifteen miles east of the junction point of the branch 
on which Kirby is situated. 

Commissioner Campbell dissented because he said he felt 
the rate assailed was too high. He pointed out that the return, 
per car, on the 95-cent rate applicable for the longer haul to 
Spokane, was $570. That revenue, he said, he considered ample. 
Inasmuch as after the shipment moved the Spokane rate was 
extended to Kirby, he said he could see no reason for a dif 
ferent basis of charge on this particular shipment. 


AGGREGATE RULE CASE 


Another decision, this one by division No. 3, in which ap 
proval has been given to a joint rate in excess of the aggregate 
of intermediates, has been made in No. 13087, C. A. Libbey Com- 
pany vs. Director-General, as agent, Hocking Valley et al., opinion 
No. 8418, 78 I. C. C. 650-2. In addition to being like the decision 
in the American Ship Building case, 77 I. C. C. 439, Traffic World, 
March 10, p. 531, the decision, in one aspect, also seems to be 
in conflict with the Commission’s decision in the Isaac Joseph 
Iron Company’s case, 37 I. C. C. 591, in which one of the questions 
was as to whether carriers could restrict proportionals so they 
would not apply as factors in combinations to points to which 
joint rates were in effect. 

In the instant case the Commission entered an order of dis 
missal on a finding that a joint rate of 39 cents on steel bars, 
carloads, from Marion, O., to Oshkosh, Wis., applied on @ °F 
load that was moved in February, 1919, was not unreasonable 
although in excess of the aggregate of intermediates, over the 
same route, amounting to 36 cents. It also found that the disre 
gard of the aggregate of intermediates prohibition was not 4 > 
lation of the fourth section because it was protected by 2 four 
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section application, which, at one time, was supposed to protect 
against only disregard of the long-and-short-haul part of the 
fourth section. 


At the time the shipment in question moved the use of the 
proportional involved was not restricted so as to apply only in 
the absence of joint through rates. The Commission, however, 
said it was clear the carriers intended such a restriction to apply; 
that it had applied prior to 1914 and was now in existence again. 


The Commission considered and disposed of the complaint 
as one involving only unreasonableness as defined in section 1. 
It pointed out that the joint rate about which complaint was 
made was the same as the all-rail combination via Chicago and 
four cents less than the full combination of locals based on Mani- 
towoc, although the distance over the route traversed was greater 
than the route through Chicago, the former being 480 miles and 
the latter 435 miles. It said no attack had been made on the fac- 
tor of 14 cents from Manitowoc to Oshkosh, a distance of 62 
miles, as if that fact might have had a significance that was not 
obvious. The Commission found the assailed rate yielded 16.25 
mills per ton mile and that the combinations of locals on Chicago 
and Manitowoc would have yielded 17.93 and 17.91 mills, respec- 
tively. 

on the phase of the case it is suspected the shippers will be 
more interested than that in which the Commission considered 


Tentative Reports 





PHOSPHATE ROCK REPARATION 


A finding of unreasoinableness and an award of reparation 
have been recommended by Examiner F. W. McM. Woodrow, in 
a report on No. 14141, Tennessee Chemical Company vs. Louis- 
ville & Nashville et al., and No. 13591, Read Phosphate Company 
vs. Director-General, as to rates on phosphate rock, from Brew- 
ster and Prairie, Fla., to West Nashville, Tenn. The shipments 
moved between December 14, 1917, and February 6, 1918, but all 
the freight bills were paid during federal control. They were 
routed via the Atlantic Coast Line, Central of Georgia, Western 
& Atlantic, and the Nashville, Chattanooga & St. Louis. On the 
bills of lading covering shipments from Brewster the shipper 
inserted rates based upon the Chattanooga combination. That 
combination, the examiner said, was $4.818. Routing instructions 
were disregarded. Bills were paid on the Chattanooga combina- 
tion, but later additional charges were collected equivalent to 
$5.89 and $5.90 per gross or long ton. The examiner said the 
rates were in excess of the rate of $4.65 to Cincinnati, a more dis- 
tant point. The shippers, Woodrow said, claimed that disregard 
of the fourth section to show the rates were unreasonable per se, 
although they did not rely upon the fourth section violations, as 
such, 

The Director-General, the examiner said, admitted the rates 
in question were out of line, but contended the rates on phos- 
phate rock were subnormal, and submitted comparisons of rates 
in support, as he claimed, of that contention. 

After the shipments were made a rate of $4.25 was established. 
The shippers had asked for a rate of $4 per ton. The Director- 
General contended that in no event should reparation be awarded 
to a basis of less than that rate of $4.25 per ton plus twenty-five 
per cent. 

Woodrow said the Commission should hold the rates of $5.89 
and $5.90 unreasonable to the extent they exceeded $4.25 and 
award reparation to that basis. 


RATES ON EMPTY BEER PACKAGES 


Examiner Myron Witters in a tentative report on No. 14254, 
Traffic Bureau, Chamber of Commerce, La Crosse, Wis., vs. Direc- 
tor-General, as agent, B. & O. et al., has recommended an award 
of reparation based on a proposed finding that rates on empty 
returned beer packages, in carloads and less than carloads, from 
eastern points to La Crosse, Wis., during the period of federal 
control, be found unjust and unreasonable to the extent that they 
exceeded the sum of the intermediate rates based on Chicago, 
lll. The report also embraces No. 14265 and No. 14266, Same 
vs. Same, 

The shipments moved from various points in West Virginia, 
Virginia, New York, Washington, D. C., Pennsylvania, Ohio, Ken- 
tucky, Indiana and Michigan. Charges were assessed at the ap- 
Dlicable through class rates of fifth-class on carloads and Rule 
25 on less than carloads, under the official classification. The 
*Xaminer said that from Burnsville, Richwood, Buchanan, Elkins 
and Coalton, W. Va., there were no joint through class rates to 

Crosse, and the Chitago combination applied. From all other 
Points of origin named in the complaint joint through class rates 
rape to La Crosse, which were lower than the combination of 

th-class on carloads and Rule 25 on less than carloads to Chi- 
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the matter as involving a mere first section question, the Com- 
mission said: 


The fourth-section departure was protected by an appropriate ap- 
plication which has been heard but not determined, so that no ques- 
tion of unlawfulness under the fourth section is presented and the 
issue is solely one of unreasonableness under section 1. Complainant 
‘presented no evidence upon that issue except that portraying the rate 


situation explained above, which it contends constitutes a prima facie 
case. 


Joint rates over cross-lake routes have been maintained for many 
years on bar iron or steel, in carloads, from poe in central ter- 
ritory to destinations in western trunk-line territory, based upon and 
equal to the all-rail combinations on Chicago, Ill., or Chicago junc- 
tion points. Proportional rates from the same territory across lake 
to west-bank ports have also been maintained to enable carriers 
serving those gateways to participate in traffic to certain points in 
the territory beyond on an equality with those serving Chicago, al- 
though the distances to the upper gateways are materially greater 
than from the same points to Chicago. Defendants point out that this 
equalization is also of value to shippers and receivers of freight because 
of the additional routes afforded them. The record leaves no doubt of 
the carriers’ intention to restrict the application of such proportional 
rates in combination to points to which no ages rates were published, 
and to which thé rates from the west-bank ports were the same as 
from Chicago, except that the sum of the local rates to those ports 
plus the rates beyond were to be observed as maxima. It is also 
clear that they were not intended to apply when the combination 
produced rates lower than the through all-rail rates via Chicago, 
and thereby force down the rates via that gateway. While the pro- 
portional rates in effect at the time of shipment were not so, re- 
stricted, they were until about 1914 and are at the present time. 


Commissioner Campbell dissented. 


. 


cago and one-half of fourth-class, any quantity, beyond. The 
examiner said the rating of fifth-class and Rule 25, in carloads 
and less than carloads, respectively, in official classification, was 
approved in Official Classification Ratings, 37 I. C. C., 167-176, 
and reaffirmed on rehearing in 46 I. C. C., 383. 

“Defendant admits that joint rates which exceed the aggre- 
gate of the intermediates are prima facie unreasonable but con- 
tends that such presumption is subject to rebuttal,” the examiner 
said. “To this proposition the Commission should assent, but 
should find that the evidence in this case does not afford a satis- 
factory rebuttal of such presumption. The Commission should 
find that the rates assailed were unjust and unreasonable to the 
extent that they exceeded the Chicago combination of fifth-class 
on carloads and Rule 25 on less than carloads to Chicago, and 
one-half of fourth-class, any quantity, beyond.” 


BLACKSTRAP MOLASSES RATE 


Examiner E. L. Gaddess has recommended the dismissal of 
No. 14021, American Sugar Refining Company vs. Director-Gen- 
eral, on a finding the rates on imported blackstrap molasses of 
57.5 and 55.5 cents, imposed on eight tank-car loads, shipped 
between December 31, 1919, and January 30, 1920, from Key 
West, Fla., to Pekin, Ill., and South St. Joseph, Mo., respectively, 
were not unreasonable. The complainant contended they were 
unreasonable to the extent they exceeded 35.5 cents, the import 
rate in effect prior and temporarily. subsequent to the period 
of movement. Reparation alone was requested. 

Gaddess said the complainant based its contention of un- 
reasonableness principally on the fact that the lower rate was 
in effect prior to and temporarily subsequent to the shipments. 
He said it was contended that because the complainant was 
without notice of the increase it was damaged in that it was 
unable to add the increase in rates to the contract price at 
which the blackstrap was sold. Answering the contention of 
no notice, Gaddess said the tariffs in question were duly filed 
in accordance with the requirements of the law. 

The dismissal was recommended upon the finding of the 
Commission in Memphis Merchants’ Exchange vs. Director- 
General, 62 I. C. C. 96, in which the reasonableness of the rates 
oh blackstrap between December 31, 1919, and January 29, 1920 
and on and after February 25, 1920, from Mobile and New Or- 
leans to Memphis, was under consideration. 


QUARRY ROAD A CARRIER 


In a report on No. 13665, The Ohio Quarries Company et al. 
vs. The New York Central et al., Attorney-Examiner W. B. Hunter 
proposes the Commission shall find the rates on stone, from South 
Amherst, Ohio, not unreasonable nor unduly prejudicial. He said 
it should also fina the Lorain & Southern, owned by the quarries 
company, is a common carrier which lawfully may receive reason- 
able compensation from its trunk line connections for services 
rendered in connection with interstate shipments, in the form 
of limited absorption of its switching charge of $6.75 per car. 
At present the New York Central, the sole trunk line connection 
of the complainant, absorbs $3.29 of that charge. The report also 
covers a sub-number in which the Lorain & Southern complains 
against the New York Central because the latter pays it no more 
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than $3.29 for its service, which it avers is the allowance calcu- 
lated on the basis of the Lorain & Southern being a plant facility. 

The object of the complaints, the examiner said, was to ob 
tain a ruling that the Lorain & Southern was a common carrier, 
with a view to having the Commission require the New York 
Central to absorb the whole of the switching charge. The Lorain 
& Southern has two locomotives, nearly six miles of main and 
side tracks and thirty freight cars, which, the examiner said, 
were not used in interchange service. The Lorain & Southern, 
he said, did everything the ordinary common carrier did, except 
maintain passenger and express service. It calculated its prop- 
erty, at the end of 1921, to have a value of $59,025 in roadbed, and 
$11,600 in equipment, with depreciation taken out. 

Hunter said this was the third attempt of the Lorain & 
Southern to obtain full absorption of its charges. The facts sub 
mitted in this case, he said, were no stronger than before. The 
company, he said, regarded a finding that it was a common Car- 
rier as necessary to negotiation with the trunk line. He said 
such a finding would not change the amount of its compensation 
but technically would make the compensation a limited absorp- 
tion instead of an allowance. Nevertheless, he said, it was ad- 
visable to dispose of the question with a finding, but that the 
finding must not be used to the prejudice of the Cleveland Stone 
Company, a competitor, with property alongside that of the com- 
plaining quarries company and near that of the Cleveland Cut 
Stone Co., a company affiliated with the complainant and also 
party to the case. 

The examiner pointed out that in the first of the proceedings 
initiated by the quarries company, the Commission held the prac- 
tice of the New York Central with respect to the operation of 
tracks on the property of the Cleveland Stone Company was un- 
duly prejudicial to the quarries company in that the New York 
Central was furnishing free all the tracks used by the Cleveland 
Stone Company, as well as the interchange service, while per- 
forming no such service for the quarries company. 

“In the present case,” said Hunter, “complainants would have 
the New York Central and the Lorain & Southern, under the 
Amherst rate (junction point), furnish all tracks from the trunk- 
line interchange to and about the buildings and quarries of the 
quarries company and the cut-stone company, and furnish no 
such tracks to the stone company. The New York Central must 
not participate in any such result.” 

Hunter said, by way of comment on the proposal of the com- 
plainants, “they hope in this way to secure treatment exactly the 
same as that of which they complained when given to the stone 
company and which was condemned in this first case. The only 
difference is that then the undue preference was made by the 
section of the New York Central alone, while now it would be 
made by action of that carrier and the Lorain & Southern.” 


OHIO ROAD MATERIAL RATES 


A finding that the Ohio Public Utilities Commission rates on 
sand, gravel, crushed stone and vitrified paving block, prescribed 
July 19, 1921, unjustly discriminate against interstate commerce 
has been recommended by Examiner C. M. Bardwell, in a report 
on No. 14252, In the Matter of Intrastate Rates on Sand, Gravel, 
Crushed Stone and Vitrified Paving Blocks within the State of 
Ohio. He said the Commission should find that the discrimina- 
tion can and should be removed by requiring the railroads to 
establish rates, intrastate, on the basis of 115 per cent of the 
rates in effect immediately prior to August 26, 1920, and that 
where there are separate rates in effect on silica or moulding 
sand, such rates should be reduced to amounts equivalent to 126 
per cent of the rates in effect immediately prior to August 26, 
1920. 

As to the rates on vitrified paving blocks Bardwell said the 
Commission should require the establishment of rates on the 
level of the basis established by the railroads for interstate ap- 
plication, in compliance with the Commission’s order in National 
Paving Brick Manufacturers vs. A. & V., 68 I. C. C., 213. 

The findings proposed by the examiner would be based al- 
together upon sections 13 and 15a and not upon the principles 
enunciated in the Shreveport case. He said the evidence relat- 
ing to undue prejudice as between persons and localities in 
intrastate commerce on the one hand and interstate commerce 
on the other was conflicting and inconclusive. As to the evidence 
in the paving block part of the case he said it did not justify 
a finding of undue preference or prejudice as between persons or 
localities in interstate commerce on the one hand and intrastate 
commerce on the other, 

Paving block interests objected to the use of the rates the 
railroads had established in compliance, as they contended, with 
the Commission’s decision in the general brick case on the ground 
that the carriers had many changes in destination groups, with 
the result that the rates became higher than they would have 
been had the railroads observed the groupings in effect as the 
result of the 1911 adjustment. 

Bardwell, after reviewing the facts in the general brick case, 
said it was apparent the decision in that case did not require 
that the destination points should be grouped precisely as they 
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had been under the 1911 adjustment. He said the short-hay] 
distance scale prescribed in that case was not, as the paving 
block interests assumed, a strict maximum scale, He said higher 
rates were authorized when required by the group and differentia] 
adjustment. Obviously, he said, in checking in rates modifica. 
tions of the former destinations groups might be proper ang 
necessary. He said witnesses for the carriers admitted the rate 
structure they had established in pursuance to the order in the 
general brick case were subject to criticism in some respects 
and “indicated that suggestions from shippers for its modification 
would be given consideration.” He said the carrier witnesses 
said the rates from the Canton, O. group to Michigan destinations 
which had been criticised by the paving block interests, were 
to be changed to meet the demands of the Canton district ship. 
pers. On the whole, however, Bardwell said, the record did not 
sustain the contention that the railroads had generally misir. 
terpreted or misapplied in the territory involved, the findings 
in the general brick case. 


CHARGES ON COTTON LINTERS 


Examiner J. O. Cassidy has advised the Commission to dis- 
miss No. 13631, Royall & Borden Manufacturing Company vs. 
Atlantic Coast Line, et al, and No. 13632, Same vs. A. C. Lehal, 
and No. 13633, Same vs, Same, on a finding that the rates imposed 
on cotton linters, between July 23 and November 3, 1921, from 
Dunn, N. C. to Philadelphia, Long Island City, and Boston, and 
from Pine Level, N. C., to Philadelphia were not unreasonable 
or unduly prejudicial. Eight shipments, averaging 12,400 pounds 
were made at any quantity rates of $1.24, $1.18 and $1.14. The 
Commission said the rate to Long Island City was $1.235 instead 
of the $1.18 collected. 

The rates imposed were those applicable on cotton, the lat- 
ter worth 14 cents per pound, while the linters, at the time of 
shipments were worth, the examiner said, about 1.25 cents. 
Complainant sought reparation to the basis of 68.5 cents on 
shipments from Dunn and 62 cents from Pine Level to Phila- 
delphia. Those figures the complainant said represented the 
sixth class rates in effect June 24, 1918, increased 25 per cent. 

It was complainant’s contention that General Order No..28 
did not require the cancellation of sixth class rating, although 
it did bring the rates on linters up to the cotton rates. The de- 


fendants claimed that No. 28 did require the cancellation of the 


sixth class rating. The examiner said the Commission should 
hold ‘that failure to adhere strictly to the order ‘of the Director- 
General did not invalidate the rates and that the controlling 
question was whether the published rates were unreasonable or 
otherwise unlawful. 

The defendants contended that from a transportation point 
of view there was no difference between cotton and linters and 
quoted the Commission’s decision in Louisiana Cotton, 46 I. C. C. 
451 to show that the Commission, in various territories, had ap- 
proved rates on linters as high as those on cotton, because, 
among other reasons “linters are cotton,” and that in all things 
except risk, there is no difference in transportation phases of 
the subject. They said they had restored the sixth class rating, 
January, 1922, at the solicitation of the cottonseed oil industry in 
the hope that the lower rating would stimulate the movement of 
linters, and that that could not be construed as an admission 
the cotton rates were unreasonable. 


GRAND RAPIDS TERMINAL BELT 


Attorney-Examiner William B. Hunter has recommended 
the dismissal of No. 13655, Grand Rapids Terminal Belt Rail- 
way Company vs. Pere Marquette et al., on a finding that the 
belt is not a° common carrier subject to the interstate com- 
merce act. Therefore, he said the Commission should find the 
refusal of the defendant trunk lines to pay the complainant's 
trackage charge of half a cent per 100 pounds was not unjustly 
discriminatory. 

The belt line’s freight tariff No. 1 has been on the files of 
the Commission since November 1, 1917. Hunter said it should 
be stricken therefrom. The complainant’s prayer, the examiner 
said, was “that the Commission order and compel the defendants 
to pay complainant for the past and future use of the property 
and facilities of the plaintiff at the rates specified in said Tariff 
No. 1, or at such rates as the Commission may find to be fair 
and reasonable rates for the use of the complainant’s facilities 
by respondents.” 

Hunter said the Commission should say that if com 
plainant was a common carrier, a proceeding to collect its 
tariff charge was not within the jurisdiction of the Commission; 
and that if it was a plant facility it was not entitled to an 
allowance for the use of the tracks. 

The complainant said the track in question, a spur about 
1.25 miles long was part of a beli line it intended building 
around Grand Rapids to intersect lines of railway entering that 
city. Hunter said the complainant did not transport any Prop 
erty over the track in question, nor was any showing that the 
defendants held themselves out to the public as common 
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carriers over it. He said the latter did furnish cars and trans- 
port property in connection with road-hauls to or from points 
on the track, but, so far as the record showed, they did not 
represent it to be other than a private track for the use of which 
the shippers had to arrange. The real contention between the 
parties, Hunter said, ‘was whether the complainant was a 
common carrier or a plant facility. He said the complainant 
sought a finding that it was a common carrier with the ex- 
pectation that the trunk lines would then absorb the trackage 
charge out of the road-haul rate. He said the Commission’s 
decision in Certain-Teed Products Corporation vs. C. R. & P., 
68 I. C. C. 260 was controlling. The Commission, in that case 
found that in the ownership and maintenance of a certain track 
the Chicago, Ottawa & Peoria was not acting as a common 
carrier. That track connected the Rock Island with certain 
industries and the Rock Island moved cars over it to and 
from certain industries. 


DEMURRAGE REPARATION | 


In a report on No. 11606, John E. Murray vs. Director-Gen- 
eral, Examiner E. L. Gaddess said that upon the supplemental 
hearing the complainant failed to make adequate and definite 
proof of the amount of damages suffered through the collection 
of demurrage charges which were found illegal in the original 
report, 69 I. C. C. 477, which would afford a sufficient basis for 
an award of reparation. 

The commission, in the original report, found the “de- 
murrage charges were not unlawful except that the demurrage 
charges assessed for the detention, after reconsignment orders 
were given, of cars forwarded from points of origin prior to the 
effective dates of embargoes, against destinations to which de- 
fendant tendered such cars, were illegal.” It told the parties to 
adjust the matter in accordance with the findings and the record 
was held open for 90 days to permit of such disposition of the 
dispute. 

Being unable to agree the parties appeared at a supplemental 
hearing. It was upon that supplemental hearing the report was 
written. Under the complaint as filed, claim was made for de- 
murrage charges collected for the detention of many cars of 
hay, at New Durham, N. J., between January 1 and July 11, 1918. 
The Commission, in its original report, found that during the 
period in question, except from March 20 to April 1, 1918, there 
were embargoes in effect against consigning or reconsigning hay 
to New York harbor, for export, except when a permit might be 
issued. At the supplemental hearing the complainant, the ex- 
aminer said, confined its testimony to that period. Several 
exhibits purporting to show the numbers of cars, dates shipped 
and demurrage paid, including war taxes, were filed. The wit- 
ness for the complainant, he said, testified no attempt was made 
by the Director-General to move these cars, although they were 
offered for movement continuously, the witness said, “every two 
or three, maybe four days,” and that he distinctly remembered 
offering to make disposition of all the cars in the yard, March 
28, and continuously thereafter, “for export, for local deliveries, 
or for any delivery at all to relieve the situation at New Durham, 
but the agent always refused to accept any orders.” 

Gaddess said there seemed to be dispute on the question of 
the actual offering of cars for disposition. However, it was tes- 
tified for the Director-General that the offers referred to were 
not in writing as required by the tariff provision and that 
forwarding of a car was never refused when reconsignment in- 
structions were so tendered. 

Complainant’s witness, the examiner said, admitted the re- 
quests were all oral and offered no evidence of written 
instructions, although the reconsignment tariff during the 
period required requests for diversion of reconsignment to be in 
writing, and on the original billing, if possible. 

There was dispute as to whether all the cars which the 
complainant asserted were shipped between March 20 and April 1, 
1918, were on hand on any given day during the period and were 
actually ordered reconsignment to New York harbor for export. 


Gaddess said the Commission, in summing up and dismissing 
the case should say: 


i Defendant does not deny that complainant desires to forward 
one of the cars for export, but maintains that if, as claimed, it is 
en itled to a refund of the demurrage assessed only on the cars which 
were ordered for export, the burden is upon the complainant to 
ae which out of all of the cars named in the exhibits were so 
Tdered; that the parties were unable to reach an agreement on the 
fount of reparation due, as suggested by the commission, because 
po original record contained no information indicating which, if 
aa. cars were forwarded from points of origin prior to the effective 
te = of embargoes against the destinations to which complainant 
= cred reconsignment orders, and that no dates were shown at the 
wie emental hearing on which reconsignment orders were tendered 
- would stop the running of the demurrage. 
ord he record contains ‘no evidence of any written reconsignment 
oe ers from which to determine the specific dates on, or the destina- 
the to, which the cars were ordered reconsigned or to indicate 
S refusal of the defendant to forward any given car or cars as 
done ich complainant ordered reconsignment and the consequent 
unt of demurrage collected for the detention of the cars after 
sich orders were given. 
c a Anadarko Cotton Oil Co. vs. A., T. & S. F. Ry. Co., 20 L 
*., 01, the commission said: 
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“Whatever may be the nature of the facts, circumstances, and 
conditions appearing in a particular case where reparation is in- 
volved; whether on account of excessive rates or by reason of unjust 
discrimination, there must be that degree of certainty and satis- 
factory conviction in the mind and judgment of the commission as 
would be deemed necessary under the well-established principles of 
law as a basis for a judgment in court.” 


That degree of certainty is not present in the instant case. 
Therefore, from this record, the commission should hold that com- 
plainant has failed to make adequate and definite proof of the amount 
of damages suffered through the collection of demurrage charges 
found illegal in the report, supra; which would afford a sufficient 
basis to justify an award of reparation. 


HORSE COMPLAINT DISMISSED 

In a tentative report on No. 13851, Fies & Sons vs. Mis- 
souri Pacific et al., Examiner J. P. McGrath said the Com- 
mission should find the rate charged on three carloads of 
horses and mules, shipped from North Little Rock, Ark., to 
Birmingham, Ala., in September, 1921, was not unreasonable. 
The rate was a combination class A rate to Memphis, and a 
commodity rate beyond. The movement was an isolated one, 
the animals having been bought from the government at Camp 
Pike near Little Rock, from which shipments of horses and 
mules were not expected, so the class rate was applicable. The 


examiner said no request for a commodity rate was made prior 
to the movement. 


UNDUE PREJUDICE FOUND 


Attorney-Examiner Charles F. Gerry, in a report on No. 
14163, National Car Coupler Co. vs. Baltimore & Ohio et al., 


_ Said the Commission should find the fifth class rate on castings, 


from Attica, Ind., to St. Louis, in comparison with commodity 
rates on similar castings, from Chicago rate territory, to St. 
Louis, was unduly prejudicial where the transportation was 
over the Wabash and require its removal. Gerry said what 
the complainant desired was equality of treatment with its 
competitors at Chicago, Waukegan, Milwaukee and Springfield, 
Ill., and especially its competitors at Chicago, Waukegan and 
Milwaukee. Attica is located on the Wabash and the Chicago, 
Attica & Southern, 17 miles east of the Illinois-Indiana state 
line. Commodity rates apply from Chicago, Milwaukee and 
Waukegan on castings for vehicles, other than motor driven, 
and agricultural implements, governed by the Illinois Classifica- 
tion. Class rates apply from Attica. The examiner said the 
Wabash was the only carrier responsible for the undue preju- 
dice and that it should be required to remove it. Adoption of 
his report will leave the Wabash free to either increase the 
commodity rates or extend them to Attica, or reduce the class 
rates, if it has the power. Gerry said the complaint should be 
dismissed as to defendants other than the Wabash. 


DIXIE CEMENT COAL RATES 


The condemnation of rates on coal from the Bon Air group 
of mines in Tennessee to Richard City, Tenn., as unreasonable 
and the prescription of reasonable rates has been proposed by 
Examiner J. P. McGrath, in a report on No. 13899, Dixie Portland 
Cement Company vs. Nashville, Chattanooga & St. Louis. The 
complainant alleged the rates on slack and run-of-mine coal, 
from Orme, Whiteside, Whitwell, Etna, Slope Wall, Victoria and 
Cartwright, and from Bon Air and Tracy City groups, all in Ten- 
nessee, and from Montague, Ala., to Richard City, since March 
1, 1920, were and are unreasonable. It asked for reasonable rates 
and reparation. 

The examiner said the Commission should find unreasonable, 
award reparation and prescribe for the future as to rates on 
slack and run-of-mine, from mines in the Bon Air group to 
Richard City, to the extent that, since September 4, 1920, to June 
30, 1922, it exceeded $1.67 and since June 30, 1922, it exceeded 
$1.50 per ton. He said that that raté should be prescribed for 
the future and that reparation should be awarded to the basis 
indicated. He said the Commission should find the rates from 
the other points mentioned not unreasonable. Some of the move- 
ment was intrastate and as to that the examiner said the Com- 
mission had no jurisdiction. 


RATES ON MATRESSES 


An award of reparation has been recommended by Examiner 
P. F. Gault in a tentative report on No. 13698, Thomas Madden, 
Son & Co. et al. vs. Director-General, as agent, C. & O., et al., on 
a proposed finding that rates on metallic and woven wire 
matresses, in carloads, from Chicago, Ill., to Indianapolis and 
Evansville, Ind., Cincinnati, Ohio, and Louisville, Ky., were un- 
reasonable to the extent that they exceeded 20 cents to Indian- 
apolis, 22.5 cents to Evansville and Cincinnati, and 24 cents to 
Louisville. 

On March 25, 1918, the rates charged became 22.5 cents to 
Indianapolis; 25.5 cents to Evansville and Cincinnati, and 27 
cents to Louisville. On June 25, 1918, they became 28 cents to 
Indianapolis; 32 cents to Evansville and Cincinnati, and 34 cents 
to Louisville. On January 9, 1919, the rates were reduced to the 
basis found reasonable by the examiner. The shipments moved 
during the period March 25, 1918, to January 9, 1919. 
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ROUTE RULE DOES NOT APPLY 
The Trafic World Ottawa Bureau 


The Board of Railways Commissioners has delivered a 
judgment that the general rule that, in the absence of specific 
instructions, the burden is on the carrier to ship by the cheapest 
route, does not apply in all cases. Effective May 28, 1920, a joint 
rate on fruit and vegetables from Keremeos to Vancouver, via 
Princeton, was published in supplement 3 to American Railway 
Express tariff C. R. C. No. 1077. In October, 1922, on application 
of the Keremeos Packing Company, the board pointed out that 
this tariff rate had been increased 20 per cent in February, 1921, 
adding: 


Arrangements were completed this year by which joint tariffs 
between points in Canada should be issued by Mr. Ham, Secretary of 
the Express Traffic Association, and while the American Railway 
Express Company did cancel the $2.28 rate (that of February, 1921), 
on June 1, 1922, a rate of $2.30 was published on the same date, and 
this rate is still effective. The rate was increased 2 cents, but merely 
for the purpose of making it a multiple of 5 cents in accordance with 
all rates now published in Canada. 


The contention of the present applicant, a Vancouver firm, 
is that there is no justification in billing him for the difference 
between the American Railway Express Company’s rate of $1.45, 
applicable at the time shipment moved, and the rate of $1.90, 
which was the joint rate at the time the shipment moved via 
Princeton and the Dominion Express Company. The shipments 
were handled over the joint route via Princeton. It is contended 
by the applicant that, as the joint rate tariff referred to carries 
a proviso that the rate is applicable only when shipments are 
routed via Princeton, in the absence of specific routing instruc- 
tions by the shipper in writing, the traffic should have been 
handled by the American Railway Express Company exclusively 
to its destination. The applicant says no written instructions 
were given by the shipper nor requested by the express agent 
at Keremeos “although assurance was given by the latter that 
no matter whether shipments were sent via American Express 
or the Dominion Express the rate was the same.” The express 
agent said it was the desire of the shippers to move the 
perishable fruit shipments via Princeton. 


The judgment says that the joint rate via Princeton was 
established after a hearing at which it was represented that 
moving by the American Railway Express over the Great 
Northern Railway involved three handlings and four days time 
between points of origin and Vancouver, and that fruit arrived 
in bad condition, and that on account of the claims shippers had 
been advised not to ship fruit by this route. 


It was represented that, via the Great Northern, the distance 
to Vancouver was over 400 miles—the mileage is 428. Appli- 
cation was made for a joint rate over the Great Northern and 
Kettle Valley Railways, the transfer being made to the latter at 
Princeton by the Great Northern. It was set out this gave a 
mileage of 42 miles to Princeton and 183 miles, thence to Van- 
couver. The total mileage of 225 miles, it was represented, 
would take 24 hours to destination. The rate in force to Van- 
couver, via Princeton, at the time of the hearing was the sum 
of the local special rates. 


The judgment quotes Interstate Commerce Commission 
Conference Ruling No. 91 and adds: 


In the eeeegger instance, the time, handling and damages over the 

Great Northern route are to be considered as against the more direct 

note = Princeton and the advantages accruing from the greater 
spatch. 

The board would not be justified in disregarding the particular 
facts and allegations which were presented at the hearing in Vernon 
and which were material to the installation of the joint rate via 
Princeton; and, therefore, the general rule involved does not apply. 





WHAT IS A PROPORTIONAL? 
The Trafic World Washington Bureau 


On account of the development of keen competition be- 
tween carriers by water and carriers by railroad, and the for- 
ward move of common carrier service by motor truck, the ques- 
tion of proportional rates is expected to become one of prime 
importance. The Commission, on account of the confused 
state of its records on the question of the proportional rates, 
may be forced to give consideration to the question in the near 
future. 


Some of the confusion has been added within the past ten 
days by means of two formal decisions, one by division No. 
4, and the other by division No. 1. The decision by No. 4, was 
made in I. and S. No. 1725, 78 I. C. C. 575. (Traffic World, 
April 28). Division No. 1 put forth its ideas in a mimeographed, 
report on I. and S. No. 1545, published elsewhere made pub- 
lic May 1. In the first mentioned report division No. 4, con- 
demned rates on grain and flaxseed between Twin Cities and 
Minnesota Transfer on the one hand and Duluth and Superior 
on the other. In I. and S. No. 1545 division No. 1 approved 
the elimination of a restriction on the proportional rates on 
lumber and lumber products applying from San Francisco Bay, 
which theretofore applied only on traffic brought to San Fran- 
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cisco Bay points. by carriers by water filing tariffs with the 
Commission. 

The two decisions are not in square conflict in a purely 
technical sense. In a broad business sense, however, they are, 
In the grain case division No. 4 recited, among other things 
that “the rates by water from the ports are not on file with 
us. The later schedules (the ones condemned) which de. 
scribe the rates as local instead of proportional, were filed 
after respondent’s attention had been called to the fact that the 
schedules filed to become effective January 12, 1923, in which 
the rates were called proportional rates, did not conform to the 
definition of proportional rates as contained in Conference Rul- 
ing 304-B.” 

By implication, it is suggested, the Commission, speaking 
through its division No. 4, forced the railroads to withdraw the 
tariffs they first filed because they did not conform with the 
definition in Conference Ruling 304-B. They did not comply 
because the proportional rates were for use in the transpor- 
tation of freight by carriers that did not file tariffs with the 
Commission. 

In I. and S. No. 1545, division No. 1 specifically approved 
the removal of a restriction on proportionals which confined 
them to traffic that had been moved by carriers by water which 
filed tariffs with the Commission. That decision approved pro- 
portionals which do not conform with Conference Ruling 304-B 
and the approval was made within ten days of another report 
in which the carriers had been forced to withdraw tariffs that 
rt ge rates not in conformity with the definition in No 

04-B. 

Conference Ruling 304-B, published March 1, 1911, defines 
a proportional rate as one applying for part of the transporta- 
tion of traffic by carriers within the jurisdiction of the Com- 
mission. Inasmuch as the freight boats on the great lakes 
do not file their tariffs with the Commission, the officials of 
the Commission, when the rates on grain and flaxseed from 
Twin Cities to the Lake Superior ports were filed to apply 
on traffic to be moved by boat, said they did not conform to 
the conference ruling and, by inference, required the carriers 
to withdraw them. 

The statutes on what constitutes a proportional rate, most 
of those who have had to consider the subject think, are not 
as clear as they could be made. In section 6, sub-par. (6) of 
paragraph (13) the interstate commerce law authorizes the 
Commission to establish proportional rates, by rail, to and 
from ports to which the traffic is brought, or from which it is 
taken by a water carrier. Then it defines a proportional by 
saying that “by proportional rates are meant those which 
differ from the corresponding local rates to and from the port 
and which apply only to traffic which has been brought to the 
port or is carried from the port by a common carrier by water.” 

In section 500 of the transportation act Congress declared 
it to be its policy to promote, encourage, and develop water 
transportation, and to foster and preserve, in full vigor both 
rail and water transportation. The definition of a proportional 
in the interstate commerce law requires a proportional merely 
to be one “differing” from the corresponding local rate. Inas- 
much as a proportional higher than the corresponding local 
rate, prima facie, would not promote commerce by water, it 
has been taken the pertinent parts of the two statutes require 
the Commission to establish proportional rates for the benefit 
of commerce carried by carriers by water lower than the cor- 
responding local rates. 

The interstate commerce act does not define a common 
carrier by water to be one that files its tariffs with the Com- 
mission. To that extent, it has been argued that Conference 
Ruling 304-B has been rendered obsolete by the enactments 
since its adoption. But division No. 4 quoted it, with at least 
an appearance of approval, in disposing of I. and S. No. 1725 
and without any reference to the policy set forth in section 
500 of the transportation act. Failure to mention that section, 
however, may have been due to the fact that no one appeared 
in that case for the boat lines on the lake that might be inter- 
ested in handling the grain in the Twin Cities elevators that 
has lost its transit rights because it has been there for more 
than a year. They may not have known about the case. The 
railroads may have proposed the proportionals, not for the 
benefit of the boat lines, but for the benefit of the grain men 
in the Twin Cities. 

The fact, however, is that, seemingly, two divisions of the 
Commission, on that point, hold diametrically opposite views 
on a matter, which, on account of the competition between 
the two classes of carriers, may become one of great concern 
to the carriers by water. 





PACKING HOUSE PRODUCTS RATES 


The Commission, in I. and S. 1806, has suspended, from 
May 1 to August 29, Jones’ I. C. C. 1381. It proposes to place 
rates on packing house products, carloads and less than carloads, 
from Cleveland, Toledo and Detroit to points in the southeast 
on the basis of full combinations on the Ohio River crossings 
on Virginia cities, making increases from half a cent to 9% 
cents a hundred pounds. 
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May 5, 1923 


RAILROAD CONSOLIDATION 


Attacking railroad consolidation as the first step towards 
socialism and declaring that federal control had proved that 
many of the economies claimed for unification of the roads were 
economies in theory only, W. G. Bierd, receiver for the Chicago 
and Alton Railroad, cited specific examples from his own road 
and the territory that it served in his statement before the Com- 
mission at the hearing in St. Louis, April 30, on the proposal 
for the consolidation of the Chicago & Alton, St. Louis-San Fran- 
cisco, St. Louis Southwestern, Missouri-Kansas-Texas, with cer- 
tain other shorter lines, designated as system No. 18. 

If there was to be consolidation, Mr. Bierd declared, the 
combination of the Alton with one of the two southwestern 
groups, the Chicago-Missouri Pacific or the Frisco-Katy-Cotton 
Belt, represented a much more practical and desirable combina- 
tion than the one proposed. But the Alton was not seeking con- 
solidation with any line, and its geographical location, the fact 
that it was the most dense freight and passenger traffic line in 
the west, with certain contemplated improvements, would enable 
the road to serve its territory best under the present system. 

Mr. Bierd cited many practical examples to refute the stand- 
ard arguments and theories supporting unification. Public opin- 
ion, he maintained, which had looked toward consolidation and 
influenced the 1920 transportation act, was largely developed at 
the beginning of Federal control, which, having been generally 
accepted as a failure, had left unification without any real 
popular support today. He took exception to Professor Ripley’s 
theory that the advantages of joint use of facilities, consolida- 
tion of inspection, ticket offices, etc., and short routing could 
only be obtained by consolidation and that Federal ownership 
would not result. Consolidation, he maintained, was a step half 
way toward government ownership. 

Grouping systems, as proposed, he stated, would result in 
solidification of rates and service. Examples were cited to show 
how competition had aided in fixing rates and how it brought 
to the territory a degree of service and specialized interest in 
the territory’s betterment that would disappear under consolida- 
tion. Moreover, he said, a serious disruption of commercial and 
traffic conditons would follow unification, leaving many important 
terminals such as Kansas City and St. Louis wayside stations as 


the result of too much generalization and development of the 
long haul traffic. 


Federal control, he said, had shown that shipment over the 
short route was not always certain to produce economy and 
efficiency, for many things such as grade lines, density of traffic, 
equalization of movement, and so on were also determining fac- 
tors. Moreover, many cities, people, and businesses located on 
the long line had to be taken into consideration in routing traffic. 

“Sailing days” and consolidation of train loads had failed in 
many ways to live up to the expectation in practice, and joint 
use of terminals, while it had shown some economies during Fed- 
eral control, was being taken advantage of in many places under 
private control and could be forced at any time that the Com™mis- 
sion deemed it advisable. Ticket office consolidation haé 
wise been largely continued. 


“Whatever minor savings were brought about in these ~~ 
specific cases,” he said, “were so overshadowed by the immense 
increase in the cost of operation in other directions that those 
in charge of the administration of federal affairs soon ceased 
claiming economies. Many of the much heralded savings were 
simply savings in theory and not in practice. Our experience 
during federal control thoroughly shows the fallacy of some of 
the views of Professor Ripley as to the economies which would 
follow consolidation. 

Under consolidation as proposed, he said, a few executive 
positions could be abolished and some saving effected in clerical 
help, together with certain other minor changes, but they would 
be more than off-set by the lessened efficiency. 

“Another important feature, and perhaps the most important 

of all, is the stultifying in men of the individual initiative and 
incentive so essential if the best results are to be obtained,” said 
he, adding that increased expenses, lessened efficiency, and poor 
Service would be sure to follow. 
_ “But the most vital issue at stake,” he continued” is that, 
since the founding of our government, we have gone on the as- 
sumption that the sacredness of private property is fundamental. 
The suggested scheme would mean, in effect, the confiscation of 
Property without due process of law; it would mean that the 
government would say to one man at what price he must sell 
his property and to whom he must sell it, and to another man 
at what price he must purchase property and from whom he 
must purchase it. It is one of the many extreme, progressive 
ideas now extant, which if carried to their logical conclusion 
leads directly to socialism. 

“If this kind of socialistic, paternalistic treatment can be 
brought about as to railroads, it can, under cloak of one reason 
and another, be done as to coal mines, steel plants, lumber mills, 
ete, and we are starting in a direction entirely un-American as 
We have conceived Americanism in the past. 
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“It is high time for us to take cognizance of this drift of 
affairs and let the people know exactly the direction in which we 
are headed and what may be expected to follow if we take the 
first big step of consolidation.” 


Ft. Worth Consolidation Plea 


That consolidation of the Santa Fe with the Colorado South- 
ern and the Fort Worth and Denver would be contrary to the 
best interests of the people and that it would establish a 
monopoly such as the regulation and legislation of the last fifty 
years have sought to make impossible, formed the basis of the 
objection of the American National Livestock Association pre- 
sented at the railroad consolidation hearing (Docket 12964), at 
Fort Worth, April 23. . 

In presenting the ideas of the association, S. H. Cowan, 
called attention to the fact that the Commission was required to 
preserve competition as fully as possible and that it could pre- 
scribe a consolidation only when all the carriers in question were 
in assent. Further, all such consolidations were required to be 
in harmony with the complete plan of consolidation and that 
public interest must be promoted. 

The interest of the public, he pointed out, depended on 
competition, not so much to affect rates, which are fixed by the 
Commission and which have not been compgtitive for some time, 
as between lines to produce service. For this reason it had been 
the constant aim of the people, speaking through their legislators 
and Congress, to protect and preserve that competition and to 
leave open the door of opportunity, he said. The Sherman anti- 
trust.act and innumerable decisions of the Supreme Court stood 
to affirm these principles. 


Nothing more than a guess could be made, he said, that an 
improved efficiency would result from the consolidation, and such 
increased efficiency must either be proved or presumed as to 
both of the existing systems. The law did not require the Com- 
mission to make such a finding. It could order a consolidation, 
but could only permit it. It can could not name the conditions 
of it, except as they were agreed to by each road, hence the roads 
were absolutely supreme. 


No one representing the public interest, he said, had asked 
for the consolidation and neither of the roads in question had 
appeared to urge it. It seemed to be sought only by certain 
persons and interests who sought localized or special interest. 
It was further argued that if the consolidation were effected it 
could not be remedied by Congress and that, therefore, all re- 
striction as to monopoly and trust regulation would be nullified. 


Eastern Consolidations 


Those interested in the hearing which the Commission is 
to begin May 16 on the tentative plan for the consolidation of 
the eastern roads into nine systems have thus far been unable 
to make up their minds whether the hearing will result in a 
real disclosure of ideas and plans on that subject or a series 
of cautious moves based on the idea that it would be disastrous 
to make public any real information. There are so many situ- 
ations in the eastern district, it is admitted, where there is 
a clash of interest, that caution in the giving of testimony may 
be expected. 

On a few points, it is believed, there will be the utmost 
frankness. For instance, the Pennsylvania is expected to op- 
pose, vigorously, the plan to divest it of its interest in the 
Norfolk & Western, which would take place as a condition 
precedent to the use of that property as the main stem for 
System No. 9. At the hearing on plans for the consolidation 
of southeastern roads, the Norfolk & Western opposed the plan 
to lop off its Roanoke-Salem branch so that it might be included 
in No. 11, of which the Atlantic Coast Line would be the main 
stem. 

Another expectation is that the Reading will insist on the 
inclusion of the Central of New Jersey in its system and be 
joined in that by the Baltimore & Ohio and the New York Cen- 
tral, holders of a virtual control of the Reading, through the 
ownership of about 46 per cent of its stock. The Reading owns 
51 per cent of the stock of the Central of New Jersey, but the 
decree of the Supreme Court of the United States requires the 
separation of the Reading and the Central of New Jersey on the 
ground that the control of the Central by the Reading is in 
violation of the Sherman anti-trust law. The Commission’s plan 
for No. 3 system puts the Baltimore & Ohio, Reading and Central 
of New Jersey in one system, but also includes the New Haven 
and the Central New England, a subsidiary of the New Haven, 
the Lehigh & New England and the Lehigh & Hudson. 

Inclusion of the New Haven in the Baltimore & Ohio-Read- 
ing system raises the question as to why the New York Central 
and Baltimore & Ohio systems should have entrance into New 
England and why the Pennsylvania should be excluded from 
that part of the country. The New York Central now has a 
line into that part of the country, the Boston & Albany being 
controlled by it. In addition to the Boston & Albany, the Com- 
mission’s tentative plan gives the New York Central, the Boston 
& Maine, the Maine Central and the Bangor & Aroostook, the 
latter the originator of a considerable tonnage. The Baltimore 
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& Ohio has no entrance into New England now and, so far 
as generally known, not a dollar of interest in any New England 
road. The Pennsylvania, on the contrary, has a considerable 
stock interest in the New Haven, and in that way, in a traffic 
sense, does compete with the New York Central for business. 

Inclusion of any of the New England roads, it is pointed 
out, raises the question what plan, if any, the governors of 
the New England states have made respecting consolidations in 
that part of the country. They have had a committee at work 
on the question, having two suggestions before them, namely, 
that of making the whole of New England into one system, and 
the other, of dividing the New England roads between trunk 
lines west of the Hudson. 

Inclusion of all New England roads in one system, it has 
been suggested, would create a monopoly of local transportation 
in those six states, but set up an intense competition for busi- 
ness to and from New England on the part of trunk lines west 
of the Hudson. Dividing the New England roads between the 
trunk lines, it has been surmised, would create a terrific com- 
petition among them at Boston, because that city, it has been 
assumed, would be the terminus for each of the trunk lines that 
might be put into New England. Conversely, it has been sur- 
mised, there would be but little competition outside of Boston, 
because each trunk line would have its own lines in places 
other than Boston. 

Another friction point, it has been suggested, will arise over 
the disposition of the Chesapeake & Ohio, in which the Van 
Sweringens have acquired an interest large enough to enable 
them to exercise an influence that many believe to be con- 
trolling. Under the Commission’s plan the Chesapeake & Ohio, 
with the Virginian and the Hocking Valley, would become sys- 
tem No. 8. The Commission’s plan for the Van Sweringen 
properties, other than the Chesapeake & Ohio, call for their 
inclusion in a system also embracing the Lehigh Valley, Wheeling 
& Lake Erie, Pittsburgh & West Virginia and the Bessemer 
& Lake Erie. 

At the time the Commission plan was formulated the Van 
Sweringens had not acquired the Chesapeake & Ohio holdings 
that now make them so prominent in the road that was once 
linked with the New York Central, although not so firmly that 
it could not be disengaged, while- the Nickel Plate was con- 
trolled by the old Vanderbilt main line. 

Municipalities and shippers are expected to show more in- 
terest in the hearings for consolidation in the East than those 
interests have thus far shown in the general consolidation ques- 
tion. Civic bodies in Philadelphia at a meeting May 2 decided 
to oppose the merging of the Central of New Jersey, Reading 
and Baltimore & Ohio. W.H. Reed, vice-chairman of the Phila- 
delphia Bourse was directed to prepare a protest to the Com- 
mission as being opposed to the interest of Philadelphia. In 
the meeting held at the Bourse it was pointed out that under 
the plan of consolidation adopted by the Commission New York 
would have five distinct railroads, while Philadelphia would have 
only two; Baltimore would have three; Norfolk would have three 
and Boston three. The Philadelphia idea is that the Reading 
should be kept independent. Philadelphians, at that meeting, 
expressed the view that the Baltimore & Ohio was more inter- 
ested in building up Baltimore as a port than it would be in 
building up Philadelphia, while the Reading is and always has 
been interested in making Philadelphia a big port. 


NICKEL PLATE CONSOLIDATION 


Director Mahaffie, of the Commission’s bureau of finance, 
will hold a hearing May 15 in Washington on the application 
of the New York, Chicago & St. Louis to operate its consoli- 
dated lines in interstate commerce and to issue $105,000,000 


of capital stock in exchange for the stock of the individual 
companies. 


PUBLIC CONVENIENCE QUESTION 


A reasoned opinion, in which the public convenience para- 
graphs of the first section of the interstate commerce law are 
construed, has been delivered by Judge Tuttle in Detroit & 
Mackinac vs. Boyne City, Gaylord & Alpena, and Same vs. 
Henry, 286 Fed. 540. He had to construe the paragraphs men- 
tioned (18) to (22) because the plaintiff railroad asked for and 
obtained an injunction forbidding the defendant building what 
it called a “spur” track, nearly four miles long, which, if con- 
structed, would have enabled it to obtain some of the business 
of hauling shale from the quarries of the Huron Portland Cement 
Company to its cement mills. The defendant railroad began 
building the so-called spur, without having applied to or ob- 
tained a certificate of public convenience and necessity. The 
Mackinac, with a spur track to the quarries, and Henry, the 
owner of some of the land which would be crossed by the so- 
called spur, asked for an injunction, and obtained it, for the 
reason set up by them, namely, that the defendant road had not 
been given the proper and necessary certificate. 

Broadly speaking, Judge Tuttle held that it was the intent 
and purpose of Congress to prevent the construction of new 
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lines or extensions of old ones that would result in wasteful 
competition, the expense of which would fall on the railroads 
engaged in the competition and ultimately on the public. He 
found, as a matter of fact, that the so-called spur would be 
used in interstate as well as in intrastate commerce and that 
it was the intention of Congress to prevent the construction 
of duplications of existing service and the creation of rail- 
roads that would not develop new business, but would have to 
depend, for their compensation, upon business already in exist- 
ence and performed by an existing line. 

Dictionary definitions of spur track did not satisfy the judge. 
They said a spur track was one having only one connection 
with a main line. He discussed the subject and came to the 
conclusion that spur tracks, as used in the paragraphs in ques- 
tion, meant only such tracks as came within the dictionary 
definition that were used in an incidental way in the transaction 
of business of a carrier performing a line-haul service. In this 
case he found that trains would be made up and operated on 
the so-called spur track, from the point of origin, the quarries, 
to the cement mills, the destination, and that the so-called spur 
would be in competition with the existing line of the plaintiff 
road for that business. 


The head notes of the opinion, it is believed, indicate the 
nature of the opinion. They are as follows: 


In interstate commerce act, Sec. 1, Par. 22, as amended by the 
Transportation Act, Feb. 28, 1920, Sec. 402, providing that the pro- 
visions of the preceding paragraphs requiring authority of the Inter- 
state Commerce Commission for the construction of extensions of 
railroad lines or their abandonment “shall not extend to the construc. 
tion or abandonment of spur, industrial, team, switching or side tracks, 
loeated or to be located wholly within one state, or of street, subur- 
ban, or interurban electric railways, which are not operated as a 
part, or parts, of a general steam railroad system of transportation,” 
the final clause applies only to “electric railways’? and not to “spur,” 
“industrial, etc., tracks.’ 

Defendant railroad company, doing an interstate business, pro- 
posed to build a track from a connection with its main line 3% miles 
long to shale beds owned by a cement company. By contract the 
cement company was to load trains at its quarry, which were to 
be moved by defendant over such track and its main line to the ce- 
ment factory, 10 miles distant. The track was also to be used by 
the public for loading and shipment of other commodities, and, under 
the laws of the state, would be subject to the control of the state 
public utilities commossion, which has the power to require regular 
train service thereon, and would also, in all probability, be later ex- 
tended to other shale beds and for general purposes. The cement 
company’s quarry is already served by complainant’s railroad by 
means of a spur track % mile long. Held that such track in an 
“extension’”’ or branch line within the meaning of the interstate 
commerce act, sec. 1, par. 18, as amended by the transportation act, 
Feb. 28, 1920, sec. 402, and its construction requires authority from 
the Interstate Commerce Commission. 

The difference between new lines or extensions, on the one hand, 
and spur, industrial, team switching or side tracks on the other, as 
the terms are used in the interstate commerce act, sec, 1, par. 18, 
is that the former are tracks over which there are to be train move- 
ments in the sense that such movements are a part of the actual 
transportation haul from the shipper to the consignee, while the 
latter named tracks are for use in loading, re-loading, storing, and 


switching cars and other things merely incidental to the regular 
train haul. 


A railroad company with which a proposed extension by another 
company will come in competition, or the owner of land over which 
such extension will pass, is a ‘‘party in interest” within the mean- 
ing of interstate commerce act, sec. 1, par. 20, as amended, etc., and 


may maintain a suit to enjoin construction of such extension in viola- 
tion of the act. 


RELEASED RATE QUESTIONS 


The Commission has notified parties applicant and pro- 
testant to released rate applications Nos. 654 and 723 that the 
reasonableness of the rates involved in the applications, and in 
its formal docket investigation No. 14830, initiated by itself so as 
to enable it to make a more complete record in the matter is 


not in question. It said the single question to be determined 
was as follows: 


(1) Are the nature and transportation characteristics of these 
commodities such that the carriers should be accorded relief from 
the provisions of section 20 of the interstate commerce act imposing 
full liability on them for loss or damage in transit? 

(a) What is the range of value of each commodity (claim value 
in case of total loss)? : 

) To what extent is each of these commodities susceptible to 
loss or damage in transit? . 

1) What is the aggregate amount of claims for loss and dam- 
age filed and paid as compared with the aggregate amount of freight 
charges paid? 

Assuming a case for 20th section relief is made out, these further 
questions arise: nal 

(1) What basic values (declared or agreed) should be prescribe 
in connection with the released rates on each commodity? 

(a) What is the average value of each commodity, weighted for 
the volume of shipment of the different grades? 

(2) What percentage relation should the released rates bear to 
the higher unreleased rates, and how should that relationship be 
fixed by the Commission’s order? For instance, should the unre- 
leased rates be held at a fixed percentage over the released roe 
or should the Commission, following the plan adopted with respec 
to live stock in 40 I. C. C., 347, prescribe percentage increases in 


the released rates to be applied when the declared or agreed — 
exceed the basic values? (This is a matter that should be principally 
reserved for the briefs or argument). 

Any other evidence bearing upon the issue that the parties — 
desire to offer will be admitted at the hearing, but it is believ 
that adherence to testimony of the general character outlined above 
will insure a record adequate for a proper desision. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


i taken from Reporters and Digests of National R 
ey published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


When Principal Liable in Absence of Express Authority Stated: 

(Supreme Court of New Hampshire, Hillsborough.) In or- 
der to bind the principal in the absence of express authority, it 
must appear that he has so acted as to lead to the reasonable 
belief that the agent had the necessary power to bind.—New 
Hampshire Wholesale Fruit Co. vs. Payne, Agent, 120 Atl. Rep. 
78. 


Showing Necessary to Bind Principal Without Express Authority 
to Agent Stated: 


In order to show a situation such that the agent’s acts 
would bind the principal without express authority, it must ap- 
pear that the situation in which the agent is placed was likely 
to arise in the course of the business he was set to do, and 
that the remedies adopted by him were such as might ordinarily 
be employed.—Ibid. 

Consignee Obliged to Receive Goods, Though Damaged: 

It is the duty of a consignee of goods to receive them from 
a common carrier, though damaged, and thereafter recover for 
the injury.—Ibid. 

Consignee’s Demands Held to Raise Extraordinary Situation in 

Which Agent Had No Implied Authority to Act: 

Where it appeared that a consignee of a carload of melons, 
upon discovering that they were damaged, refused to accept 
them until the freight cashier and one called an adjuster told 
him to go ahead and save as many as possible and that the 
company would stand the loss, held, that the consignee’s de- 
mands were extraordinary and unusual in view of his duty to 
accept and seek damages thereafter, and that they created a 
situation to meet which there was no implied authority on the 


part of the agent to so admit liability, and no recovery could 
be had based on such agreement.—Ibid. 


Assignment Not Showing Why Exclusion of Evidence Was Er- 
roneous Is Insufficient: 

(Court of Appeals of Georgia, Division No. 2.) An assign- 
ment of error that the court erred in excluding certain detailed 
evidence which does not specifically point out why the ruling 
is erroneous, is not sufficient to raise any question for decision. 
Wall vs. Hawker Pottery Co., 27 Ga. App. 255 (2), 108 S. E. 134. 
—Saunders Bros. vs. Payne, Agent, 116 S. E. Rep. 349. 
Responsibility Ceases Upon Delivery According to Consignor’s 

Directions or According to Custom: 

The responsibility of a railroad company as a carrier of 
goods ceases with their delivery at destination according to the 
direction of the person sending or according to the custom of 
the trade.” Civil Code 1910, sec. 2780; Seaboard Air Line Rail- 
way vs. Salios, 14 Ga. App. 711 (1), 82 S. E. 59.—Ibid. 

General and Established Usage Necessary to Require Notice to 

Consignee of Arrival of Freight: 

“In order to show that a railroad company was under a 
duty to notify consignees of the arrival of freight at destination, 
by reason of its observance of a usage to give such notice, it 
must be affirmatively proved that the usage was of an estab- 
lished and general nature.” There was no evidence in the in- 
stant case sufficient to warrant the inference of such a custom. 
Seaboard Air Line Railway vs. Salios, supra; Georgia & Alabama’ 
Railway Co. vs. Pound, 111 Ga. 6 (2), 36 S. E. 312.—Ibid. 


Whether Delivery Made Within Reasonable Time Is Question 
of Fact Dependent on the Particular Facts: Whether Ba- 
nanas Were Delivered Within Reasonable Time After 
Arrival at Railroad Yard Held Question for Jury: 
“Whether goods shipped are delivered by the carrier within 

a reasonable time is a question of fact for the jury, and depends 

upon the facts of each case. Columbus & Western R. Co. vs. 

Flournoy & Epping, 75 Ga. 745.” Western & Atlantic Railroad 

Co. vs. Summerour, 139 Ga. 545 (2), 77 S. E. 802. It appearing 

by the evidence that although the goods arrived at the railroad 

yards of the defendant at 5 o’clock p. m., at a distance of about 

1% miles from the warehouses of the plaintiff, apparently the 

accustomed place of delivery, where they were later placed on 

a “siding” for delivery, but that they were not drawn in to 

this point before 1 o’clock a. m. of the following day, the jury 

should have been allowed to determine, in view of the perish- 
able nature of the goods—a carload of bananas—and of other 
evidence in the case, whether the delivery was within a reason- 
able time, notwithstanding certain evidence introduced on be- 
half of the defendant tending to show that under circumstances 
which were given, including its customary way of handling such 


shipments, it could not reasonably have acted with greater dis- 
Datch.—Ibid. 
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Consignee May Be Presumed the Owner in the Absence of 
Knowledge to the Contrary; Carrier Not Ordinarily Liable 
for Following Consignee’s Directions as to Manner of Trans- 
portation: 

“In the absence of knowledge, either actual or constructive, 
to the contrary, the consignee may be presumed to be the owner 
of the goods which have been accepted for shipment;” and 
“such a consignee may direct the manner of the transportation 
of a shipment addressed to him, and that the carrier, in follow- 
ing the directions of such a consignee, will not subject itself 
to any liability which may result from the consignee’s directions 
(Western & Atlantic R. Co. vs. Exposition Mills, 81 Ga. 524 (3b), 
530 (7 S. B. 916, 2 L. R. A. 102), unless the directions involve 
the omission or nonperformance of some service or duty the 
performance of which is by law made essential in its transporta- 
tion.” Southern Express Co. vs. Fant Fish Co., 12 Ga. App. 451, 
78 S. E. 199. See, also, Yesbik vs. Macon, Dublin & Savannah 
R. Co., 11 Ga. Ap. 298 (2), 75 S. E. 207.—Ibid. 

Consignee Cannot Challenge Consignors Authority to Make Ship- 
ment Under the Contract Sued On; Contract Held Not to 
Authorize Carrier to Ignore Instructions from Consignee of 
Bananas as to Ventilation: 

Although, “when a consignee brings suit to recover damages 
for a neglect of legal duty arising under a special contract of 
affreightment made in his behalf by the consignor with a com- 
mon carrier, the consignee is not at liberty to challenge the 
authority of the consignor to make the shipment under such 
a contract.” (Bell Bros. Co. vs. Western & Atlantic R. Co., 125 
Ga. 511 (1), 54 S. E. 532), a provision in the contract of carriage, 
as made with the consignor in the instant case, that ventilation 
was to be arranged “on special instructions,” did not imply that 
such instructions should be received only from the shipper, nor 
that the instructions given by the consignor at the origin of 
the shipment were so final as to obtain throughout the entire 
transportation, to the exclusion of subsequent different instruc- 
tions by the consignee in case of a necessity therefor, arising 
from a variance of the temperature owing to a change of weather 
conditions during the course of transportation, and would not 
warrant the carrier in ignoring later reasonabie instructions by 
the consignee, as the apparent owner. 1 Michie on Carriers, 477; 
Perishable Freight Investigation, 56 Interst. Com. Com’n R. 449, 


565. See, also, Federal Uniform Bill of Lading Act, August 29, 
1916.—Ibid. 


Verdict Erroneously Directed: 

In view of the principles announced in the two next pre- 
ceding headnotes, and under the evidence as adduced, there 
were issues for determination by a jury, and the direction of 
verdict in favor of the defendant was erroneous.—Ibid. 

Parol Evidence that Goods Were Packed According to Direction 
of Carriers’ Agent Held Admissible: 

(District Court of Appeal, First District, Division 2, Cali- 
fornia.) In a shipper’s action against a carrier for damages to 
a shipment of postal cards claimed by defendant to have been 
improperly packed, evidence that prior to the shipment plaintiff 
consulted defendant’s agent as to the method of packing, and 
the agent told him that the goods were properly packed except 
a small portion thereof, which was packed by defendant at 
plaintiff's expense, and that a rope sling would net be used to 
place the goods on the steamer, held properly admitted, the bill 
of lading being silent as to what constituted proper packing.— 
Mitchell vs. North Pac. S. S. Co., 213 Pac. Rep. 293. 


Liability of Carrier for Damages Due to Improper Packing of 
Goods Shipped Stated: 

In view of Civ. Code, sec. 2175, forbidding a carrier to ex- 
empt itself from liability for damage by gross negligence, fraud, 
or wilful wrong, if goods are improperly packed and this 
fact is not apparent or known to the carrier it is not liable 
for loss or injury due to such improper packing if it is itself 
free from negligence, but if the carrier is guilty of negligence 
but for which the damage would not have occurred, it is liable 
even though the improper packing was not apparent.—Ibid. 
brits a Liable for Damage to Goods Improperly Packed 

tated: 

If goods presented for carriage are not properly packed, and 
that fact is apparent to the carrier or his servants upon ordi- 
nary observation, the carrier may refuse to receive them in 
that condition, but, if it does accept them, it must handle the 
the shipment with reference to such defective condition, and is 
we for loss or injury thereto if negligent in respect thereof. 
Finding as to Damage to Shipment of Postal Cards Sustained: 

In an action by a shipper against a carrier for damages to 
a shipment of postal cards by defendant to have been improp- 
erly packed, evidence held to sustain a finding as to the extent 
of damage to the shipment.—lIbid. 

“Bill of Lading” Is a Receipt Coupled With an Agreement for 
Carrier According to Terms Expressed Therein: 
(Commission of Appeals of Texas, Section “A”.) A “bill 

of lading’ does not stand for, or represent, the contract be- 

tween the buyer and the seller but is a receipt given by the 
earrier for the goods. coupled with an agreement for their 
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carriage according to the terms expressed in the bill—Hines, 
Director General of Railroads, vs. Scott, 248 S. W. Rep. 663. 


On Sale By Sample Purchaser’s Right of Inspection Not 
Breached By Seller Shipping in Own Name With Draft At- 
tached to Bill of Lading: 


In contracts of sale by sample, the purchaser has the right 
of inspection of the goods before consummating the contract, 
which right is not breached by the seller’s shipping the goods in 
his own name with draft attached to the bill of lading.—Ibid. 


Provision in Bill of Lading Held Not to Limit Purchaser’s Right 
of Inspection: 


Where a purchaser of apples, sold by sample, had the right 
of inspection before consummating the contract, a bill of lad- 
ing provided that inspection should not be permitted unless pro- 
vided by law, or unless permission is indorsed on this original 
bill of lading, or given in writing by the shpper,” did not limit 
the purchaser’s right of inspection; the Carmack Amendment 
(U. S. Comp. St. sections 8604a, 8604aa), to comply with which 
provision was adopted, containing no prohibition of inspection 
at destination.—Ibid. 


Provision in Bill of Lading as to Inspection Held Subject to 
Waiver by Carrier: 

A stipulation in a bill of lading that inspection would not 
be permitted unless provided by law, or unless permission was 
indorsed or given in writing by the shipper, being inserted 
for the protection of the carrier, may be waived by it.—Ibid. 
Permission By Carrier of Inspection By Purchaser of Goods 

Shipped Held Not Delivery Nor Conversion: 

Where apples sold by sample was shipped under an or- 
der bill of lading with draft attached, together with directions 
to notify the purchaser, that the carrier permitted the pur- 
chaser to enter the car and inspect the contents without tak- 
ing up the draft and presenting the bill of lading, held not a 
delivery of the shipment, nor a conversion of the property, 
inspection without presenting bill having been made by the 
purchaser according to custom and the bill of lading impliedly 
authorizing inspection.—Ibid. 

Carrier Not Liable for Inspection of Shipment By Purchaser 
Without Presenting Bill of Lading Where Not Resulting in 
Loss or Injury: 

Where apples were shipped under an order bill of lading 
with draft attached, which impliedly allowed inspection and 
the purchaser inspected the apples without presenting the bill 
of lading, but refused to accept the shipment, whereupon it 
was sold by the seller’s agent, the carrier was not liable for the 
loss, it not appearing that the inspection by the purchaser re- 
sulted in loss, damage, or injury to the shipment; the Carmack 
Amendment (U. S. Comp. St. Sec. 8604a) expressly limiting 
the liability of the carrier in interstate shipments in case not 
amounting to conversion to loss, damage or injury caused by 
it.—Ibid. 


Liability of Carrier for Goods Irrespective of Stipulations in 
Bill of Lading Held Not Changed By Amendment to Statute: 
(Court of Civil Appeals of Texas. Fort Worth.) Act. Cong. 

Aug. 9, 1916, (U. S. Comp. St. sec. 8604a), amending Cummins 

Act March 4, 1915, sec. 1, regulating interstate commerce, did 

not change the law that a common carrier is liable to the 

holder of a bill of lading for the actual loss or damage to goods 
shipped, and cannot limit such liability by stipulations in the 

bill of lading—Lancaster et al vs. McCarthy et al, 248 S. W. 

Rep. 816. 


Interstate Shipments Governed By State Rate and Regulations 
Where Not Discriminatory Against Interstate Commerce 
and Limitations of Liability in Bill of Lading Invalid: 

The Interstate Commerce Commission is not authorized 
to establish rates governing intrastate shipments, where the 
state rates do not discriminate against nor affect interstate 
commerce, such intrastate rates being governed by state law 
and the rules and regulations of the State Railroad Commis- 
sion, and hence, under Rev. St. art. 708, a stipulation in the 
bill of lading on an intrastate shipment, limiting liability of 


the carrier, is invalid, and recovery of actual value is allowed. 
—Ibid. 


The Presumption is that Goods Lost or Damaged in Intrastate 

Commerce Was Through Carrier’s Negligence: 

In the absence of proof to the contrary, it will be pre- 
sumed that the loss of and injury to goods in intrastate com- 
merce was caused by the negligence of the carrier.—TIbid. 
Seller of Oil Held Not Entitled to Sue Railroad for Losses Oc- 

casioned By Failure to Notify of Arrival of Tank Cars: 

(Court of Civil Appeals of Texas. Fort Worth.) Where 
one contracted to sell cotton seed oil at the market price on 
the day it was loaded in tank cars of the purchaser and the 
railroad for five days failed to notify of the arrival of such 
cars, during which time the price dropped, held the seller had 
no such interest in the contract between the purchaser and 
the railroad concerning the delivery of the cars as would én- 
title him to sue for the negligent failure to notify —Davis, 
Director General of Railroads, vs. Guitar, 248 S. W. Rep 759. 
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That Court Entertained Supplemental Petition Setting Out 
Special Damages, Instead of Requiring Amended Petition, 
Held Not Fundamental Error: 

(Court of Civil Appeals of Texas. Fort Worth.) Where a 
supplemental petition amplified the original petition by alleging 
special damages, it was not fundamental error for the court to 
entertain the pleading of such new matter in that form, al- 
though such matters might more properly have been embraced 
in an amended petition setting out the entire cause of action. 
—Coulter vs. Gulf, C. & S. F. Ry. Co., 248 S. W. Rep. 788. 
Amendment as to Special Damage in Shipper’s Petition Held 

Not to Set Up New Cause of Action: 

Where a petition by a shipper against the railroad com- 
pany alleged a cause of action for damages to the goods in 
shipment, for delay, and for deviation from the agreed route, 
new matter set up in a supplemental petition as basis for 
special damages resulting from the shipper’s failure to sell the 
goods under a contract exhibited to the carrier at the time of 
the shipment held not to set up a new cause of action so as to 
make a plea of limitations applicable—lIbid. 

Issue of Actual Damages Sustained Under Contract of Shipment 
Held for Jury: 

In a shipper’s action against a carrier for special damages 
due to failure to sell the goods shipped under a sales contract 
made prior to the shipment, because of delay in the carriage 
and of damage to the goods shipped, it was error under the 
evidence to take from the jury the issue of actual damages 
sustained.—Ibid. 

Measure of Damages Against Carrier for Delivery in Damaged 
Condition of Goods Sold Under Contract Made Prior to Ship- 
ment Stated: 

Where goods subject to a contract of sale are damaged 
during shipment, the measure of damages in an action by the 
shipper against the carrier is the difference between the value 
of the goods in their damaged condition when received at des- 
tination and the amount the shipper would have received had 
the purchaser consummated his contract of purchase.—Ibid. 
Judgment for Shipper for Damages to Goods in Shipment Sus- 

tained: 

If a shipper’s action against a carrier for damages to 
goods in shipment, testimony by the plaintiff that the goods 
when they arrived had no market value by reason of their 
damaged condition, objected on the ground that the witness 
had not shown himself qualified, was nevertheless sufficient to 
support a judgment for plaintiff —lIbid. 


CARRIAGE OF LIVE STOCK 


Evidence Held to Show Demand to Divert Delayed Shipment to 
Another Route, and that, If Granted, Injury Would Not Re- 
sulted: 

(Supreme Court of Arkansas.) Evidence held sufficient to 
establish a demand on the part of the shipper that a shipment 
of cattle, delayed because of a strike, be diverted to another 
route, and that, if the request had been granted, there would 
have been no further delay and injury would not have resulted. 
—Chicago, R. I. & P. R. Co. vs. Dawson, 248 S. W. Rep. 558. 
Duty to Use Reasonable Diligence to Find Open Route for De- 

layed Shipments, Though Contract Exempts from Liability: 

It is the duty of a carrier to use reasonable diligence to 
prevent injury to delayed shipments by finding an open route, 
and may not unreasonably delay, though its contract exempts it 
from liability.—Ibid. 


Initial Carrier Held Liable for Failure of Connecting Carrier 
to Forward Delayed Shipment: 

Under the Carmack Amendment (U. S. Comp. St. Sections 
8604a, 8604aa), an initial carrier is liable for failure of the con- 
necting carrier to use reasonable diligence in forwarding a ship- 
ment over a different route if its own is not open.—Ibid. 
Refusal to Submit Special Issue as to Whether Damage Occur- 

red from Inherent Vice in Stock Shipped Not Error: — 

(Court of Civil Appeals of Texas. Fort Worth.) In action 
for injuries to stock alleged as caused by defendant’s failure 
to furnish cars for prompt shipment and negligent handling in 
transportation, where there was no evidence to show they were 
affected with disease of any kind, notwithstanding there was 
evidence showing that some cattle had died on the trip to the 
railroad, in view of a charge as to whether the damage was 
caused as the sole result of the cattle being too weak to stand 
the railroad trip, refusal to submit a special issue as to whether 
this damage occurred by reason of inherent vice in the stock 
not the negligence of the defendant was no error.—Payne, Agent 
vs. Richards et al, 248 S. W. Rep. 771. 

Refusal to Submit Special Issue as to Whether There Was Mar- 
ket Value for Cattle at Destination Not Prejudicial Error: 

Jn action for injuries to cattle shipped over defendant's 
railroad, where material inquiry was whether there was a mal- 
ket value for the cattle at destination at the time of thelr 
arrival, it being doubtful whether the evidence raised such an 
issue, in view of an answer to a special issue finding that the 
cattle that died at the end of transportation were worth $50 
a head, considerably less than the value given by any of the 
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witnesses, there was no prejudicial error in refusal of a special 

jssue aS to whether there was a market value for cattle of the 

kind and quality of plaintiffs’ at the date of their arrival at 

destination.—Ibid. . 

Refusal of Special Issue as to Whether Shipper Was Contrib- 
utarily Negligent in Fastening Gates of Cattle Pens Not 
Error: 

In action for injury to cattle in transportation, where it 
was alleged that the railroad company negligently failed to 
fasten its gates on its stock pens so as to hold the cattle, 
thereby permitting their escape, where the evidence did not 
raise an issue as to contributory negligence of plaintiff, there 
was no error in refusing a special issue as to whether plaintiff 
was guilty in the manner and way of fastening the gates at 
the time he put the cattle in the pens.—Ibid. 

Refusal to Submit Speculative Issue Not Error: 

In an action for injury to cattle in transportation, there 
was no error in the refusal to submit an issue as to whether 
the cattle in question would have been shipped through with- 
out damages had they been loaded and shipped on the day that 
they arrived at the railroad, which issue was speculative and 
foreign to issues made by the pleadings.—Ibid. 

Evidence as to Number of Calves Loss the Next Spring from 
Cows Held Relevant to Issue of Damage to Cows: 

In action for injuries to cattle, wherein plaintiff did not 
seek recovery for value of calves lost, and there was no issue 
that would permit such recovery, but there was testimony that 
the negligence, want of feed and water,, and exposure com- 
plained of would tend to cause cows bearing calves to lose them 
and thus injure the cows, evidence as to the number of calves 
he lost the next spring from the cows was relevant to the issue 
of the damage to the cows.—Ibid. 

Refusal of Instruction as to Extra Feed Bill and Cost of Gather- 
ing Cattle Harmless in View of Verdict: 

In action for injuries to cattle shipped over defendant’s 
railway, where it was alleged that on account of defendant’s 
negligence in failing to fasten the gates of its stock pens the 
cattle escaped, necessitating an expense of gathering them, 
and on account of defendant’s failure to furnish cars extra feed 
was required, notwithstanding there was no evidence that such 
expense was reasonable, in view of defendant’s request of an 
issue which required a finding as to whether the expense was 
reasonable, which the jury answered affirmatively, and of the 
exclusion of such items from the judgment, any error in re- 
fusal of an instruction not to allow damage for the items on 
the ground that there was no evidence that such expense was 
reasonable was harmless.—Ibid. 

Failure to Brief Assignment Waiver Thereof: 


The failure to brief assignments of error 


is a waiver 
thereof.—Ibid. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Facts Held to Show Subcharter or Contracted to Carry Freight 
in Reliance on Charterer’s Representations: 


(Circuit Court of Appeals, Ninth Circuit.) Where a charterer 
of a vessel made a subcharter thereof for one voyage with op- 
tion for a second voyage, proof that, before exercising its 
option to undertake the second voyage, the subcharterer in- 
quired as to the date of the expiration of the original charter, 
and, on receipt of information from the charterer immediately 
entered into a contract to transport freight, shows that the 
contract for transporting the freight was entered into in re- 
liance on the charterer’s representations.—The Tampico, Cros- 
pada Lumber Co. vs. Sudden & Christenson, 286 Fed. 
ep. : 

Contract Held One of Affreightment Not Subcharter: 

_ A contract entered into by the subcharter of a steamship 
lor the transportation of a cargo for a designated voyage for a 
specified compensation, the subcharterer remaining in possession 
and control of the vessel, was a contract of affreightment, 
though it was entitled a charter party, and therefore did not 
require the consent of the original charterer.—Ibid. 


Charterer’s Silence Held Consent to Contract By Subcharterer: 
Where the charterer of a vessel was informed by the sub- 
charterer that it was using the vessel in performance of the 
subcharterer’s obligation, to the original nitrate charterers of 
another steamer and made no objection to such proposed use, 
ts silence should be taken as an assent if assent were neces- 
Sary.—Ibid, 
Repudiation of Contract Does Not Terminate It Unless Other 
Party So Elects: 


A repudiation of a subcharter contract by the original 
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charterer does not constitute a breach of the subcharter unless 

the other party elects so to treat it.—Ibid. 

Evidence Held Sufficient to Show Damage from Breach of 
Charter: 

Evidence that a subcharterer of a vessel entered into a 
contract of affreightment in reliance upon the charterer’s rep- 
resentations as to the expiration of the charter period, that 
the possession of the vessel was demanded by the owner be- 
fore the voyage could be completed to the damage of the sub- 
charterer, to which evidence no objection was interposed in 
the court below and no evidence in contradiction thereof offered, 
is sufficient to establish damages resulting from the breach 
of the charter, especially where no assignment of error chal- 
lenges any ruling concerning the items of the damages.—lIbid. 
Freight for Completing Transportations Held Recoverable for 

Breach of Charter: 

Where the subcharterer’s contract of affreightment required 
delivery of the cargo in New York if the canal were open when 
the vessel reached it, or delivery at a Pacific Coast port if the 
canal were closed, in which event the freight should be $1 per 
ton less than for delivery at the Atlantic Coast port, was 
breached by the owner demanding possession of the vessel, 
not by the canal being closed, the subcharterer’s damages are 
not limited to the $1 per ton freight lost, but it could recover 
the amount paid for the transportation of the cargo to the 
Atlantic Coast which it was required to pay to the cargo 
owner..—Ibid. 

Carrier Liable for Unreasonable and Unnecessary Delay in 
Transportation: 

(District Court, E. D., South Carolina.) A carrier by sea 
is responsible in damages for unreasonable and unnecessary 
delay in transportation.—Middleton et al vs. United States, 
286 Fed. Rep. 548. 

Delay in Transportation Held Not Unreasonable: 

Under a bill of lading issued April 15, for carriage of cot- 
ton from Charleston, S. C., to Jacksonville, Fla., delivery of 
the cotton in Jacksonville May 9, held not an unreasonable 
delay; it appearing that the parties understood that the ship- 
ment was not to be at once.—Ibid. 

Shipper Held Entitled to Damages for Unreasonable Delay: 
Under a bill of lading for carriage of 500 bales of cotton 

from Charleston to Japan, with transshipment at Jacksonville 
to a steamship named or a substitute, the substitution of a large 
steamship, carrying a very large and diversified cargo, for de- 
livery at different ports, which occupied in making repairs and 
loading 76 days after the cotton was ready for loading, and owing 
to a stranding and second transshipment it was not discharged 
at destination until 84% months after such time, held to entitled 
the shipper to damages for unreasonable delay, in the absence 
of excusing circumstances.—Ibid. 

Delay in Transportation Held Not Due to Causes for Which Ship 
Was Exempted from Liability Under Harter Act “Perils of 
the Sea”: 

Stranding of a steamship, where she was held for a month 
and then returned to port and transshipped her cargo, involv- 
ing a delay of 3 months in the transportation held not due tu 
perils of the sea, or to any cause for which she was exempted 
from liability by Harter Act, sec. 3 (Comp. St. sec. 8031), but 
to defective steering gear, which in the exercise of due dili- 


gence the owners should have remedied before commencement 
of the voyage.—Ibid. 


Measure for Delay in Transportation of Marketable Commodity: 
The measure of damages for unreasonable delay in trans- 

portation of a shipment of cotton to Japah held the difference 

between the value of the cotton at the place of delivery when 

it should have been delivered and the amount received therefor, 

at a proper valuation after actual delivery.—Ibid. 

Decree Against United States for Damages Under Suits in Ad- 
miralty Act May Include Interest: 

Under Suits in Admiralty Act March 9, 1920, sec. 3, a de- 
cree against the United States for damages for delay in 
transportation of cargo may include interest at 4 per cent.—Ibid. 
Delay in Transportation of Cargo: 

Where, in a suit for delay in transportation of a shipment 
of cotton to Japan to fill a contract, libelant has been awarded 
damages based on the market value of the cotton when it should 
have been delivered, it is not entitled in addition to the loss 
incurred through breach ofits contract of sale, which it pre- 
sumbly could have filled by buying cotton in the market.—Ibid. 
Expenses Incurred in Assertion of Shipping Claim Not Allow- 

able as Damages: 

Expenses incurred by a party in preparation and assertion 
of its claim for damages for unreasonable delay in shipment 
are not allowable to augment its damages.—lIbid. 

Incidental Loss of Future Business too Speculative as Basis for 

Damages: 

A claim asserted by the shipper in a suit for damages for 
unreasonable delay in transportation of a shipment, based on 
the loss of prospective business with the consignee because of 


failure to make timely delivery, held too uncertain and specu- 
lative for allowance.—Ibid. 
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Suit for Delay in Transportation: 

In a suit by a shipper against the carrier for damages for 
unreasonable delay in transportation of a shipment of cotton, 
where the damages allowed are based on the value of the entire 
shipment at place of delivery, respondent is entitled to credit 
for a sum received by the shipper from an insurer for cotton 
lost through a stranding during the course of transportation, 
there being no issue as to such loss made by the pleadings 
and no allegation that libelant sues in behalf of the insurer, 
which is not a party.—Ibid. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publi Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATIONS OF COMMON CARRIERS 


Buyer of Materials Consigned by Sellers Under Contract to One 
to Whom Buyer Resold Held Not Liable for Freight Not 
Collected from Consignee: 

(Supreme Court of Arkansas.) Where materials were ship- 
ped by the sellers to a government quartermaster under a con- 
tract between the sellers and the buyer whereby deliveries 
were to be made f. o. h. at point of shipment and consigned 
to the quartermaster to whom the buyer had resold, and from 
whom the carrier failed to collect the freight which under the 
first contract of sale was to be paid by the buyer at destina- 
tion, the sellers did not act as agents fer the buyer, who was 
therefore not liable for the freight——Davis, Director General of 
Railroads, vs. City Fuel Co., 248 S. W. Rep. 572. 


Buyer to Whom Material Consigned But Diverted With Car- 
rier’s Consent While in Transit to a Subsequent Purchaser 
or Another Destination Held Not Liable for Freight: 


Where material sold was resold while in transit on a con- 
signment to the buyer, and with the carrier’s consent was 
diverted to a subsequent buyer at another destination, who 
failed to pay the freight, the first buyer, the original consignee, 
was not liable for the charges, since the consignment became 
in effect a single consignment from the original point of origin 
to the last named destination, the charges for which could not 
be split.—Ibid. 


Authority if Interstate Commerce Commission Not Required 
for Construction of Spur Switching or Industrial Tracks: 
(District Court. E. D. Michigan, N. D.) In Interstate Com- 

merce Act, sec. 1, par. 22, as amended by Transportation Act, 

Feb. 28, 1920, sec. 402, providing that the provisions of the pre- 

ceding paragraphs requiring authority of the Interstate Com- 

merce Commission for the construction or extension of railroad 
lines or their abandonment “shall not extend to the construc- 
tion or abandonment of spur, industrial, team, switching or side 
tracks, located or to be located wholly within one state or of 
street, suburban or interurban electric railways, which are not 
operated as a part, or parts, of a general steam railroad sys- 
tem of transportation,” the final clause applies only to “electric 
railways,” and not to “spur, industrial,” etc., tracks——Detroit 

& M. Ry. Co. vs. Boyne City, G. & A. R. Co., Henry vs. Same, 

286 Fed. Rep. 540. 

Proposed Track Held an “Extension” or “Branch Line” Requir- 
ing Certificate from Interstate Commerce Commission: 
Defendant railroad company, doing an interstate business, 

proposed to build a track from a connection with its main 

line 3% miles long to shale beds owned by a cement company. 

By contract the cement company was to load trains at its 

quarry, which were to be moved by defendant over such track 

and its main line to the cement factory, 10 miles distant. The 
track was also to be used by the public for loading and ship- 
ment of other commodities, and under the laws of the state 
would be subject to the control of the state Public Utilities 
Commission, which has power to require regular train service 
thereon, and would also in all probability be later extended 
to other shale beds and for general purposes. The cement com- 
pany’s quarry is already served by complainant’s railroad by 
means of a spur track one-quarter of a mile long. Held, that 
such track is an “extension” or “branch line” within the mean- 
ing of Interstate Commerce Act, sec. 1, par. 18, as amended by 

Transportation Act Feb. 28, 1920, sec. 402, and its construction 

requires authority from the Interstate Commerce Commission. 

—Ibid. 

“Extension” or “New Line” Distinguished from “Spur Track”: 
The difference between new lines or extensions, on the one 

hand, and spur, industrial, team, switching or side tracks on 

the other, as the terms used in Interstate Commerce Act, sec. 

1, pars. 18-22, as amended by Transportation Act Feb. 28, 1920, 

sec. 402, is that the former are tracks over which there are to 


be train movements in the sense that such movements are a 


part of the actual transportation haul from the shipper to the 
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consignee, while the latter named tracks are for use in loading, 

reloading, storing, and switching the cars and other things 

merely incidental to the regular train haul.—Ibid. 

Plaintiff Held “Party in Interest” Entitled to Enjoin Building of 
Unauthorized Extension: 

A railroad company with which a proposed extension by 
another company will come in competion, or the owner of land 
over which such extension will pass, is a “party in interest” 
within the meaning of Interstate Commerce Act, sec. 1, par. 20, 
as amended by Transportation Act Feb. 28, 1920, sec. 402, ang 
may maintain a suit to enjoin construction of such extension in 
violation of the act.—Ibid. 

TELEGRAPHS AND TELEPHONES 

Limitation of Liability for Unrepeated Interstate Message Bind. 
ing: 

(Circuit Court of Appeals, Ninth Circuit.) Since Congress 
has accorded to the Interstate Commerce Commission adminis. 
trative control of the regulation of rates to be charged by tele. 
graph companies, they have authority to establish reasonable 
rates, including authority to provide rates for unrepeated mes. 
sages, and the right to fix a reasonable limitation of respon- 
sibility where much rates are charged, so that the sender of an 
unrepeated message at the lower rate cannot escape the at- 
tendant limitation of liability—-Western Union Telegraph Co. ys, 
Czizek, 286 Fed. Rep. 478. 

Decision on Former Appeal Is Law of Case Controlling a Second 
Trial and Subsequent Appeal: 

A decision on a former appeal that the telegraph company 
was guilty of gross negligence which prevented its claiming 
limitation of liability, though the message was unrepeated, in 
the law of the case, which is controlling with the trial court, 
and is controlling on the subsequent appeal, since the law of the 
case, while it does not signify a limitation of power or of 
jurisdiction, is a wholesome rule which the courts supply to 
put an end to litigation in the absence of a persuasive reason 
why it should not apply in the particular case.—Ibid. 

Alleged Error Admitting Testimony Available for Objection on 
Former Appeal Cannot Be Considered on the Subsequent 
Appeal: 

Where, at second trial of an action after the first judgment 
had been reversed, it was stipulated that the evidence at the 
first trial should be considered to have been taken at the pres- 
ent trial, subject to legal objections shown by the record at the 
former trial, the plaintiff in error was precluded on review of 
the judgment at the second trial from insisting there was error 
in admitting certain testimony based upon objections and ex- 
ceptions which were taken and saved at the former trial and 
were available for controversy on the prior appeal.—Ibid. 
Evidence Held Not to Disprove Gross Negligence in Failing to 

Send Message: 

Where a judgment for a telegraph company had been re- 
versed on former appeal on the ground that the company’s 
failure to send the message was gross negligence, additional 
evidence at the second trial by the telegraph company’s en- 
ployes as to the method of handling messages in general held 
not to disprove the gross negligence of the company in filing 
away the particular message without transmitting it, and in re- 
porting to the sender when he inquired that it had been trans- 
mitted and received.—lIbid. 


OYSTER EXPRESS RATES 


A request for lower carload express rates on oysters, shipped 
from eastern points to Chicago, St. Louis, Kansas City and other 
midwestern points, was embodied in 14367, Booth Fisheries Co. 
vs. American Ry. Express Co., heard in part before Examiner 
Kephart at Chicago, April 28. No. 14495, Meletio Sea Food 
Company vs. American Railway Express Company, which bore 
substantially the same complaint, was heard at the same time. 

The complainants presented evidence by L. L. Beck, traffic 
manager, Meletio Sea Food Company of St. Louis, W. D. Emil, 
traffic manager for the Booth Fisheries Company, Charles W. 
Triggs, general sales manager for the Booth Fisheries Company, 
and other oyster dealers and shippers to show that it was 
cheaper to ship oysters L. C. L. than in carlots, owing to 
the fact that the rate is the same in both cases. They testified 
also that shippers bore the costs of trucking and icing when 
shipments were made in carlots. L. C. L. shipments, they mait- 
tained, frequently came through with improper refrigeration, 
whereas, with shipment in carlots, better icing could be main- 
tained and a better quality of oysters delivered to the consumers. 
Evidence was also introduced to show that an increasing share 
of carload shipments were being made by freight when weather 
conditions permitted, owing to the better rate, but that it was 
more desirable to ship by express if carload rates could be 
established. 

At the request of the interveners, who represented oyster 
gatherers and shippers along the eastern coast, the hearing was 
suspended, owing to the fact that in the present busy seasoD 
it was difficult for them to bring witnesses so far west. The 
examiner ruled that the hearing would be resumed in Wash- 
ington June 11. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


SIMPLIFICATION OF TARIFFS 


Editor The Traffic World: 

When the act to regulate commerce became effective in 
1887, I was pressed into service as a sort of tariff clerk in 
the general freight office of the old Burlington, Cedar Rapids, & 
Northern Ry. (now C. R. I. & P.) and had a hand in the general 
revision of all rate sheets caused by the new laws. From that 
time until I was admitted to the bar, in 1914, I had constantly 
to do with tariffs. As a freight solicitor, I quoted rates out of 
them for many years during the days, as one of my old co- 
laborers put it, when a solicitor was asked two questions: 
“What’s your rate? How much off?” In those days, I had some 
revolutionary ideas about the advisiblity of keeping tariff files 
complete in the off-line offices. I worked my bosses so much 
about it that, in self-defense, E. A. Dawson, the manager of the 
Star Union Line, gave me the job of writing an essay on 
“Freight Tariffs and their Distribution’ which was read at a 
meeting of the freight traffic officers of the Pennsylvania system 
by John B. Thayer, Jr., then the general freight agent of the 
P.R. R. Thayer is gone now, one of the victims of the Titanic 
disaster, and I suppose I ought not to tell this on him, but his 
report to the meeting was to the effect that soliciting agents 
had little or nothing to do with quoting rates; that shippers 
were well posted in the essentials and that it was the business 
of the soliciting agent to secure shipments. My essay recom- 
mended the formation of a tariff department, which should have 
nothing to do but get out tariffs and see that they were properly 
distributed. At that time, every division office of the Pennsyl- 
vania issued its own tariffs. Some of the western lines had tariff 
bureaus, but the idea that any one man could possibly know 
enough to head such an office for the Pennsylvania was scorn- 
fully pooh-poohed. 

I am indulging in these hoary reminiscences merely by way 
of introducing my theory about one phase of tariff simplifi- 
cation, so that the boys who are now charged with the duty of 
bringing it about may understand that that theory is based on 
a long experience with the subject and that my perspective, so 
to speak, has been corrected through looking at the question 
from many angles—tariff making, rate quotation, adjustment, 
a and, for the last twenty years, interstate commerce 
practice. 

My theory is, to state it briefly, that too little of the work 
of actually compiling and publishing tariffs has been committed 
to the men who are trained in the use of them. As a general 
rule, both in the tariff bureaus of the railroads and in the offices 
of the agency publications, the men who compile and publish 
tariffs are those who have always been engaged in that work. 
They know exactly what they want to do. They are pretty com- 
petent fellows, usually. Generally they begun by checking rates 
at the meetings and were advanced to tariff clerk, chief -tariff 
clerk, chief clerk, assistant general freight agent, or chief of 
tariff bureau. Very few of them started in where the daily use 
of tariffs was required—rating way-bills in the local freight office, 
for example, or at a rate quotation desk either in the local or 
general office. Consequently, the men who compile the tariffs 
are led to believe, because they know exactly what is in them 
and how to find it and state it, that everybody else ought to be 
able to do the same thing. The trouble is that the average 
station agent, or quotation clerk, or shipping clerk, even (I 
Write this with bated breath) some traffic managers has (or 
have) not the background of knowledge and general office ex- 
perience to enable him or them to use these tariffs. 


Let me give you one or two instances: Years ago I was 


secretary of the Omaha Grain Exchange, made so because of. 


traffic experience, mostly. Two big grain shippers with eleva- 
tors in the country on the Burlington sold a large quantity of 
‘orn to go to Milwaukee. They asked the local office of the 

lington at Omaha whether they could fill these contracts 
With corn then in elevator at Omaha by shipping over the Bur- 

on to Chicago, thence over the C. M. & St. P. or C. & N. W. 
The clerk looked up his tariff (which of course would be the 
Proportional tariff, applying on business originating at Nebraska 
stations on the Burlington and destined Milwaukee) and told 
them they could ship Burlington, via Chicago, at the Chicago 
tate which then applied from Omaha to Milwaukee. They did so 
and found, after 100 cars or more had gone forward, that they 
bh being charged a local rate of 3 cents per hundredweight, 
hicago to Milwaukee. The shippers brought the question to me 
and I examined the tariff with extreme care to see whether 





they could get relief from the 3 cents which meant 1.7 cents 
a bushel on corn. 

The language of the tariff was peculiar. I contended that, 
under the ordinary, everyday interpretation of it, the Chicago 
rate applied to Milwaukee, via the Burlington and Chicago. The 
Burlington general freight office could not see it, so the ques- 
tion was submitted, if memory serves me correctly, to Commis- 
sioner Prouty, informally. After a critical examination of the 
clause involved and the facts submitted, he held with me and the 
Burlington was obliged to refund 3 cents out of its very slim 
rate to Chicago—11 cents at that time, I believe. What was the 
trouble? Very simple. The man who compiled the tariff and 
framed the clause intended to make it read so that the propor- 
tional rate from Omaha to Milwaukee should not apply via the 
Burlington to Chicago, but only via the direct Milwaukee lines 
from Omaha. He knew exactly what he wanted to do, but he 
did not put that knowledge into the language of the tariff. Had 
he had experience in the use of tariffs, I maintain he would have 
used simple, non-technical phraseology and any one who could 
read ordinary English would have seen the effect of it. 

Another instance: I had procured the suspension of a 
number of tariffs issued by F. A. Leland, covering the rates on 
hardwood lumber, gum, cottonwood, poplar, staves, headings, 
box shooks, etc., from Arkansas points to Omaha and vicinity 
and the matter was pending before the Commission. Meantime, 
Leland re-issued his lumber tariff and actually published the sus- 
pended rates. Also, unless my memory is at fault, in the same 
issue he re-published the yellow pine rates from Arkansas to 
northern points and, in some way, eliminated from the tariff 
all rates from points on the White River division of the Mis- 
souri Pacific. It took a trip to Washington and a session with 
Commissioner Clark and John Jones, who was then chief of the 
tariff bureau, to call off that tariff and get the errors corrected. 
Again, I maintain such errors would not occur if men skilled 
in the use of tariffs were employed to compile and publish them, 
because these errors were detected immediately by some of our 
Omaha traffic men in the employ of the lumber buyers. 

It was while I was wrestling with this difficulty in Jones’ 
office that he told me the famous instance of showing Fred Le- 
land five or six different rates on stoves, C. L., St. Louis to 
Texas common points. Leland laughed at the idea, scouted it 
as impossible, and lost a bet of the dinners to John when John 
showed him five or six car-load mixtures, each naming stoves 
and each applying on straight or mixed car-loads. The Western 
Trunk Line Committee tariff issuing office, shortly after Ed. 
Boyd was put in charge of it, made the same break as Leland, 
in publishing and getting into effect a line of rates on brick from 
the Kansas gas belt to points all over Iowa which were actually 
under suspension in a proceeding before the Commission. This 
was also detected by the Omaha rate men, but too late to stop 
the tariff from becoming effective and took a lot of trouble to 
straighten out. It would never have happened if the men in 
the issuing office had had experience in the use of tariffs in- 
stead of merely experience in compiling them. 

I would earnestly recommend to the committees charged 
with the duty of. simplifying the present tariffs that they bring 
in to help them at the job some intelligent rating clerks from 
the local offices and traffic managers and shipping clerks from 
the big shipping concerns. If they do this, they will get a slant 
on tariff compilation and simplification that will amaze them, 
especally those traffic officers whose training in connection with 
tariffs began in rate check meetings and ended when they 
stepped from the chief clerk’s desk to that of A. G. F. A. or 
chief of tariff bureau. 


Washington, D. C., April 27, 1923. E. J. McVann. 





Editor The Traffic World: 


Now that a special committee is to undertake the simplifica- 
tion of tariffs it would seem opportune to suggest a free dis- 
cussion the next few weeks. Out of many opinions and much 
criticism might come some constructive ideas which the com- 
mittee could use. 

There appears to be a wide divergence of view as to what 
is contemplated. Mr. Miller, writing in your issue of April 21, 
suggests the loose-leaf form. My own view of the loose-leaf 
form is of a pretty theory gone wrong. I would rather take 
chances with a thousand supplements than insert even one hun- 
dred revised pages in such a tariff as Penn. Co. I. C. C. F-600, 
or P-910. If, however, a really inexpensive binder of the break- 
lock type could be devised, it would go far toward making this 
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form of tariff practicable and desirable. But Mr. Miller likes 
the form, nevertheless, and as a railroad billing clerk in daily 
contact with tariffs, his opinion must carry weight. 

Mr. Guthrie, in your same issue, bears down hard on the 
suggestion that series or key numbers be universally used. While 
fully agreeing that these key numbers, particularly as employed 
in the Speiden issues, are a great help in card-indexing as well 
as filing, it is my view that these are minor considerations as 
related to the present movement. 

I do not pretend to qualify as competent to offer construc- 
tive criticism in this matter. In the first place, if any good is 
to come, there must be radical departures from present 
methods. In the second place, and if the truth must be known, 
I rather like the tariffs just as they are. 

Close contact, however, with the average lay shipper has 
afforded the opportunity to discover some of the reasons why he 
considers the freight tariff a closed book, and I believe much 
could be done to remove this diffidence, even though radical 
departures were not made. 

From the title page of every tariff should be removed all 
notes, especially those relating to Rule 77, fourth section de- 
partures, and so forth, leaving, perhaps, only the classification 
note, which itself could well be divested of its present stilted 
phraseology. The title of the tariff itself should occupy the 
greater portion of the space and there should be a clear and 
categorical statement of its scope. The list of issuing and par- 
ticipating carriers should be passed from the first inside page 
to the last, and the space taken over for a real table of con- 
tents. There is none such in any tariff today. Next in order 
would be an alphabetical list of commodities with indicative 
key symbols. (No tariff scheme should permit the same com- 
modity to be repeated under various origin and destination 
heads). All notes, exceptions, etc., should be relegated to the 
back of the tariff. The present method of placing the notes in 
front of the rate matter is as “backwards” as the Chinese writ- 
ing. There should be no list of commodities named in other 
tariffs, this being a another thing no tariff scheme should permit. 

The adoption of even these minor changes should go far 
towards removing diffidence on the part of the shpping public. 
Today, before he reaches the rate matter, the shipper has waded 
through more technical terminology than likely to be encount- 
ered in the most abstruse laboratory thesis. He has seen as- 
terisks, stars, daggers, and ear-bobs, that cause the signs of the 
zodiac to pale into insignificance. He has read so Many ex- 
ceptions to the application of these rates (which he need not 
have read unless the particular rate sought should have referred 
him to one of them) that he wonders if there are left in the 
tariff any rates that do actually apply. Small wonder he puts 
it aside before the rate matter is reached! 

Along the line of more radical departure, I should suggest, 
first, that all tariffs follow state lines strictly, as to origin as 
well as destination territory. Is there any real reason why tariffs 
should follow rate territorial lines with the resulting present 
incongruities? Is there any real reason why Leland’s Series 
“45”, primarily an Arkansas tariff, should include a few destina- 
tions in Oklahoma and Missouri and one in Louisiana? Should 
not these few Oklahoma points be transferred to his series “15” 
and the one lone Louisiana point to his Series “58”? Is there 
any reason why the general class and commodity rates from 
the one state of Georgia, for example, to the one state of Louisi- 
ana should not be carried in one issue rather than in eight 
or more specific agency issues such as Speiden’s series 
96, Leland’s series 45 and 58, and Glenn’s I. C. C. numbers A- 
313, 346, 315, 329, and 402? To cover only the rates from the 
state of Georgia to the state of Alabama there are at present 
some forty-five to fifty Glenn issues and nearly as many indi- 
vidual issues. To cover the same rates in the reverse direction 
are almost as many more. Is this not a preposterous condition? 

Would the average lay shipper not find it encouraging to 
pick up a tariff carrying the definite statement that “this tariff 
carries all rates on all articles from all points in the state of 
Georgia to all points in the state of Alabama?” 

Such an issue might not be nearly so voluminous as one 
might imagine provided it followed somewhat the scheme em- 
ployed in the Speiden series 130 and 131. Rate bases numbers 
and commodity symbol numbers would have to be extensively 
employed, but shipeprs readily grasp such methods, especially if 
the origin destination, and commodity symbols be made univer- 
sally the same in all issues. All and sundry would soon learn, 
for example, that Atlanta’s symbol as an origin point is 18-GO 
(Georgia origin) and as a destination point 18-GD (Georgia des- 
tination); and likewise that the commodity symbol “C-18” stands 
for bagging. A general key tariff could do no doubt be devised 
which would obviate the necessity of repeating the keys in the 
various issues. 


Obviously such a method does not restrict itself necessarily 
to rates from only one state or to only one state in a single 
issue. Today, rates on all classes and all commodities from all 
points in most of the states to all points west of the Rockies 
are to be found in four tariffs—namely, Countiss’ Series 1, 4, 59, 
and 61. The adoption, even in part, of the symbol scheme should 
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result in one volume not so large as either of the present main 
issues. 

A prerequisite to the successful adaptation of any suck 
method as here outlined is that the tariff publishing agents, in 
their compliation work, forget all that they know about rate 
groupings and rate territorial boundaries. 

All of which is to pass an idle half hour and to wish that 
the changes will not be made. 

E. W. Matthews. 
Traffic Manager, Riverside Mills, 
Augusta, Ga., April 26, 1923. 


FRAUDULENT CLAIMS 
Editor The Traffic World: 

We are in receipt of bulletins 504, 509 and 510 issued by the 
Western Weighing and Inspection Bureau calling attention to 
prosecutions for the presentation of fraudulent claims. These 
bulletins are of considerable interest to shippers and should be 
continued, but it seems that the ones just at hand fall somewhat 
short of the obvious intention stated by the bulletins that “this 
news item is reissued for the information of the shipping pub- 
lic, so that they may know their unscrupulous competitors are 
being watched and punished,” principally for the reason that 
they lack sufficient detail. However, they will serve a good 
purpose and we hope that we may continue to receive them. 

* It is our view that the bulletins should be broader in scope 
and, personally, I would like to see bulletins issued by the 
Bureau of Investigation of the Interstate Commerce Commission. 
As we read the law, the penalty also reaches the agents of the 
claimants. A number of investigations were made by the Bureau 
of Investigation, particularly during and immediately following 
the period of federal control, which, although no presecutions 
resulted, turned up some rather filthy conditions. It was our 
opinion at the time that some publicity should have been given 
to the cases, but they were suppressed, insofar as the public 
was concerned, on the direct or impiled request of the carriers 
themselves. At least that is our understanding of the situation, 

Then, too, we think that it would be well worth while, in 
issuing these bulletins, to mention the attorneys or agents who 
handle these cases for the claimants. We all know that many 
traffic and claim bureaus are none too scrupulous in prosecuting 
claims with the carriers, and nobody knows this condition better 
nor suffers more from it than the higher class traffic agencies. 
Every organization that handles claims for the claimant is un- 
der suspicion by the carriers as “ambulance chasers”, whether 
it be a claim bureau, a traffic agency, or a chamber of commerce, 
and, no matter how careful and conscientious that organization 
may be, the suspicion never entirely dies out. No doubt it would 
be well worth while, in the interest of the public, the carriers, 
and the higher class traffic agencies, if all such bureaus were 
“investigated” periodically. It comes to us in a round-about 
way that, during the last year, several investigations have been 
made in connection with these bureaus which, we understand, 
resulted in the closing of one bureau in St. Louis and one in 
Cincinnati. <A little publicity in those cases would no doubt 
have discouraged some of the indiscriminate organization of 


such bureaus as appear to be springing up in every town through- 
out the country. 


It is true that, in many instances, a traffic agency is imposed 
on by the claimant, but publicity in those cases would probably 
result in little harm to the agency. We had a case only a short 
time ago that we would have been glad to give to the public 
although there would have been no advantage gained by us. 
It was a case in which one of our agents picked up a number 
of claims from a St. Louis firm. We analyzed them and declined 
to handle all but one. The one we felt was a legitimate claim 
was one that accrued during federal control and we secured 
authority to file suit in order to tell the statutes. After sev- 
eral months elapsed the freight claim agent of the American 
Refrigerator Transit Company called on us and permitted us to 
review the carriers’ files, whereupon we found that the claimant 
had withheld information from us, that there was no liability 
with the carriers, and that the claimant had probably laid him- 
self liable under the act to regulate commerce. We immediately 
withdrew the suit, with apologies to the interested carriers and 
at an expense of $36.10 costs, which, by the way, the claimant 
refused to pay, stating that we had no right to file a suit un- 
less we knew that we could make the carriers pay the costs. 

By all means let’s have all the publicity possible in such 
conditions, not only those involving loss and damage but ovel- 
charges as well. Perhaps when the Transportation Institute gets 
into full swing it will include such things as these in its educa 
tional program, which will have a salutary effect on claim condi- 
tions in general and result in no harm to legitimate claimants 
nor to their agents. 

O. A. Smith, The O. A. Smith Agency, 

Cincinnati, Ohio, April 26, 1923. 


Give Our Railroads a Chance 
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LASKER’S ,SUCCESSOR 


The Trafic World Washington Bureau 


Efforts to ascertain who Chairman Lasker’s successor will 
be as head of the Shipping Board have failed to bring the de- 
sired information;*although it is believed that, unless Commis- 
sioner O’Connor resigns and thus makes an appointment from 
New York state possible, the new chairman will come from one 
of the interior states. It is regarded as practically certain that 
the new chairman will not be appointed from the north Pacific 
coast aS a successor to Commissioner Chamberlain, who will 
quit in July about the same time Chairman Lasker has informed 
the President that he will quit. 

President Harding, it was stated officially at the White 
House, May 1, is not considering Carmi Thompson, of Cleveland, 
0., a prominent Republican and a close friend of the President, 
as successor to Chairman Lasker. The President, it was said, 
has a high regard for the business ability of Mr. Thompson, but 
he would be reluctant to appoint a chairman who did not know 
something about the steamship business, particularly in view of 
the decision to go to direct government operation of the govern- 
ment fleet in the event the vessels cannot be sold. This state- 
ment bore out previous reports that the President probably will 
appoint as chairman a man familiar with steamship problems. 


LIQUOR ON SHIPS 


The Trafic World Washington Bureau 


The U. S. Supreme Court decided April 30 that American 
and foreign flag ships cannot carry intoxicating liquors for bev- 
erage purposes when inside the territorial waters of the United 
States, under the eighteenth amendment and the Volstead act. 
Liquor carried as sea stores is also barred by the decision. 
Both American and foreign ships, however, may take on liquor 
outside the three-mile limit. 

The decision sustains the ruling made by the Attorney- 
General last October, except that part of the ruling which held 
that American flag ships could not carry liquor even outside 
the three-mile limit. The decision was made in the cases of 
the Cunard Steamship Company and nine other foreign lines 
and two American companies, which appealed to the courts 
from the Daugherty ruling. 

Chairman Lasker said liquor would not be sold on Shipping 
Board Vessels outside the three-mile limit unless and until the 
President reversed his instructions against the sale of liquor or 
the board reviewed the matter. It is not regarded as likely 
that the President will approve the sale of liquor on the board’s 
vessels. Mr. Lasker said the President felt it was not in keep- 
ing with the spirit of the law for government vessels to sell 
liquor, but that he disagreed as to that, contending that Ameri- 
can flag ships should have “every facility the law permits” to 
meet foreign competition. 

Associate Justice Sutherland, in a dissenting opinion, said 
he agreed with the judgment of the court in so far as it affected 
domestic ships but was unable to accept the view that the 
eighteenth amendment applied to foreign ships coming into 
U. S. ports under the circumstances disclosed. He said due 
regard for the principles of international comity, which he said 
existed between friendly nations, forbade the construction of 
the eighteenth amendment and the act that the majority opin- 
ion advanced. He said he was unable to find in the legislation 
that Congress intended such a construction of the act. 

President Harding and his cabinet discussed the decision 
May 1. After the cabinet meeting it was stated by a spokes- 
man for the President that he did not care to discuss at that 
time the collateral issues growing out of the decision, such as, 
for instance, the sale of liquor on Shipping Board vessels. 
It was indicated, however, that consideration would be given 
such issues later. 

It_ was evident in Administration circles this week that 
the decision of the Supreme Court and the effects flowing there- 
from, especially with reference to international relations, were 
being seriously considered. It was indicated that a revision 
of the Volstead act probably would be requested at the next 
Session of Congress. From “dry” quarters it is expected that 
legislation will be proposed to make American flag ships “dry” 
on the high seas, and it is regarded as possible that the Ad- 
ministration may, as the result of protests of foreign govern- 
ments, recommend legislation permitting foreign vessels to 
bring liquor under seal within the three-mile limit. Such legis- 
— in all probability would be vigorously opposed by the 

5” 


Secretary Mellon, May 2, authorized the following statement: 


The Supreme Court of the United States, in an opinion handed 
down on April 30, 1923, construing the National Prohibition Act 
ih relation to the right’ of foreign and American vessels to carry 
wane holds that it is unlawful for any vessel, either foreign 
rit omestic, to bring within the United States, or within the ter- 
cea waters thereof, any liquor whatever for beverage pur- 
tiene The Treasury Department is preparing regulations for 
- tying this decision into effect, which will be promulgated at 
. early date and become effective June 10, 1928. It will readily 

understood that the preparation of regulation under this de- 
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cision, affecting, as it does, the rights of foreign governments 
under international laws and treaties, as well as the rights of our 
own citizens, will require more than ordinary care. 

All vessels sailing for American ports, due to arrive after 
June 10th, will be subject to enforcement of the regulations now 
being prepared, and thereafter all foreign and domestic shipping 
will, without further notice, be subject to the provisions of such 
régulations. 

The foregoing information is today being sent to the Depart- 
ment of State, with the request that it be given widest publicity 
through Diplomatic and Consular channels. 


MERCHANT MARINE POLICY 


The Trafic World Washington Bureau 


In the event a sufficient number of acceptable offers for the 
Shipping Board fleet are not received by the board in response to 
its call for bids, the indications are that the direct government 
operation that will be undertaken will not involve any arrange- 
ment between operators and the board. Inasmuch as operation 
under the American flag costs at least 10 per cent more than 
under foreign flags, it will be considered remarkable if acceptable 
bids are submitted to the board and direct government operation 
is thus prevented. That is the feeling in official Shipping Board 
circles. 

Though the board is determined to go to direct government 
operation if the fleet is not sold, it may be said that the exact 
conditions of such operation have not been fixed. It may be 
authoritatively stated, however, that the board will not approve 
anything resembling the present managing agency agreement. 

With such uncertainty as now exists with regard to the en- 
tire situation, the most definite statement that can be obtained 
in board circles is that direct government operation probably 
will involve the employment directly by the board of ship 
crews and officers and the payment of brokerage fees to ship 
brokerage firms for cargoes obtained for the government vessels. 
A number of the present managing operators were engaged in 
the ship brokerage business when they took over operation of 
vessels under the MO4 managing agency agreements and it is 
considered altogether probable that they will be used by the 
board as brokers to obtain cargoes for the government vessels 
and receive therefor commissions, just as brokerage firms are 
paid by privately operated vessels. 

The ship operators, it is understood, would like to see a 
modification of the present operating arrangement so that fees 
would be paid operating companies, and certain payments would 
be allowed to cover depreciation, interest and insurance. Under 
such a plan the board would pay the losses, and there would also 
be an arrangement for sale of the vessels to the operators at from 
$10 to $15 a ton. 

It is declared officially at the board that no such plan will 
be approved because it would involve factors almost as objec- 
tionable as the MO4 agreements. 

The best information obtainable at the Shipping Board is 
that, if the ships are not sold, there will be direct government 
operation and that this means the elimination of the present op- 
erators, except as such operators may engage in the brokerage 
business and obtain cargoes for board ships on a straight com- 
mission basis. 

The regrouping of the board’s 81 services into 18 services 
will be used by the government if it undertakes operation. Under 
private operation, the board is convinced, better results will be 
obtained from large shipping organizations which will be in a 
position to meet foreign competition by being able to call at a 
number of ports instead of being restricted to one or two ports 
on either side of the Atlantic, for example. If government opera- 
tion is undertaken, a similar policy will be followed. 


Under the present system, for example, the board has five 
operators in the service between North Atlantic and United 
Kingdom ports. None of these operators are permitted to take 
on cargo at all North Atlantic ports, nor are any permitted to 
unload cargo at all United Kingdom ports. Foreign steamship 
companies, however, are not so restricted, as they may load at 
any North Atlantic port or at any United Kingdom port. Under 
this practice they go to ports where there are heavy cargo offer- 
ings and avoid ports where there is not sufficient business to 
make a call profitable. Under the present Shipping Board system 
operators may call only at those ports assigned to them. 

The majority of the Shipping Board is in favor of private 
operation. The feeling is that if direct government operation is 
undertaken, Congress in the next year or so will “come through” 
with equalizing legislation that will permit successful private 
operation. The view is held that such legislation can be enacted 
without the grant of direct subsidies to the shipping companies. 
It is suggested, for instance, that the wage bill be equalized by 
a provision -under which American seamen would be paid, say 
$10 a month, by the government. Some members of the board 
feel that such a provision would not be opposed by those who 
fought the subsidy bill. 

In its official statement announcing the call for bids the 
board said: 


The board announces that the bidder may make such offers as 
he desires; but every bidder shall include in his offer a guarantee 
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to operate for a specified period over the routes selected by him, and 
not elsewhere, the ships to be purchased. The bidder must specify 
the names of the ships he desires to purchase; the price offered and 
terms of payment; the route over which he will undertake to main- 
tain service; the charter, frequency, and extent of such service period 
of time for which he will guarantee maintenance of service; and 
the nature and terms of the guarantee. 

So far as possible the bidder shall select vessels now being oper- 
ated on routes included in the route for which he makes his bid. 
Bidders are, however, free to specify vessels from the board’s laid- 
up fleet, or even those in operation on other routes. 

The bidder may make his bid upon the understanding that the 
board, upon acceptance of any tender and the making of a contract 
with adequate guarantee for maintenance of service will agree not 
to operate in competition directly or indirectly, government-owned 
ships, while adequate service is maintained; that it will neither 
charter nor sell, for operation on that route, at a price lower than 
current commercial charter rates or world market prices for unre- 
stricted operation. 

Prospective bidders are invited to come to Washington to con- 
fer with the commissioners of the United States Shipping Board who, 
together with the officials of the United States Shipping Board Emer- 
gency Fleet Corporation, will be ready at all times to aid responsible 
bidders to formulate bona fide bids. 


Information is available of the operating costs of the various 
classes of board vessels, and the financial results of existing services. 
The board reserves the right to reject any and all bids. 


When Chairman Lasker’s attention was directed this week 
to a report from New York that Commissioner Lissner had pre- 
pared a plan as an alternative to direct government operation 
and that the Lissner plan probably would be adopted if the de- 
cision to go to direct government operation were reversed, he 
said he wished to make it plain that, if the vessels of the board 
were not sold, there would be direct government operation. He 
said the so-called Lissner plan had been submitted to the board 
before the decision was reached at the White House April 21 to 
go to direct government operation if the ships were not sold and 
that it was similar to recommendations made by the ship opera- 
tors. The plan referred to was along lines heretofore discussed. 


Mr. Lasker also said that, while he was ready to confer in 
Washington with the representatives of the American Merchant 
Marine Joint Committee, he had given the committee to under- 
stand that such a conference could not lead to a change in the 
decision to go to direct government operation if the ships were 
not sold. He said he informed the committee, which had re- 
quested a conference when the chairman was in New York last 
week, that the holding of a conference at that time might have 
led to the impression that the board had not reached a final de- 
cision as to what it would do if the ships were not sold, and 
that such an impression would have been and would be contrary 
to the facts. Since he had taken that position, he said, the com- 
mittee had not requested that a date be fixed for a conference 
in Washington. 


President Smull, of the Emergency Fleet Corporation, con- 
ferred this week with a number of Shipping Board operators 
and one private operator who indicated they might submit pro- 
posals for the purchase of ships. He declined to name the opera- 
tors but said they were interested in lines from north Atlantic 
ports. He said they inquired as to whether their bids would 
have to conform to the routes as specified by the board, and that 
he informed them they could bid on that basis or on a basis 
more acceptable to them. Mr. Smull believed that some bids 
the board could seriously consider would be submitted. 


CANADIAN MERCHANT MARINE 


The Trafic World Ottawa Bureau 


The fourth annual report of the Canadian Government Mer- 
chant Marine was presented to Parliament April 30. It covers 
the year ending December 31, 1922. The government fleet, which 
now consists of 64 vessels, showed an operating deficit of $2,384,- 
189.17, and a deficit after all charges, including depreciation and 
interest, of $9,649,478.72. The gross revenue from closed voyage 
was $9,705,786.97 and the operating expenses $12,089,976.14. The 
items making up the gross deficit were interest accrued on 
notes to government, $4,078,277.74; reserve for depreciation, $2.,- 
932,130.14; reserve for outstanding liabilities, $40,000; reserve 
for doubtful debts and claims, $96,122; interest on government 
advances, $118,759.67. The report says: 


The loss in operation during the year, owing to adverse conditions 
in the steamship business, was to be anticipated. It is admitted by 
the best authorities that the past year was the worst in recent ship- 
ping annals. ile tonnage offering increased to some extent, the 
commodities were of lower value than in preceding years and, as a 
consequence, the ar i fell off considerably. Outward tonnage was 
fairly well maintained, but, on the other hand, the inward business, 
more especially from the United Kingdom, Oriental, and Australasian 
ports, fell away to such an extent that it was exceedingly difficult— 
at times impossible—to obtain, and on this account a great proportion 
of the voyages during the year resulted in losses. 


It is stated that the operations of the company have proved 
to be a decided advantage to the Canadian National Railways. 
Shipments turned over to the railway for the eleven months 
ending with November, amounted to 172,577 tons, in addition 
to 36,949 tons of import freight handled over the government 
dock at Vancouver. The revenue from passengers carried on 
the railways to and from the steamers was $34,101.21. A large 





proportion of this business would have been handled by other 
railways had the company’s vessels not been in operation. 

The combined freight and passenger service to the West 
Indies has been unprofitable from the outset, but it is stated that 


the extension of this service to Bermuda has served to make” 
service - 


the loss less than it would otherwise have been: This 
was established as a result of the trade agreement between 
Canada and the West Indies. The operating loss on this service 
was $255,320.96 or, including depreciation, $372,989.83. 

No new services were established but a number of vessels 
were required for special charters to assist Canadian trade de. 
velopment. In the fall, ten of the smaller vessels of the fleet 
were operated on the Great Lakes to assist in the grain move. 
ment and act as winter storage facilities. Other vessels were 
diverted to relieving the coal shortage by carrying coal from 
British ports, the tonnage thus imported amounting to 108,139 
tons. 

A total of 285 voyages were made on the following routes: 
United Kingdom and Continent, 81; West Indies, 47; Newfound- 
land, 20; Australian, 12; Mediterranean, 4; California, 38; 
Australian (Pacific service) 15; Orient, 16; Indian, 2. The dis. 
position of the fleet at the end of the year was as follows: U. K. 
and Continent, 11; Australian, 10; Asiatic ports, 5; West Indies 
and Cuba, 6; Vancouver-California, 3; Coastwise, 1; Great Lakes, 
grain trade, 10; laid up, 9; in port, 6. 

No total losses occured and no serious accidents were met 
with. 

The management makes the following recommendations: 
That the fleet be kept in operation but be reduced to a total of 
37 vessels, the balance to be disposed of; and that the capital 
cost of the vessels be reduced to what may be considered 
replacement value. The report adds: 


On account of the great value to the Canadian National Railways 
of the operation of vessels on recognized trade routes, your directors 
would be much opposed to withdrawing altogether from such services, 
but desire to confine operations to vessels suitable for these services 
and capable of making an economic performance. Inquiries made in 
various shipbuilding centers indicate that construction cost of vessels 
of the types which make up your fleet is now in the neighborhood of 
$50 per deadweight ton, and this value would, in our opinion, consti- 
tute a fair replacement value. It would seem desirable to have 
further consideration given to the recommendation made in our last 
report that interest due the government be payable for each year only 
if earned, after allowing for depreciation, such remission of .interest 
to be applicable for a period of five years. 


The report adds that while, with the experience of the last 
two years, it is difficult to be optimistic, yet present indications 
are that in several trades conditions are improving and a 
gradual return to better conditions is anticipated in the near 
future. “To certain ports, trade is quite active and the ships 
are doing fairly well; on other routes conditions have not im- 
proved and it is on such routes that the losses are being sus- 
tained.” 


The deficit account for the year ended December 31, 1921, 
was almost exactly the same as for the last year—$9,057,054.28. 
The total deficit, therefore, now amounts to $18,791,284.90. 


MORE WATER COMPETITION 


The Trafic World Washington Bureau 


Countiss tariffs-that may be deemed complements to those 
which the Commission declined to suspend April 17 have reached 
the files of the Commission, to become operative June 1. They 
are Supplement No. 4 to his I. C. C. No. 1118, naming rates to 
north Pacific coast points and Supplement No. 7 to his I. C. C. 
No. 1114 publishing rates to the California terminals. They carry 
reductions from practically every transcontinental group. In 
instances in which no all-rail rates have been named from some 
of the more eastern groups, all-rail rates applicable from groups 
farther west have been made applicable from the more eastern 
groups. Rates of that character, technically speaking, are new 
ones, but their effect is to cut the class rates, on which traffic 
may not have moved, to a point where the carriers hope they will 
attract some traffic. 

Eastern trunk lines and central territory railroads have con- 
curred in what has been done. They did not, as a rule, concur 
willingly, it is understood, but came in rather than be cut wholly 
out of the business, when they realized that the all-rail rates 
westbound, from Chicago or points near Chicago, would be s0 
low as to make it improbable that traffic would move from such 
points as Buffalo and Pittsburgh, eastward through the Atlantic 
ports and via the canal, in competition with like traffic from 
Chicago or points west, all-rail. The eastern lines, it is under- 
stood, would prefer to have traffic move eastward, even if the 
haul to Chicago were a bit longer. 

Some of the reductions proposed represent heavy cuts to both 
intermediate and terminal points. Inasmuch as the Commission 
denied the railroads fourth section permission, on their applica 
tions filed more than a year ago, rates at intermediate points 
proposed in the supplements mentioned will not, knowingly, . 
in disregard of the fourth section. The fact that they will no 
be in violation of the fourth section will tend to aggravate the 
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grievance of the terminal points, mentioned by the Seattle and 
Tacoma chambers of commerce and the Portland Traffic and 
Transportation Association in their protest against the tariffs 
that became operative, notwithstanding that protest, April 17 
(Traffic World, April 14, p. 841 and April 21, p. 909). The pro- 
posed rates, if permitted to become effective, will permit Spokane 
and other intermediate points to do jobbing westward in compe- 
tition, if not to the exclusion of jobbers on the Pacific coast. That 
was the substance of the protest by the organizations mentioned. 
J. N. Teal contended the reductions at the intermediate points 
would be to levels lower than required to enable the interior 
points to meet the competition by. water. His contention was 
that the carriers by railroad should not be permitted to do that 
under pretense of meeting water competition. 

An example of extended application is to be found in Supple- 
ment No. 7 to Countiss I. C. C. No. 1114. The rate on aqua 
ammonia, now applicable only from New York piers, $2.03, has 
peen extended to apply from all other group A points. 

An example of reduced rates is to be found in the making 
of rates of 97 and 90 cents on powdered glass from groups B and 
C, the existing rates being $1.08 and $1.00. Canned goods from 
groups B and C, 40,000 minimum, become $1.45 and $1.38 respec- 
tively; on a 60,000 pound minimum the rates on June 1, unless 
suspended, will become $1.20 and $1.13. 

Another example of extension of application is to be found 
in the matter of shock absorbers, now $2.28 from New York piers 
to the California terminals in carloads. They are to become $2.00 
from group C; $1.90 from group D; $1.80 from E and $1.71 from 
the other groups west of St. Louis, a group E point. 

An example of north coast cuts is that on glassware, tumblers, 
etc, from group D, from $1.35 to $1.20. 

The big reductions, however, appear to be from group D 
points to California terminals, as, for instance, radiators and 
boilers from $1.50 to $1.00; calcium carbide, from $1.20 to $1.00 
and malted milk from $2 to $1.70. 

Newspaper reports, apparently circulated by the transconti- 
nental railroads before the tariffs could be put through the rou- 
tine to the public files of the Commission, and before they were 
circulated among shippers, caused some inquiries to be made at 
the Commission and the filing of requests by shippers to be in- 
formed as to the filing of the tariffs and the reductions proposed 
by the carriers. The requests for information were made so the 
makers could consider whether they should or should not make 
protests and ask for suspension. The inquiries came from the 
middle west and not, as might have been expected, from the 
Puget Sound ports and Portland, the ones that protested the 
rates that were permitted to become effective April 17. 


NEW YORK PORT CONGESTION 


The Trafic World Washington Bureau 

Lack of sufficient appropriations by Congress for the customs 
service is responsible for delays in the handling of imports at 
New York, Treasury officials informed a delegation of New York 
business men who conferred with the officials to see what could 
be done to relieve congestion at the port. . 

McKenzie Moss, Assistant Secretary of the Treasury, went 
on record, however, as favoring co-operation with the importers 
in expediting the handling of shipments through the port. He 
said Secretary Mellon also would urge increased appropriations 
for the service at the next session of Congress. 

While imports have increased at the port the force of cus- 
toms’ employes has been reduced. Treasury officials indicated 
they would consider elimination of the practice of having exam- 
iners devote part of their time to examination of passengers’ 
baggage on the docks and that if the examiners were permitted 
to give all their time to their regular duties, the handling of 
imports would be speeded up. 

Representatives of the National Council of American Im- 
porters and Traders, Inc., and the Merchants’ Association of 
New York made up the New York delegation. A movement will 


. be begun by the business men to get support for increased ap- 


Propriations from Congress. 


DECLINE IN OCEAN RATES 


The Trafic World New York Bureau 
In the absence of any increase in cargoes last week, the 
decline in rates, which was under way about the middle of the 
month, continued toward lower levels. Vessels were offered 
more freely for all periods in May, with the result that rates 
Weakened. This was accentuated by the failure of orders for 
coal and grain to European ports to develop. The number of 
charters was smaller by twenty than the preceding week. 
Practically all requirements for coal were covered easily, 
according to a review of the week by Funch, Edye & Co. Several 
Steamers were fixed for French Atlantic ports for prompt and 
May loadings at $3.35 to $3.25, while later quotations were $3.15 
to $3.20 a ton. There were no fixtures on the Antwerp-Hamburg 
Tange. Nominal quotations were $3 to $3.10 a ton. Traffic to 
Mediterranean ports was also inactive, with $4.15 to $4.25 a ton 
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quoted for suitable vessels to the West Coast of Italy for the last 
half of May. Several fixtures were reported to Rio and the River 
Plate for May loading at lower rates. The trend in this market 
was considerably weaker, due to the fact that return cargoes 
from the Plate to Europe and the United States are plentiful 
and this makes a surplus of space southbound. The latest fix- 
ture to Rio was $3.85 a ton, a decline of 35 cents from the pre- 
vious week. 

The coke market was quiet due to the absence of shipments. 
Several vessels were chartered from $5.35 down to $5.25, but 
shippers generally were offering lower rates. Canadian ports 
showed some demand for coal from Virginia and Sydney, at 
$1.35 a ton from the former and 50 cents a ton from the latter 
to Montreal, Quebec, Levis, Three Rivers, etc., for May loading 
with free loading and discharge. 

There was little activity in the grain market except for a 
small Mediterranean demand for the last half of May from Mon- 
treal. Rates were lower, with the result that shippers closed 
a vessel for prompt loading from Atlantic ports to the West 
Coast of Italy at 19% cents for 100 pounds. Other vessels were 
offered at the same rates. It was indicated, however, that 20 to 
21 cents would probably have to be paid for the last half of May 
and early June loading. Rates of 22 to 24 cents for 100 pounds 


were quoted for shipments to Greek ports in the latter part of 
May and early June. 


OIL SHIPMENTS NEAR MAXIMUM 


The Trafic World New York Bureau 


Shipment of oil from California to the Atlantic coast through 
the Panama Canal is now nearing its maximum, with approxi- 
mately 50 tankers in operation and about 25 more being re- 
paired and otherwise made ready for service. When these ves- 
sels are in use the available ship tonnage will practically be 
exhausted, as the ships still held by the Shipping Board are not 
of the best type and foreign tankers are not permitted by law 
to engage in the intercoastal trade. Any further addition to the 
tanker fleet must be brought about by new construction, requir- 
ing a year or more. 

Shipping men estimate that 80 tankers can transport an 
average of 450,000 barrels a year each from California to the 
east coast, or a total of 36,000,000 barrels. This is about five 
per cent of the production of the country and, roughly, ten per 
cent of the California output. Shipment by rail from the Pacific 
coast is said to be prohibitive in cost. 

The Shipping Board, starting the year with a fleet of about 
80 tankers, has now sold all but 45, of which 15 are being oper- 
ated for its own account or chartered for the intercoastal serv- 
ice. The remaining 30 are less desirable, though it is consid- 
ered probable that some of these will be sold if the demand 
continues at the present high level. All privately owned tankers 
are in use. The 35 vessels sold by the board average better 
than 10,000 tons each, and the sales price is understood to 
have been around $50 a ton. The total obtained by the board 
from its tanker fleet is, accordingly, $18,000,000 to $20,000,000. 
A number of tankers were sold early in the year, when the 
demand was first developing, at $45 a ton, but later the price 
rose in some instances to $55 a ton. 

The shortage of tankers is due to the fact that the voyage 
from the west coast requires about twice the time necessary 


from Mexican ports, from which shipments have been declining 
steadily. 


CUSTOMS DRAWBACK RULES 


The Treasury Department, under date of April 28, has pro- 
mulgated, in type-written form; changes in customs regulations 
relating to the landing certificates heretofore required in the case 
of exports on which the benefit of a drawback of customs duties 
may be claimed because of such exportation, as follows: 


In view of the proviso to Section 556 of the Tariff Act of 1922, 
and the general authority to make regulations contained in Sec- 
tion 313 of the said Act, foreign landing certificates covering mer- 
chandise exported from customs custody under the provisions of 
Section 557 of the said Act and articles exported with benefit of 
drawback of customs duties or internal revenue tax under the 
provisions of Section 313 of the said Act, shall not hereafter be 
required except when the collector of customs at the port where 
the merchandise is exported, or at the port where the entry is 
filed, shall have reason to believe that the shipment is not a 
bona fide exportation, or in a case referred to the Department for 
instructions because of noncompliance with the regulations in 
which the Department specifically directs that a landing certificate 
shall be produced, or when a landing certificate is otherwise re- 
quired by law or regulation. 

No landing certificates will be required for exportations here- 
tofore made unless falling within the exceptions mentioned above. 

Whenever a landing certificate is required, it shall be signed 
by a revenue officer of the foreign country to which the merchan- 
dise is exported, unless it is shown that such ceuntry has no cus- 
toms administration, in which case the certificate may be signed 
by the consignee or by the vessel’s agent at the place of landing. 
and sworn to before a notary public or other officer authorized 
to administer oaths and having an official seal. 

In cases where the landing certificate is specifically required 
by the collector or the Department, but not otherwise, reason- 
able notice shall be given to the exporter or his agent. When 
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such notice is given more than two years from the date of ex- 
portation the landing certificates shall be furnished within one 
year from the date of the notice. In all other cases, the certifi- 


cate must be filed within three years from the date of exporta- 
tion of the merchandise. 


In cases where landing certificates are required and the same 
cannot be produced, an application for the waiver thereof shall 
be made to the department through the collector of customs, ac- 
companied by such proofs of exportation and landing abroad as 
may be available. Such applications will be granted provided the 
department is satisfied from the proof submitted that the mer- 
chandise has been actually exported. 


In view of the above instructions and as the conditiens which 
impelled the promulgation of T. D. 37055, of March 16, 1917, no 
longer exist, the said Treasury Decision is hereby revoked. 

Articles 846, 847, 848, and 876 of the Customs Regulations of 
1915 are also hereby revoked. 


ONE INVOICE IMPORTS 


The Treasury Department, in a treasury decision dated April 
26, but not numbered, has made a ruling as to practice under 
the second paragraph of article 216, of the customs regulations 
of 1915, intended to clarify the law on the subject. The ruling, 
addressed to collectors of customs and others concerned, is as 
follows: 


A question having arisen under the second paragraph of 
Article 218 of the Customs Regulations of 1915 and certain subse- 
quent instructions thereunder, collectors are advised as follows: 

The importations made in different cars or different trains on 
different dates within a certain week which may be included in 
one invoice, must be covered by one order or contract and shipped 
from one consignor to one consignee. This rule necessarily ex- 
cludes merchandise for various purchasers consigned to one con- 
signee for entry purposes, as the shipment must not only be from 
one consignor to one consignee, but must also. be covered by the 
same order or contract of sale. 


SEAMEN’S WAGE DEMANDS 


The Trafic World Washington Bureau 


After a conference May 2 between Commissioner O’Connor, 
of the Shipping Board, and representatives of the International 
Seamen’s Union, with reference to a demand of the union for an 
increase of $15 a month in the wages of the seamen, it was an- 
nounced that a committee would be appointed by the board to 
investigate and report, not later than May 10, on the question of 
awarding an increase. 

In a letter to K. B. Nolan, secretary-treasurer of the union, 
Commissioner O’Connor said: 


At the conference this morning between the committee repre- 
senting the seamen and the representatives of the Shipping Board 
and Emergency Fleet Corporation, at which it was represented 
by your committee that the present rates of wages for certain 
classes of seamen which have been in effect since February, 1922, 
are out of line with the present economic conditions and further 
represented to the board that it is impossible to hold the seamen 
on the ships at the present wages, it was announced that the board 
would immediately name a committee to investigate and study 
the claims of the seamen and the adequacy of the present wages 
and conditions, which committee will make recommendations and 
findings of facts to the board not later than May 10 with reference 
to what constitutes a fair wage in the present situation and as 
to whether the present scale shall be increased. 

In working this out the committee will gladly cooperate with 
and receive any suggestions from your committee. 


SHIP OFFICERS ASK WAGE ADVANCE 
The Trafic World New York Bureau 


The Marine Engineers Beneficial Association No. 33 has 
forwarded to ithe American Steamship Owners Association and 
also to owners of harbor vessels demands for increases in wages 
ranging from 15 to 40 per cent. This was not accompanied by a 
strike threat and it is understood that no drastic action is con- 
templated at present. The engineers have an agreement with the 
Shipping Board running until June 30, but there is no contract 
with the private owners. 

It was learned also that the Neptune Association intends to 
ask for an increase in pay for deck officers before the existing 
contract with the Shipping Board expires on June 30. No de- 
mands have yet been made on the private owners, but it was 
said that a meeting of the association will be held shortly to 
consider the matter. 

Thomas Healey, business manager of the marine engineers, 
said that no strike has been called as the association hopes the 
matter can be adjusted amicably with the owners. At the offices 
of the American Steamship Owners Association, Vice-President 
W. L. Marvin admitted that the request of the engineers for an 
increase had been received, but said that no action had been 
taken. It is not probable that anything will be done before the 
Shipping Board is ready to negotiate a new agreement beginning 
with July, he said. 

The demands served upon the harbor owners average 18 to 
20 per cent, Mr. Healey said. He added that there are minor 
adjustments in working conditions which the men want also. The 
extent of the wage increases to be formulated by the deck officers 
has not yet been determined, but will be voted upon later by the 
association, according to Capt. John F. Milliken, secretary. 

The strike called last week by the I. W. W., has proved 
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generally ineffective. Not more than 900 men are now out. Seyv- 
eral vessels were delayed by walkouts, but the crews were re. 
placd without particular difficulty. 


MARINE INDUSTRY SEEKS STANDARDS 


The Trafic World New York Bureay 


Appointment of the American Marine Standards Committee, 
to establish recognized standards for hull, engineering, and 
operating materials and equipment as. proposed. by Herbert 
Hoover, Secretary of Commerce, was announced this week by 
the American Marine Association. This committee will attempt 
to accomplish in this country what has been.done by similar 
bodies abroad, with the purpose of reducing the cost of ship 
construction and operation. 

The work wili be carried on primarily by three committees: 
(1) Organization, membership and finance; (2) constitution and 
rules; (3) publicity and relations. Three technical committees 
have also been appointed, including hull details, engineering 
details and ship operating and consumable supplies. 

The work of the American Marine Standards Committee is 
in line with the movement inaugurated recently by Mr. Hoover 
for standardizing products and simplifying practice in industry 
to eliminate waste and reduce costs. The extension of this plan 
to the shipping field was proposed at the annual marine exposi- 
tion in New York last November, and was taken up by the 
American Marine Association, with the support of the Depart- 
ment of Commerce and the Shipping Board. 

A. V. Bouillon has been appointed secretary of the general 
committee, which will hold its next meeting at the Shipping 
Board offices in New York on June 5. A special committee has 
been named, headed by E. H. Rigg, naval architect of the 
N. Y. Shipbuilding Company, to make an outline of the work 
at the annual meeting of the Atlantic Coast Shipbuilders’ Asso- 
ciation, May 14, in Philadelphia. 


NAILING EXPORT BOXES 


“Cheaper export packing is usually the result of a careful 
consideration of correct nailing,” says the transportation division 
of the Department of Commerce. The proper spacing of nails 
and the use of the right kind and weight for the wood being 
used effects a saving in the amount of lumber required to give 
ample protection to the commodity shipped. 

“The following nailing schedule has been worked out from 
actual tests made at the Forest Products Laboratory, Madison, 
Wis., and is accepted as standard by box makers all over the 
country: 

Size of nail for various kinds and thicknesses of wood. 


Thickness of wood, in 
inches (ends or cleats to 
which sides, top, and 
bottom, are nailed). 


tr % % % 
_, Kind of wood, Size of nail (cement coated) 

Group 1 (white pine, Norway pine, spruce, q 

aspen, cypress, fir, western yellow pine) 44 5d 5d 6d 7d 8d 94 
Group 2 (southern yellow pine, Virginia 

pine, Carolina pine, hemlock).......... 4d 4d 5d 5d 6d 7d 8d 
Group 3 (white elm, sycamore, black ash, 

black gum, red gum, tupelo, maple).... 3d 4d 4d 
Group 4 (hard maple, beech, oak, birch) 3d 3d 4d 





5d 5d 6d 7d 
4d 4d 5d 7d 


To determine the number of nails to be used, divide the 
width of the side, top, and bottom (or length of cleat) by the 
spacing specified below. Fractions greater than one-fourth 
(if nail points are held in end grain) and greater than one-half 
(if held in side grain) will be considered a whole number. 


Spacing of nails 
driven into— 
End 





Side - 
ie grain grain 
of end. of end. 
Size of nail. Inches Inches 
2 be 1% 
2% 
21, 2y4 
Be RORTE AERTS BOS RIN FE SEMA OTE EP I RTT BOT 234 2% 


LOVE CONFERS WITH LASKER 


The Trafic World Washington Bureau 


W. J. Love, vice-president of theEmergency Fleet Corpora- 
tion, with headquarters in New York, conferred with Chairman 
Lasker May 2. Mr. Love submitted a report on his conferences 
with Arthur Cook, managing director of the Lamport & Holt 
Line with reference to the rate dispute in the east coast of 
South America trade. Mr. Lasker said no action would be 
taken in the matter until Commissioner Thompson returned 
in about ten days, when the entire board would consider it. 
The question of reconditioning the America and President 
Buchanan also was discussed in the conference. Mr. Lasker 
said the Leviathan would sail July 4 from pier 86 in New York 
regardless of the difficulties in connection with getting a berth 
for the huge liner. 
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INTERCOASTAL CONFERENCE 


The Trafic World Washington Bureau 


Chairman Lasker of the Shipping Board said April 30 that 
he was having telegraphic negotiations with the American 
Hawaiian Line looking to its entrance into the intercoastal rate 
conference, with the end in view of settling the rate differences 
in that trade. He said he could not make public the nature 
of the communications passing between himself and the officials 
of the company. 

The outlook for an amicable adjustment with the American 
Hawaiian Line as to the intercoastal rate conference was not 
favorable May 2, Chairman Lasker said, adding that he had 
dispatched another long telegram to C. W. Cook, of the Ameri- 
can Hawaiian Line, in a final effort to get it to join the con- 
ference. He indicated the telegrams sent to Mr. Cook would 
be made public later. 

Mr. Lasker said the reply received from Mr. Cook before 
the final telegram was sent was equivalent to a refusal to meet 
with the board’s wishes. In addition, he said, Mr. Cook pro- 
tested against the board’s efforts to maintain the conference. 

“The board feels that the action of the American Hawaiian 
Line in refusing to enter the intercoastal conference shows 
the purpose on its part—or would show such purpose on the 
part of any other line taking similar action—to bankrupt the 
competing lines in the trade and push them out,” Mr. Lasker 
said. “The Shipping Board is determined that the conference 
shall not break up.” 

The chairman said the board had power under section 19 
of the shipping act to meet the situation and that also it could 
deal with such a line as the American Hawaiian by putting 
Shipping Board vessels in the trade, indicating that such action 
would be taken, if necessary, to drive out the ships of that 
line. The inference was that the board could cut rates below 
the American Hawaiian and thus drive it out of the service. 

Section 19 of the shipping act follows: 


That whenever a common carrier by water in interstate com- 
merce reduces its rates on the carriage of any species of freight 
to or from competitive points below a fair and remunerative basis 
with the intent of driving out or otherwise injuring a competitive 
carrier by water, it shall not increase such rates unless after 
hearing the board finds that such proposed increase rests upon 
changed conditions other than the elimination of said competition. 


The board construes section 19 as giving it power to deal 
with the American Hawaiian situation. That line having re- 
duced its rates, the board holds it cannot increase them without 
a finding by the board that such increase rests upon changed 
conditions other than the elimination of the competition. 


SUEZ CANAL TRAFFIC 


Suez Canal traffic in 1922 broke all records, according to a 
report to the Department of Commerce from Consul Coert du- 
Bois, Port Said, reaching a total of 20,743,000 net tons, of which 
668,000 was American. The tonnage of American vessels going 
through the canal in 1913 was only 7,000. Nationalities and 
tonnages of traffic through the canal in 1913 and in 1919-22, in- 
clusive, were as follows: 


(In thousands of tons) 

: Nationality: 1913 1919 1920 1921 1922 
|S oo. <a 10,052 11,355 10,839 11,397 13,383 
0 RRR ee eee 1,287 755 1,426 2,032 2,161 
BREED. ey ssebS Gin gsdbbondie n:6 deste 928 475 775 968 997 
DROBO: i505 6 os pes)s wo slens 344 1,450 1,601 1,042 928 
ED reais cho ced eneea we 291 317 606 934 858 
RR ee ee ee 3,352 15 171 735 
SRS SC RO eee eee 168 724 672 668 
Norwegian a kbs tcl che wares 93 257 172 259 309 
BE, « ehncahea ct eis iad oe ners 172 315 230 232 280 
RONNIE. Juteat nt dee eae 123 156 230 206 242 


RECOVERY OF GREEK SHIPPING 


_ “The restoration of the merchant fleet of Greece almost to 
its pre-war proportions by the unaided efforts of Greek subjects 
IS an illustration of the fact that national aptitudes which result 
from geographical conditions are likely to succeed even in the 
face of a continued ring of adverse circumstances,” says the De- 
partment of Commerce. Continuing, it says: 


The Greeks are the oldest maritime race of Europe. The physical 
configuration of the country, composed of peninsulas, islands and a 
Mainland indented by the sea, requires domestic communication by 
water, and an interior traversed by mountain ranges, compels a con- 
Siderable part of the prolific race to seek a livelihood on the sea or 
by migration across the sea.. The Greek immigration to the United 
States is the expression of a racial impulse which began with the 
Settlement of Greek colonies along the shores and islands of the 
Mediterranean centuries before the Christian era. Greek sailors and 
Greek merchants, even during four centuries of Turkish domination, 
ad a large share in the navigation and trade of the Mediterranean, 
lack, Aegean and Adriatic Seas, but the decline of their political 
liberties stunted Greek maritime growth and when Greece again 
came independent in the 19th century steamers were beginning to 
= sailing vessels of which the Greek merchant fleet was then 
posed. 

The modern Greek merchant marine dates practically from 1910 
When a law was passed enabling Greek ship owners to borrow money 
°n favorable terms. In the four years following the passage of this 
aw, Greece increased her merchant marine to 401 vessels of 820,000 
8ross tons. Forty-eight per cent (388,000 gross tons) of this tonnage 
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was lost in the world war, a larger percentage of loss than that suf- 
fered by any other nation, and in addition, 114 steamers, aggre- 
gating 260,000 gross tons, were sold to foreigners. Since the armistice, 
Greece has twice radically changed its government and has under- 
gone a great military and political disaster. Yet, by January, 1922, 
official returns show the reek merchant shipping possessing 440 


steamers of 685,000 gross tons, and by January, 1923, 419 steamers of 
736,700 gross tons. 


his steamer fleet is made up of foreign-built ships, some of them 
constructed to Greek order at British yards but the greater number 
of them bought from foreign owners and having already seen service. 

he amount expended in purchasing the 550,000 gross tonnage 
added to the Greek fleet during the war and up to the end of 1921 
a $48,000,000, according to R. O. Hall, commercial attache 
a ens. 


SALE OF NORFOLK SUPPLY BASE 


The offering of the Norfolk army supply base at Hampton 
Roads, on May 22, releases to industry and trade another of Uncle 
Sam’s war-time projects, an event especially interesting because 
of the size and strategical position of the base. It was one of 
the largest the government built in the late war, and was per- 
haps the most animated scene of activity along the Atlantic 
seaboard in connection with the sending of supplies to France. 

As originally developed by the War Department, the base 
covered an area of over 900 acres of which approximately 640 
acres and improvements are offered to industry as a shipping 
storage and export base. Its central location on the Atlantic 
seaboard and its nearness to most European ports (being about 
300 miles closer to most of these than New York harbor), makes 
it almost certain that some basic industries will buy it and de- 
velop an additional enterprise worthy the many other enter- 
prises which already have root in and about Norfolk and New- 
port News. 

Norfolk has eighty rail terminals connecting it with all the 
large inland shipping points; piers of more than sixty trans- 
oceanic and a dozen coastwise and river steamship lines; in- 
dustrial plants which claim a yearly production of $120,000,000; 
exports from its harbor at the rate of 8,000,000 tons each year; 
a metropolitan district population of 300,000; and a plentiful sup- 
ply of labor, power, and all the other facilities which mark 
the first-class modern commercial center. 


CURRENT AMERICAN SHIPBUILDING 

On April 1, 1923, American shipyards were building or under 
contract to build for private shipowners 236 steel vessels of 
269,911 gross tons, compared with 242 steel vessels of 280,278 
gross tons on March 1, 1923, according to the Department of 
Commerce. 

These figures do not include government ships or ships 
building or contracted for by the United States Shipping Board. 





DAMAGED TANKER FOR SALE 


The Shipping Board has offered for sale the Anahuac, a 
1,200-ton steel tanker, which recently struck a rock off the 
Maine coast and which is now beached on Turner Island, near 
Portland, Me. The tanker is the only small tanker available in 
the American market, according to the board, and is a desirable 


vessel for use in waters not navigable by the next larger tankers 
of 6,000 tons. 


APPLE SHIPMENTS VIA HALIFAX 


Apple shipments of this season via Halifax, which opened 
August 30, have just ended. One hundred and thirty steamers 
loaded apples in that time, and the total quantity shipped was 


1,145,109 barrels and 18,275 boxes, practically all of which went 
to Great Britain. 


NEW STEAMSHIP LAUNCHED 


The steamship “Deutschland,” second trans-Atlantic liner of 
the de luxe type to be built for the Hamburg-American Line 
since the war, was launched April 28 at Hamburg, in the pres- 
ence of President Ebert and other high officials of the German 
government. The “Deutschland” is a sister ship of the “Albert 
Ballin,” which is now nearing completion at Hamburg. It is ex- 
pected to be completed and ready for service towards the end of 
the year. The “Deutschland” and “Albert Ballin” are twin screw 
oil burners of 22,000 tons gross register. They will run between 
New York and Hamburg, via the Channel ports, in joint service 


with the steamers “Resolute” and “Reliance” of the United Amer- 
ican Lines. 


SHIPPING BOARD DIRECTOR 


J. Barstow Smull, president of the Emergency Fleet Cor- 
poration, has announced the appointment of Admiral Leigh C. 
Palmer to be Shipping Board director for Brazil. The recent 
resignation of R. M. Semmes as director at Seattle resulted in 
the appointment of E. P. Erckenbrack, the present director for 
Brazil, to the office at Seattle. Admiral Palmer served with 
the Shipping Board for about a year. He resigned from the 
department of claims, of which he was head, in May, 1922: He 
is a graduate of the U. S. Naval Academy and remained in 
the navy until after the armistice, when he resigned to enter 
private life, with the title of admiral. 
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FOURTH SECTION REPARATION 


The Trafic World Washington Bureau 


Supported by one of the most exhaustive briefs ever filed 
covering the two prominent phases of the fourth section, the 
complainants and intervener in No. 12479, the American Ship 
Building Company et al. vs. Director-General, Baltimore & Ohio 
et al. have asked for reargument on the main and the subsidiary 
case, the latter being designated as Sub-No. 1. 

The gist of the petition is that, in view of the declaration 
in the report that the rates in question are still in violation 
of the aggregate of intermediates part of the fourth section, it 
must have been inadvertence on the part of Division No. 2 
that caused it to reverse, in this case, the decisions of the Com- 
mission in more than 200 other cases. 

“We say it must have been inadvertence,” said T. H. Bur- 
gess, attorney for the complainants, “because we are at a loss 
to understand how this conclusion (that the rates, although in 
excess of the aggregate of the intermediates, were not unrea- 
sonable) could be reached if careful consideration had been 
given by the division to the numerous decisions of the Inter- 
state Commerce Commission on the question of the unreason- 
ableness of through rates that exceed the aggregates of inter- 
mediates.” 

The struggle over this case will attract the attention of 
every railroad and every shipper, it is believed, because most 
of the latter, through their attorneys, have contended that if 
the decision in this case becomes the rule, then the fourth sec- 
tion, so far as reparation is concerned, becomes a dead letter 
as to all its parts, as they contend, it has been so far as the 
long-and-short-haul part of it is concerned, since the Commis- 
sion’s decision in Oregon Fruit Co. vs. S. P., 50 I. C. C. 719; 
Iten Biscuit Co. vs. C. B. & Q., 50 I. C. C. 724, and 53 I. C. C. 
729; and Anaconda Copper Mining Co. vs. Director-General, 64 
I. C. C. 136. 


In a general way the complainants in this application for 
reargument contend that disregard of the aggregate of inter- 
mediates part of the section is a violation of section 1, while 
disregard of the long-and-short-haul part of it is in the nature 
of a violation of sections 2 and 3. The rule regarding repara- 
tion under section 1, they point out, as laid down in the decision 
of the Supreme Court in Southern Pacific vs. Darnell-Taenzer 
Co., 245 U. S. 531, and Spiller vs. A. T. & S. F., 253 U. S. 117, is 
that there is no need of proof of damage other than that the 
rate is unreasonable, while in connection with cases under the 
other part of the fourth section it is that there must be proof 
of damage such as would be required in the courts. They 
contended that, until Division No. 2 made the decision in the 
instant case, the Commission had followed the rule that rates 
in excess of the intermediates were unreasonable, prima facie, 
and generally awarded reparation to the basis of the aggregates. 


With a view to showing how great a reversal of the prior 
course of the Commission was made when the decision in this 
case was made, the complainants recited some statistics. They 
said that from June 29, 1906, the day the Hepburn law was 
passed, to June 18, 1910, when the fourth section. was amended 
so as to forbid, specifically, joint rates in excess of the aggre- 
gate of intermediates, the Commission decided forty-three cases 
involving the aggregate of intermediates, holding in forty-one 
of them that the rates were unreasonable and awarding repara- 
tion in thirty-five. Awards were not made in the others, they 
said, except two, either because it had not been asked or there 
was no proof that the complainant had paid and borne the 
charges. The two cases in which awards were not made were 
separately discussed. 

Since the passage of the amendment of June 18, 1910, to 
the end of volume 68 of the Commission’s reports, the com- 
plainants said, the Commission disposed of 156 cases of that 
kind. In 133 of them, the violations were protected by fourth 
section applications, but the Commission nevertheless held the 
joint rates unreasonable to the extent they exceeded the aggre- 
gate of the intermediates and awarded reparation. In two cases 
the Commission held the joint rates were not unreasonable. 
In twenty-three cases, not protected by applications, it held 
them unreasonable and awarded reparation. In one case the 
Commission held the joint rates illegal and unreasonable. 


After quoting from the Commission’s decision in Hires’ Con- 
densed Milk decision, 38 I. C. C. 441, the complainants said: 
“There is no principle more firmly fixed by the decisions of 
the Commission than that the joint through rate in excess of 
the aggregate of intermediate rates is unreasonable to the ex- 
tent of the excess. It is submitted that Division No. 2, in its 
report in these proceedings, absolutely departed from this prin- 
ciple. This is the first case, at least in the reported decisions 
of the Commission, where a division of the Commission or the 
Commission itself has held that a joint through rate in excess 
of the aggregate of intermediate rates, unprotected by fourth 
section application, is not unlawful and unreasonable to the 
extent of its excess over the aggregate of intermediates.” 

The case in question concerned the so-called joint short-haul 
rates on iron and steel in western Pennsylvania and eastern 
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Ohio, in excess of the aggregate of intermediates, which were 
not protected by fourth section application until after the begin. 
ning of federal control. 

The complainants alleged in their applieation for reargy. 
ment, not only an unwarranted decision as to the law, but also 
misstatements and incomplete statements of fact, and conclu- 
sions not supported by anything in the record. They objected 
particularly to an implication that the rates for short hauls 
were for hauls shorter than the ones involved in the complaints 
constituting this case. They pointed out that the so-called short- 
jaul rates were for much longer distances, in some instances, 
than the hauls on the traffic covered by the complaints. 


NEW JERSEY TRAFFIC LEAGUE 


The New Jersey Industrial Traffic League held its monthly 
meeting, April 26, at the St. Francis Hotel, Newark. Before 
the meeting, dinner was served to forty-five members. Al Urick 
was admitied to the League, having succeeded Russell Miller 
as traffic manager of the Balback Smelting & Refining Works. 

A committee was appointed to take up with the represen. 
tatives of New Jersey in Congress the decision of the Supreme 
Court in the case of Kansas City Southern vs. Harry B. Wolf, 
“as the decision will nullify efforts made by shippers to force 
payment on overcharge claims after two years from date of 
bill.” 

A committee was named to confer with the New York Port 
Authority in references to Belt Line 13, in which it is proposed 
to consolidate the five separately maintained railroads now on 
the New Jersey side of New York Harbor. The League voted 
in favor of this proposition. 

The trolley freight committee reported a conference with 
President McCarter, of the Public Service Railway controlling 
trolleys in New Jersey, who has referred the matter to Vice- 
President Donicker in charge of traffic, “who considers this mat- 
ter in a very favorable light, and, as the majority of railroad 
people in this section consider short hauling as a non-revenue 
earning business, it would be a very satisfactory arrangement 
for local shippers.” 

The committee on store-door delivery made a comprehensive 
report on conditions under store-door delivery in Canada and the 
League voted in favor of continuing this committee to work in 
conjunction with other state committees. 

The Lackawanna ferry rate case was reported by the con- 
mittee that handled the legal battle to have been won “with 
the result that, July 1, a reduction of approximately 40 per cent 
will go into effect on the Lackawanna ferries in New York 
Harbor making a total saving to the shippers of practically $600, 
000.00 a year.” 

The costs of this case were paid by the manufacturers of 
the section using the route, supported by three chambers of 
commerce and two traffic organizations. 

The next meeting of the League will be held May 31. 


NOVEL TRAFFIC BUREAU 


Some time ago, when the shippers of Norfolk and Ports- 
mouth, Va., found themselves needing larger and more flexible 
traffic bureau facilities, they found a solution in the Norfolk- 
Portsmouth Freight Traffic Commission, which has just began 
to operate. It is probably unique, in that it is supported jointly 
by the city governments of Norfolk and Portsmouth, the Nor- 
folk-Portsmouth Chamber of Commerce, and the shippers of 
the community. It is composed of nine men, representing the 
various interests supporting the organization. D. M. Thornton, 
of T. S. Southgate & Co., is chairman of the body. 

The commission operates along lines similar to the traffic 
departments of commercial organizations generally, and is not 
a bureau of the city governments. The reason for participation 
in it by the cities was the need for greater financial support 
than was possible with a traffic bureau supported only by the 
shippers. The cities are making their appropriations on the 
theory that, in assisting the shippers, they are performing 4 
civic development function, since the cities prosper in direct 
ratio to the prosperity of the shippers. 

H. J. Wagner, an examiner of the Interstate Commerce 
Commission, has been chosen traffic commissioner, and H. B. 
C. Wade, who, until the organization of the new commission, 
was traffic manager of the Norfolk-Portsmouth Chamber of 
Commerce, is assistant traffic commissioner. Mr. Wagner took 
office May 1. The bureau was already in operation, with Mr. 
Wade in charge. 

Mr. Wagner is a lawyer as well as an experienced rate man. 
In addition to his service with the Interstate Commerce Com: 
mission, he has held other government posts. He was secretary 
to the Assistant Attorney-General of the United States, law and 
chief clerk of the solicitor’s office of the State Department, and 
secretary and disbursing officer of the Chamizal Arbitration Com- 
mittee between the United States and Mexico. Previous to his 
governmental service he had been with the Atlanta, Knoxville 
& Northern Railroad and the Panama Railroad. 

Mr. Wade was for seven years with the Old Dominion 
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Steamship Company and for a similar period with the Virginian 
Railway, when he was appointed to the traffic staff of the Nor- 
folk Chamber of Commerce. He was also for some time with 
the N. Y. P. & N. Railroad. For more than two years prior to 
his new appointment he was traffic manager of the chamber. 

The traffic department of the chamber has been merged 
with the traffic commission. 


Arthur Christiansen, statistician in the office of assistant 
general freight agent for the Grand Trunk, died following an 
operation and a long illness at Detroit, April 23. Mr. Christian- 
sen had been connected with the Grand Trunk for over 47 years 
and was a charter member of the Detroit Transportation Club. 

John L. Cobbs, Jr., has been appointed director of public re- 
lations for the Atlantic Coast Line, with headquarters at Wil- 
mington, N. C. 

N. H. Rahn has been appointed commercial agent for the 
Norfolk Southern, with headquarters at Atlanta. 

The Atlantic Coast Line has made the following new ap- 
pointments, effective May 1: W. L. Radford, general live stock 
agent, Savannah; A. R. Mulkins, eastern freight agent, at New 
York; F. J. O’Connor, commercial agent, Philadelphia; J. B. 
Brantly, commerce agent, Wilmington, N. C.; Arthur L. Wolf, 
commercial agent, Kansas City; Roland P. Jobb, traveling freight 
agent, Kansas City. 

Jesse M. Jones has been appointed general development agent 
for the Seaboard Air Line and Charles M. McKeand has been 
appointed general industrial agent with offices at Savannah. The 
position of general development agent has been abolished. 

E. W. Redmond has been appointed commercial agent of 
the Fort Smith & Western, with offices at Guthrie, Oklahoma. 
He succeeds J. H. Grother, who resigned on account of ill health. 
Martine Harper succeeds to Mr. Redmond’s position of traveling 
freight agent. His office will be at Fort Smith, Arkansas. 


Cc. L. Alloway has been appointed general western agent fer 
the Philadelphia & Norfolk Steamship Company, with office at 
St. Louis. 

R. T. Etheridge has been appointed traffic manager for the 
Philadelphia & Norfolk Steamship Company. He will have charge 
of matters pertaining to rates, divisions, and publication of 
tariffs, with office at Philadelphia. 


Wayne E. Butterbaugh, formerly of the H. H. Franklin Trans- 
portation Department, of Syracuse University, has been appointed 
director of education of the department of traffic management of 
La Salle Extension University. 

J. B. Sweeny has been made freight traffic manager for the 
Merchants’ and Miners’ Transportation Company, with head- 
quarters at Baltimore. The office of general freight agent has 
been abolished. 

C. Nelson Winget has been appointed soliciting freight agent 
for the Richmond-New York Steamship Company, with headquar- 
ters at New York. 

C. R. McFarland has been appointed city freight service 
agent for the Louisville & Nashville at Atlanta, to succeed R. F. 
Johnson, resigned. 

The Western Maryland Railway Company announces its re- 
moval to new offices in New York. The personnel is as follows: 
H. A. Gebelein, general eastern freight agent; W. F. Vail, com- 
mercial coal agent; V. I. Levic, traveling freight agent; M. M. 
Palmer, contracting freight agent; E. P. Aller, contracting freight 
agent; J. J. Fischer, chief clerk. 

; J. H. Brown has been appointed traffic manager for the Belt 
Railway of Chicago. 


C. D. Speer has been appointed assistant general freight 
agent for the Atchison, Topeka & Santa Fe at Topeka, to fill 
the vacancy caused by the resignation of R. B. Cunningham, who 
has engaged in other business. 


_T. E. Bond has been appointed traffic manager of the Elgin, 
Joliet & Eastern, to succeed W. L. Louis, who died. The office of 
assistant traffic manager has been abolished. 


O. G. Pratt has been appointed traffic manager for the Omar 
Refining Company, Tulsa, Okla. 


DOINGS OF THE TRAFFIC CLUBS 


An attractive program of entertainment for the first annual 
convention of the Associated Traffic Clubs of America, May 23-24, 
at Indianapolis, has been planned by the Indianapolis club. Fol- 
lowing the Wednesday business sessions delegates and visitors 
are to be guests of the Indianapolis club at a banquet in the Riley 
Room of the Hotel Claypool, where they will be addressed by 
U. S. Senator-elect from Ohio, Simeon D. Fess. Wives of dele- 
gates are to be entertained at the same time at a banquet in the 
Rainbow Room of the Severin Hotel. Following the Thursday 
Morning business session a motor trip for delegates and their 








Personal Notes 


THE TRAFFIC WORLD 1055 


wives has been arranged to cover the points of interest, luncheon 
being served by the Van Camp Products Company at its plant. 
A special train has been arranged for to take the delegates to the 
Indianapolis Motor Speedway Thursday afternoon, where elimina- 
tion contests for the Memorial Day 500 mile race will be in prog- 
ress. There will also be golf for the golfers. 


The broad fundamental laws of nature and philosophy which 
govern the world were discussed in an address entitled, “The 
Sources of Commerce,” delivered before the Indianapolis Traffic 
Club at its luncheon April 26, by William V. Rooker, of the Indi- 
anapolis bar. “Transportation contemplates the inchoate as well 
as the real,” said Mr. Rooker. “You deal with things that are 
not yet created. You purchase cars for the transportation of cot- 
ton which is not yet planted.” Commerce, he said, arises from 
three different sources—the constitution of the earth in dispo- 
sition of climate and resources, the nature of man in his needs 
and desires, and the nature and form of specific things. 


A public traffic meeting will be held under the auspices of 
the Veterans’ Bureau Traffic Class of Rider College, Trenton, in 
the auditorium of the college, Tuesday evening, May 8. In addi- 
tion to moving pictures entitled, “The Lost Millions,” dealing 
with the proper packing and loading of freight, there will be 
practical talks by C. M. Bonnell, of the Freight Container Bureau, 
American Railway Association, Asa Colton, instructor of the 
traffic class at Rider College, and others. 


The Traffic Club of New England held a luncheon at the 
Hotel Bellevue in Boston, May 2, in honor of L. A. Robinson, 
passenger traffic manager of the New York Central. Mr. Robin- 


son addressed the club on “Closer Contact Between Railroads 
and Patrons.” 


The Traffic Club of Kansas City will hear an address on “A 
Healthy Town—A Healthy Man,” by Dr. Robert McE. Schauffler, 
at its May 7 luncheon. 


The Traffic Club of the Jamestown (N. Y.) Chamber of Com- 
merce, at its monthly dinner meeting April 18, was addressed 
by J. H. Butler, manager of the loss and damage department of 


the American Railway Express Company, on “Why an Express 
Company.” 


The Traffic Club of Utica will hear an address by R. V. Wil- 
liams, president of the Williams Shipping Agency, of New York, 
on “Exporting and How To Do It,” at its dinner meeting, May 8. 





The York Traffic Club, York, Pa., promises an “entirely dif- 
ferent social affair” at its meeting May 10. 


The Traffic Club of Kansas City was addressed on the work- 
ings of the Federal Reserve System by C. H. Cheney, assistant 
cashier of the First National Bank, at its noon luncheon, April 30. 


The St. Louis Traffic Club inaugurated its identification but- 
ton plan and listened to an address by John W. Clark, assistant 
traffic manager of the Big Four, at its April 30 luncheon. 


The Traffic Club of Baltimore is continuing its plan of din- 
ners preceding its regular evening meetings. At the meeting fol- 
lowing the dinner at the Hotel Emerson, May 1, the club listened 
to an address by Robert S. Binkerd, vice-chairman of the Com- 
mittee on Public Relations of the Eastern Railroads. He spoke 
on “Transportation in 1923.” The club has accepted a challenge 
from the Philadelphia Traffic Club for a game of baseball at 
Mohegan Park, Morris Junction, Pa., May 19. The club has lost 
only one game in the last four years. The Traffic Club of Phila- 
delphia will hold its eleventh May outing and shad dinner at 
that time and place. 


The Transportation Club of Louisville had a special musical 


and speaking program with its dinner-dance at the Hotel Tyler, 
May 2. 


The Traffic Club of New York will hold a bridge party in 
the club rooms at the Waldorf-Astoria the evening of May 9. 
A table d’hote dinner will be served. 


GRAHAM MINISTER OF RAILWAYS 


Hon. George P. Graham has been appointed Minister of 
Railways in Canada. Since the death of Hon. W. C. Kennedy 
he has been considered the logical successor to the railway 
portfolio, which he filled under the Laurier administration from 
1907 to 1911. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for Feb- 
ruary, 1923, shows 13,076 cars held overtime—a percentage of 
06.74—as against 9,938 cars—a percentage of 07.61—for Febru- 
ary, 1922. 
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JURISDICTION OVER DEPOTS, ETC. 


The Trafic World Washington Bureau 


The National Association of Railway and Utilities Commis- 
sioners is giving particular attention to the question of the 
jurisdiction of state commissions over depot and terminal fa- 
cilities. John E. Benton, general solicitor of the association, 
has informed the members of the action of the Supreme Court 
of the United States in granting a writ of certiorari in the case 
of the California commission against the Santa Fe and other 
railroads in southern California in which the California Supreme 
Court held that Congress, in the transportation act, had fully 
occupied the field of regulation with respect to terminal facili- 
ties. Mr. Benton will file a brief amicus curiz in support of 
the California commission on behalf of the Iowa commission 
and other state commissions which may wish to participate in 
the case. 

“The principle involved is, of course, of greatest importance 
to every state commission, for the carriers always cite the Cali- 
fornia opinion in proceedings involving terminal facilites in 
support of the contention that the state authorities are now 
without jurisdiction,” Mr. Benton said. 

Mr. Benton said the Corporation Commission of North Caro- 
lina had been sustained in a refusal to take the view that its 
power had been destroyed. The North Carolina commission, 
before the war, ordered a union station at Selma, N. C. The 
order was stayed, but lately renewed, and on appeal the Su- 
preme Court of North Carolina sustained the commission. The 
case is that of the commission against the Southern and At- 
lantic Coast Line. The Southern contended the order directing 
the construction of the depot was one beyond the competency 
of the commission since the enactment of the transportation act. 

The North Carolina court, in its opinion, however, drew a 
distinction between cases involving construction of depots or 
stations and those involving terminals and terminal facilities. 

The court said it had examined the transportation act care- 
fully and that it did not find any provisions therein which 
granted to the Interstate Commerce Commission, either ex- 
pressly or by clear implication, the power, or which made it 
its duty, to require the erection of passenger stations. It held 
that the right of the state to act in that particular was expressly 
preserved to it by the act, citing section 402, subsection 17, as 
follows: 


Provided, however, that nothing in this act shall impair or affect 
the right of a state, in the exercise of its police power, to require just 
and reasonable freight and passenger service for intrastate business, 
except insofar as such requirement is inconsistent with any lawful 
order of the Commission made under the provisions of this act, 


The court in its opinion continued in part as follows: 


The Esch-Cummins act, designated in the act itself as the ‘‘Trans- 
portation Act of 1920” (U. S. Statutes at Large, Vol. 41, Public Laws 
(Part 1) of the 66th Congress, p. 456 et seq.) applies to terminals and 
terminal facilities (Sec. 400 (3), p. 474), and while the respondent, by 
reasoning, which with deference we say, is not at all logical, or clear, 
attempts to extend this plain and perfectly understandable provision 
to the Selma station and the connection at that place, it is manifest 
that no provision or clause of that subdivision of the act, or any 
other similar expression of the act, was intended to have any such 
application or meaning. The language simply means what it says, 
and nothing more and nothing otherwise. * * * 

The construction of a union station may be necessary for the 
purposes of intrastate commerce. If Congress has _ refrained from 
any regulation of such commerce, and has left to the state, in the 
exercise of its police power, the right to require reasonable provision 
for intrastate passenger business, then the state must have the 
power to require the construction of such station, especially as it will 
ne | organ with interstate commerce, but rather will tend to 
a 7 

The contention of the respondent, Railway Company, comes to 
this, that the Congress, in passing the Transportation Act of 1920 
(Esch-Cummins Act) intended to give it not only a retrospective 
meaning and signification, but such a retroactive effect, that it would 
reach back and upset even solemn and well-considered judgments and 
final determinations of courts of record, made upon ample evidence 
after full argument and consideration, and which adjudicated upon the 
rights of the parties as to all questions involved in the litigation. We 
have seen by his own clear and unmistakable utterances that its 
author, or, at least, one of its authors (Esch) repudiated such a 
suggestion while the law was in the making, when he indicated that 
it was intended, as little as possible, to interfere with the free action 
of the states in the enforcement of their police regulations, and only 
to intervene when imperatively demanded for the enforcement of the 
federal law as to interstate commerce or its protection and preserva- 
tion for full operation where required. We cannot think, upon a bare 
inspection of that much discussed and criticised law, that the Con- 
gress intended it should have such far reaching effect and conse- 
quences, and that it should obstruct the State Corporation Commission 
in the exercise of its proper and legitimate functions, and especially 
when it was not interfering with interstate commerce, but proceeding 
in aid of it and for the advantage and convenience of the public. 
Legislation, construed to have the opposite meaning would be consid- 
ered, not only as unusual, but as startling. The case of Atchison, 
etc., Railway Co. vs. Railway Commission, 211 Pacific Reporter, No. 3, 
Feb., 1923, p. 460, and the Wisconsin case (Railroad Commission vs. 
Cc. B. & Q. R. R. Co., 42 Supreme Court Reporter, 232), do not conflict 
with our view of the matter, nor do they, or other cases cited, militate 
against it, but are easily reconciled with it, when properly construed. 
Referring to Mo. Pac. R. R. Co. vs. Larabee Flour Mills, 29 Sup. Ct. 
Rep., 214 (53 L. Ed., 352) the court in Atchison, etc., Railway Co. vs. 
Railroad Commission, supra, says, at p. 464 of Sup. Ct. Reporter: 
“That case held that the mere delgation by Congress to the Interstate 
Commerce Commission of power to act in a given matter did not 
prevent such action by the state authorities unless the Commission 
had taken action in the particular matter involved, quoting therefrom 
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the following: ‘Until then the authority of the state in merely inci- 
dental matters remains undisturbed. In other words, the mere grant 
by Congress to the Commission of certain national powers in respect 
to interstate commerce does not of itself, and in the absence of action 
by the Commission, interfere with the authority of the state to 
make those regulations conducive to the welfare and convenience of 
its citizens.’’’ And just before it had reached the quoted passage, the 
court further said, referring to the Esch-Cummins law or Transporta- 
tion Act of 1920: ‘“‘The Transportation Act of 1920, Sec. 405, amended 
the second paragraph of Section 3 of the Interstate Commerce Act to 
provide: ‘All carriers engaged in the transportation of passengers or 
property, subject to the provisions of this act, shall, according to their 
respective powers, afford all reasonable, proper and equal facilities 
for the interchange of traffic between their respective lines, and for 
the receiving, forwarding and delivering of passengers or property, to 
and from their several lines and those connecting therewith, and shall 
not discriminate in their rates, fares and charges between such con- 
necting lines in the distribution of traffic that is not specifically 
routed by the shipper.’’’ The provision of the law, though, is other- 
wise in the case of terminals and in some other respects not applic- 
able here. It must be noted carefully that the railroad_ company, 
which is interstate in character, to-wit, The Atlantic Coast Line 
Railroad Company, is not the resisting party, in this case, but it is 
only the local, or intrastate, company, The Southern Railway Com- 
pany, whose line extends from Charlotte, N. C., to Goldsboro, N. ¢, 
(the old N. C. Railroad leased to the Southern) and is therefore wholly 
within this state, whatever significance that may have in the decision 
of this appeal, which it is unnecessary to discuss now. 

And again, if the respondent’s contention is the correct one, then, 
the jurisdiction of the Interstate Commerce Commission will be so 
extensive, and its work resulting therefrom, covering every one of 
the forty-eight states of this union, will be so enormous and over- 
whelming, as to render it utterly impossible for that Commission to 
pertaem, it, so much so, that it would be vain and idle to attempt 
it. 


It will be noticed in the Esch-Cummins act that in withholding 
power from the local commission, the reference distinctly is to ter- 
minals and terminal facilities, and not to stations and station facili- 
ties, such as we have here, and this position does not conflict with the 
settled law in respect to interstate commerce, that where it applies, 
the Congress, and not the state, is entitled to prescribe the final and 
dominant rule. What we have said in this connection harmonizes 
with our view as to the meaning of the Esch-Cummins act (Trans- 
portation Act of 1920) with respect to the contention impliedly 
advanced by the respondent, that the act has the effect to annul the 
judgment of our corporation commission, a court of record by virtue 
of our statute, whereas it is clear, we think, that such retrospective 
effect was not intended to be carried so far, but not that the Congress 
did not have the power to give it such an effect, which, for our pres- 
ent purpose, we may fully concede. This distinction is important. It 


is a question of construction if viewed in this aspect, and not of © 


power, and we are admonished that an intention to give the act the 
effect of undoing transactions completed in the past ‘‘must appear 
explicitly, or by necessary implications, from the nature and language 
of the act, so as to leave no room for a reasonable doubt on the 
subject. If any such suggestion had been made in either of the 
legislative bodies, as we may judge, from what was said there, the 
act, as thus worded and intended, would not have received approval 
by the Congress. 


In a concurring opinion, joined in by Justice Stacy, Justice 
Hoke said: 


I concur in the disposition made of these appeals for the reason 
that, in my opinion, the recent transportation act referred to does 
not intend to withdraw from the state commission having charge and 
control of the subject the power to make adequate regulation and 
provision for the establishment of passenger stations for intrastate 
travel, assuredly so except at terminal stations where the particular 
order or regulation is of such magnitude as to impose a substantial 
burden on interstate commerce and that fact is established and 


made effective by_appropriate proceedings instituted before the Inter- 
state Commerce Commission. 


CANADIAN GOVERNMENT OPERATION 


The Trafic World Ottawa Bureau 


Speaking at London, Ontario, May 1, President Thornton, 
of the Canadian National Railways, said the present would be 
the test year for the system and if a reasonable financial show- 
ing could be made the fight to place the system on a sound 
financial basis would be won. The address was delivered to 
the staff of the Ontario Southwestern district, representative 
of 12,000 employes who operate 2,000 miles of track in the dis- 
trict. President Fhornton emphasized the fact that success 
must come through the efforts of the men themselves. He said: 





If we can inspire in the minds of all, from the crossing watch- 
man to the heads of departments, the necessity for cooperation, 
we can wipe out the debt. We have developed in the Canadian 
National Railways for the first time one organization to operate 
the 22,000 miles as one entity. Before, it existed as two or three 
separate organizations. We have now amalgamated and welded 
them into one machine. To provide a suitable organization for 
so widely-flung a property was no small task. To select officers 
was even more difficult. Our organization restricts questions of 
policy to the head office but it leaves the administration to the 
local officers. Broadly speaking, we have no departments. Every 
officer must work for the welfare of all departments. Every 
worker should remember that he is a solicitor for the traffic de- 
partment. If he can steer a passenger or a shipment of freight 
to the National Railways, he should do it. It is true that it may 
not be your job to do this in one sense, but it is in another. 
is our business to make friends for the road. I want all em- 
ployes to feel that they have a direct stake in the road. If you 
do your duty we can create an atmosphere for the Canadian Na- 
tional that is not found on any other road in the world ._.- : 
I confidently hope that the day will come when you and I can 
point with pride to the past. The world expects the Canadian 
National Railways experiment to fails It does not believe that 
we can make it succeed. I believe we can. I believe that if the 
army of workers line up behind us we shall achieve the greatest 
success the annals of transportation ever recorded. 





Give Our Railroads a Chance 
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TARIFF SIMPLIFICATION 


The Trafic World Washington Bureau 


The first meeting for the discussion and outlining of plans 
for tariff simplification will be held in Washington, probably 
May 23. There is some uncertainty about the date, because 
the members of the committee selected by the carriers have 
not all been canvassed to ascertain whether that is a day on 
which they can meet. George M. Crosland, the chief of the 
Commission’s tariff section, at the suggestion of the Commis- 
sion, has called on the members of the carriers’. committee to 
meet with representatives of the Commission on that day, if 
that date does not conflict with the firm arrangements mem- 
pers of the committee may have made for doing other things 
on that day. The committee men have been asked to advise 
Mr. Crosland on the matter, so that if there is any good reason 
for choosing some other day that may be done. 

If the meeting is not held then it probably will not be held 
until after the middle of June, because, in the early part of 
June, Washington will be entertaining a national convention 
of Shriners, when not much of anything else will be possible be- 
cause of the lack of hotel accommodations, for men desirous 
of coming to Washington for some other purpose. 

The meeting, whenever held, will be, as Mr. Crosland said 
in his letter, for the discussion of the outlines of a plan to be 
followed in getting simplification started. A good many men 
have definite notions about the simplification of the tariffs, 
especially those issued by other men, but not so many about 
the simplification of their own. Frankly, it is admitted, there 
may be a good deal of pulling of motes out of the eyes of neigh- 


POSITIONS WANTED OR OPEN 


EE 

GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the sitions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per line, 
minimum charge $3.00; succeedi insertions, per line; 50c; 10 words 
to the line; numbers and abbreviations counted as werds; 6 point type; 
payable in advance. Answers to keyed advertisements forwarded free 
and all correspondence held in strict confidence. The T Cc 
WORLD, 418 South Market Street, Chicago, IIl. 








POSITION WANTED—Traffic Manager, College Graduate, eight 
years’ experience, at present Traffic Manager wholesale jobbing house. 
First Class references. Address J. L. 7, Traffic World, Chicago. 





POSITION WANTED—Traffic Manager Chain Store Organization 
desires change. Age 35, married, educated, knowledge trucking and 
office practice. Practical railroad, industrial and government traffic 
experience. Could install department. Box 545, Traffic World, Chicago, 


POSITION WANTED—Thoroughly capable traffic man desires to 
serve an industrial or commercial firm; over 13 years’ practical experi- 
ence; court and commission decisions; claim prevention and collec- 
tion; rate adjustment and tariff interpretation; well educated; 35 
years. Address C. A. L. 543, Traffic World, Chicago. 





POSITION WANTED—Traffic manager, young married man, thor- 
oughly reliable, able to organize and direct department; five years’ 
industrial experience. Best of references. St. Louis industrial district 
preferred. Address Box 537, Traffic World, Chicago. 


Petry Express & Storage Co. Ine. 
TRENTON, N. J. 


MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 


HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association. 


CONTINENTAL WAREHOUSE COMPANY 


416-434 West 12th Place, Chicago, Ill. 


Sprinkled Warehouses in the heart of the 
Freight Terminal District. 








Break-Bulk at Cincinnati 


USE US TO: Forward Break-Bulk Shipments; Make 
Local Distribution; Collect Drafts; Handle Pool Cars; 
Advance on Warehouse Receipts. 


We’re up on our toes for service. 


THE BRIGHTON TRANSFER CO. 
FIREPROOF STORAGE CINCINNATI, OHIO 
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NEW YORK CITY 


WANT POOL CAR DISTRIBUTION SERVICE 
b WANT A DISTRIBUTING WAREHOUS 
WANT A DELIVERY SERVICE IN GREATER NEW YORK 
WANT YOUR SHIPPING AND STORAGE PROBLEMS 
YOU TO RECEIVE PERSONAL ATTENTIO 
Get in touch with 


L. Ellinger Distribution Warehouses 


24 Washington St., New York City 


Merchandise Storage and Pool Car 
ciagemicncr’s Distribution — 29%,car Loa 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 





WACO, TEXAS 





THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


FIREPROOF STORAGE 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 


TOLEDO, OHIO 


The Toledo Terminal Warehouse Co. 
028-930 GEORGE STREET 
TOLEDO, OHIO 
STORAGE OF MERCHANDISE 
Special Attention to Pool Car Distribution 


ALBANY, N.Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 


FOOL CARS 


RECEIVED, CHECKED, DISTRIBUTED 
RESHIPPED IN LESS THAN CAR LOTS 


PITTSBURGH DISTRIBUTING CO. 


601 Empire Building, PITTSBURGH, PA. 
Established 1910 Phone 1574 Smithfield. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 





CHICAGO 
Jos. Stockton Transfer Co. 


1088 Seuth Canal Street, near Tayler Strent 


Teaming ef Every | Deilvery Bervies ane Sarena 
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bors while everlooking beams in their own. All, however, admit 
there is need for attempting something, the impression to that 
effect being particularly strong among the traffic executives of 
several big systems. Operating and financial executives, as a 
rule, make not even a pretense of being able to make head or 
tail of even some of the comparatively simple publications, 
let alone any of the complicated ones, like those of Countiss 
and Leland, with their sections alternating with each other 
and then the Leland and Countiss tariffs alternating against 
each other, as entities. The tariffs have been the subject of 
quips by humorous writers, but not many, because, before a 
humorist can have much fun with a thing, he must know some- 
thing about it. Humorists among traffic and rate men there 
may be, but as a rule they are too busy trying to decipher 
their own work to think how many witty remarks they can 
make about the cumbersemeness and abstruseness of the work 
of themselves and their neighbors. 


FRUIT AND VEGETABLE SHIPMENTS 


“New onions and potatoes, cabbage, strawberries and toma- 
toes moved in heavier volume, but lighter shipments of other 
lines caused a decrease of nearly 2,000 cars in the carlot move- 
ment of 12 leading fruits and vegetables,” the Bureau of Agri- 
cultural Economics, Department of Agriculture, said in its re- 
view of shipments for the period April 22-28, inclusive. “The 
week’s total was 9,209 cars, compared with 10,403 for a similar 
period a year ago.” 

Totals from the weekly summary of carlot shipments follow: 

Totals for week and season are regularly subject te revision be- 
cause of the receipt of late and corrected reports from the railroads. 

Tuesday, May 1, 1923. 








April April April Total Total Tetal 
22-28 15-21 23-29 thisseasonto lastseasonto last 
1928 1923 1922 Apr. 28,inc. Apr. 29, inc. Season 
Apples (box areas)— 
Sa 197 202 166 45,338* 55,573 66,270 
Apples (bbl. areas) — 
| ae 386 461* 247 62,809* 31,363 32,018 
Cabbage— 
| Ee ane 1,000 889 1,126 5,982 10,396 40,465* 
Cauliflower— 
!l ve 5 16 13 4,404 4,284 4,329 
Celery—Florida, 
Jan, 1-June 30.. 240 462 210 5,990 4,426 4,807 
Lettuce— 
a 431 610* 594 15,054* | 12,775 21,986* 
Mixed Vegetables— 
Total (cal. year). 569 610* 347 6,693* 5,482 19,710* 
Onions (1922)— 
a 52 96* 0 29,208* 20,767 207,67 
Onions (1923) Texas— 
ar, 15-Sept. 30 449 284 689 836 3,048 4,626 
Spinach— 
See 418 490* 210 6,031* 4,279 4,654 
Strawberries— 
| See 689 240 729 2,310* 2,631 18,738* 
Sweet Potatoes— 
cae antic asso 215 270 243 20,438 18,389 19,291 
Tomatoes— 
eer 595 427 746 5,540 5,972 26,375* 
White Potatoes— 
Florida, 1923 crop: 
+Mar. 25-July 15. 525 296 832 937 2,630 5,051 
Texas, 1923 crop: 
Apr. 15-Aug. 15. 13 56 38 86 52 1,450 
Summary, White Potatoes 
Leading sections: 
Late crop ........ 3,375 5,657 4,139 164,474 169,413 185,425 
Other sections: 
ERO GIO ccccccce 50 105 74 26,703 20,133 20,323 
Early crop, 1922.... eet ne 40,781 32,540 32,540 
Petal ...<cbtide des 3,425 5,762* 4,213 231,958* 222,086 238,288 


*Includes all delayed and corrected reports received to date. 
tIncludes boat shipments reduced to carlot equivalents. 


LUMBER SHIPMENTS 


A slight decline in the lumber movement for the week 
ended April 28 was reported by 377 mills, as against 429 mills 
in the preceding week, according to the weekly report of the 
National Lumber Manufacturers’ Association. Compared with 
the same week last year, production gained heavily, shipments 
noticeably and new business accepted declined about 15 per cent. 

For the reporting mills, shipments were 99 per cent and 
orders 90 per cent of production; for southern pine mills these 
percentages were 106 and 96, and for west coast fir mills 105 
and 88. 

Of the 377 mills, 348 reporting a normal production figure 
for the week, show actual production to have been 107 per cent 
of normal, shipments 108 per cent and orders 97 per cent. 

Labor disturbances in the Pacific northwest did not ma- 
terially slow down produetion, mills in that section reported. 
Thirty-four per cent of all new business taken during the week 
was for future water delivery, amounting to 31,933,929 feet, of 
which 25,941,678 was domestic cargo delivery and 5,992,251 
export. New business for rail delivery amounted to 1,892 cars. 
Of the actual shipments 35 per cent moved by water, amounting 
to 89,685,175, of which 30,848,526 moved coastwise and inter- 
coastal and 8,836,649 overseas; rail shipments were 2,243 cars. 
Unfilled domestic cargo orders now stand at 157,109,430 feet; 
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unfilled export orders are 86,848,242 feet and unfilled rail trade 
orders are 8,762 cars. 

From New Orleans the Southern Pine Association reporis 
that favorable weather for logging operations and improvement 
in the car supply in southern pine territory last week were 
reflected by increases of 13.6 per cent in production and 146 
in shipments, as compared with the previous week. There was a 
slight increase in new orders and the unfilled order file con- 
tinues heavy. Out of 74 mills reporting running time only four 
were shut down and 47 operated full time. 

The North Carolina Pine Association reports from Norfolk 
Va., that the labor situation is a little better than it was ten 
days ago. Logging conditions are getting better and the mills 
are experiencing less trouble with the railroads. Embargoes 
are still causing distress, but hope is expressed that mill stocks 
may be built up and that transportation conditions may improve. 
Taken as a whole, the situation is reasonably satisfactory. 

The following statistics compare the lumber movement for 


last week, the corresponding week of 1922 and the preceding 
week this year: 


Preceding 

Cosvempeudine Week 1923 

Past Week Week 1922 (Revised) 

i” Pre eee 377 374 429 
EvoOauction * ...566 6 So 255,599,915 202,078,417 263,750,624 
Shipments ............% 252,677,756 238,113,387 254,981,240 
2 See er 229,594,250 266,442,995 249,399,094 


A comparison of the first 17 weeks of 1923 


with the same 
weeks of 1922 follows: 


Production Shipments Ord 
Apr ee Blife Joho 3,811,336,293 4,322,672,838 4,530,503, 789 
RR etek 3,041,220,534 3,087,217,808 3,384,578,392 
1923 Increase ......... 770,115,759 1,235, 455,030 1,145,925,397 





RATES ON BERRIES 


The freight on cars of berries shipped from Vancouver 
Island to the mainland en route to the prairies will this year 
be only 25 cents per 100 pounds, as compared with 44 cents in 
the past. The reduction will mean a saving of about $38 per 
car. Cars shipped from the island to the prairies pay the same 
express charges as from the mainland. 


LIVE STOCK RATE ORDERS 


In an effort to accommodate the carriers required to publish 
rates and to keep the publication expense at the minimum and 
yet obtain the desired number of usable specific rates, the Com- 
mission, in No. 12268, Board of Railroad Commissioners of the 


State of South Dakota vs. Chicago & North Western et al., has 
issued the following: 


It is ordered, That the order entered herein on the 28rd day of 
April, A. D., 1923, be, and the same is hereby rescinded. 

It is further ordered, That the order entered herein on the 
13th day of February, A. D., 1923, be, and the same is hereby modified 
in the following particulars, to wit: — 

(1) That the provision in said order of February 13, 1923, re- 
quiring that the rates therein prescribed shall be published in spe- 
cific amounts from the respective points of origin to the final des- 
tinations, be, and the same is hereby suspended until further order 
of this commission, except as hereinafter provided 

(2) That the rates, rules, and regulations prescribed in said order 
of February 13, 1923, for the transportation of cattle, calves, hogs, 
and sheep, in carloads, from points in South Dakota, to the said 
destinations specified in the report and order herein of February 13, 
1923, shall be established on or before May 25, 1923, upon notice to 
this commission and to the general public by not less than 20 days’ 
filing and posting in the manner prescribed in section 6 of the inter- 
state commerce act; and that said rates may be established by the 
publication of the distance scale of rates prescribed in said order of 
February 18, 1923, and as modified by the provisions of said order. 

(3) That carload rates for the transportation of cattle, calves, 
hogs, and sheep from all stations in the state of South Dakota to 
Chicago, Ill., Cudahy, Wis., Milwaukee, Wis., St. Paul, Minn., South 
St. Paul, Minn., Omaha, Neb., South Omaha, Neb., and Sioux City, 
Ta., shall be established named and specific amounts on or before 
July 25, 1923, in conformity with the bases prescribed in said report 
and order of February 13, 1923, upon notice to this commission and 
to the general public by not less than 30 days’ filing and posting 
in the manner prescribed in section 6 of the interstate commerce 
act, and shall be thereafter so maintaiped. 


The Commission bas amended its order in No. 12907, Ati 
zona Cattle Growers Association vs. Atchison, Topeka & Santa 
Fe et al. dated February 23, 1923, as amended April 12, 1923, so 
as to add the following to the third paragraph: F 

“Provided the Southern Pacific Company and the Atchison, 
Topeka & Santa Fe Railway Company shall be entitled to their 
maximum hauls on the traffic here involved from points on their 
respective lines in Arizona to points in Nevada and Utah west of 


Ogden, Utah, in instances where the distances are less than via 
Daggett or Colton, Calif., through Ogden.” 





STORE RELEASED RATES 

The Commission has grouped applications of carriers in 
Southern Classification territory in which they have asked for 
released rates on store in accordance with Section 20, for hear 
ing at Atlanta, May 22, before Examiner J. O. Cassidy. The 
applications seek authority to establish rates on stone, of 
kinds, other than those used for road making purposes, grad 
according to the value of the material to be shipped. The 4P 
plication listed for consideration at that hearing occupy 41 tyPe 
written pages. 
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HE price of a railroad ticket or 
the charge for carrying a ship- 
ment of freight, as fixed by the In- 
terstate Commerce Commission after 
public inquiry, is very largely deter- 
mined by the cost of materials used 
in railroad operation and the rates 
for wages decreed by the United 
States Labor Board. 


A constantly growing item of 
transportation cost is taxes. The 
railroads last year paid more than 
$300,000,000 in taxes. New York 
Central Lines paid $31,121,832, or 
$85,265 a day, as compared with 
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5 Who Pays 
* Railroad Taxes? 


$9,681,378, or $26,524 a day, in 


1910. 
These public taxes are as much 


: a part of the cost of transportation 


as the coal burned in the locomo- 
tives, and they are spread over all 
passenger and freight rates paid by 
travelers and shippers. 


Senator Borah of Idaho, in a 
recent speech in the Senate, said: 
It will be very difficult to re- 
duce freight rates if we continue 
in this country to increase taxes 
upon the railroads as we have 

for the last four years. 


i 
The New York Central Railroad Company for some years has 
paid annual dividends of $5 on each $100 share of stock. For every 
$5 in dividends the company is now paying $7.50 in taxes. 





NEW YORK CENTRAL LINES 


BOSTON & ALBANY~MICHIGAN CENTRAL~BIG FOUR ~ PITTSBURGH & LAKE ERIE 
AND THE NEW YORK CENTRAL AND SUBSIDIARY LINES 


1959 
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PENNSYLVANIA HOLDS OUT 


Final refusal of the Pennsylvania Railroad to abide by a 
Mecision of the Railroad Labor Board was announced April 27 
after an all-day conference between Officials of the road and 
Chairman Hooper of the board. The Pennsylvania presented 
a letter setting forth its reasons for refusing to hold an elec- 
tion to determine what the board considered the proper rep 
resentatives of their shopmen as ordered by the board. It is 
now expected that the board will issue a decision censuring the 
Pennsylvania for its action, the Supreme Court having dis- 
solved the injunction which the Pennsylvania had obtained to 
prevent the board from so doing. 

In setting forth reasons for the action, President Rea of 
the Pennsylvania contended that conditions had changed since 
the board rendered its decision and that the authority of Sys- 
tem Federation No. 90 had been repudiated by the majority of 
Pennsylvania shopmen who remained at work when the fed- 
eration ordered a strike last July; further, the management 
of the road had submitted to the committee of the Pennsyl- 
vania’s shopmen’s organization the question as to who should 
represent them and the decision of the employes’ committee 
had been that they would not be represented by Federation 
90, but would continue the present representation. The road, 
therefore, decided to ignore the board’s decision. 

The contention of the board is that the present organiza- 
tion of Pennsylvania employes is not representative and that 
the management should hold an election among all its shop 
employes to determine whether or not the federation should 
represent them and not submit the question simply to the 
committee of the Pennsylvania’s organization. 


In a statement following the conference, Chairman Hooper 
said: 


From the standpoint of the public the attitude of the Pennsylvania 
is extremely regrettable. The radical labor leader is no worse enemy 
of domestic peace than the radical industrial leader. In the man- 
agement’s election, only 3,480 men voted for the company’s com- 
mittee out of a total eligible vote 33,104. In the letter handed to 
the board, it is claimed that the management has submitted this 
question to its employees. This is a misleading statement. It sub- 
mitted the matter only to the committee representing the organiza- 
tion which the management set up by the election declared illegal 
by the board’s decision. 

The fact that there has been a shop strike on the road since 
the decision of the board was issued is all to the advantage of the 
road. Certainly, after the carrier has had all this extended time in 
which to crush the organization, it should not now be afraid to go 
to a vote. The denial of common, old-fashioned fair dealing to em- 
ployes will never get us anywhere in this country. 


SHOP STRIKE INJUNCTION 


With legal opposition from the unions withdrawn, evidence 
is being presented before Judge James H. Wilkerson, in federal 
court at Chicago, in an attempt ‘by the Attorney-General to have 
made permanent the famous “Daugherty injunction,” granted to 
restrain the unions from interference with interstate commerce 
in the shopmen’s strike last September. 

Attorneys representing the unions appeared before Judge 
Wilkerson May 1, and announced their withdrawal. They said 
that further opposition would only mean additional expense and 
that, as the strike has been settled, the conspiracy alleged could 
not exist at present. They had been instructed by B. M. Jewell, 
head of the shop unions, to withdraw. 

Assistants to the Attorney-General, however, proceeded with 
the presentation of a mass of evidence to show the necessity for 
making the injunction permanent. Among their first witnesses 
were a number of U. S. marshals and deputies who testified to 
acts of violence and sabotage and the interruption of traffic. Ex- 
tracts from official orders and communications of the unions were 
also presented to show how serious the interruption had been. 

Testimony was presented to show that the cost to the De- 
partment of Justice for the hire and expenses of extra marshals 
had been $1,922,639.45. The postal department presented a state- 
ment showing that some 200,000 people in small towns had 
often been without mail for periods of twenty-four hours as a 
result of the strike and that 1,100 mail trains had been discon- 
tinued. Officials of the Santa Fe testified that the strike had 
cost the Santa Fe $3,362,168.70 out of hand, while officials for 
the Chicago & Northwestern testified that the similar costs to 
it had been $3,725,131.85. Only such items were included in 
these figures, it was stated, as could be traced directly to opera- 
tions made necessary as a result of the strike. Claims for 
damages were not included. 

Representative of the Attorney-General have said that they 
will present a digest showing, as nearly as possible, the entire 
cost of the strike. 


WAGE INCREASE ASKED 


A petition for an increase in wages of 10 to 15 cents an 
hour by 50,000 teamsters, chauffeurs, stablemen and helpers 
employed by the American Railway Express Company in New 
York, Jersey City, Boston, Cleveland, St. Louis, Cincinnati, 
Philadelphia, and other points, was entered with the Railroad 
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Labor Board April 27, which, if granted, will mean additions to 
the carrier’s payrolls of more than $16,000,000 annually. 

The petition was filed by Daniel Tobin, General President 
of the Brotherhood of Express Teamsters, Chauffeurs, Stable- 
men and Helpers. It follows a petition for a similar increase 
which, was submitted several weeks ago by the 3,200 members 
of the Chicago unit, which is known as the Brotherhood of 
Railway Express Drivers, Chauffeurs and Conductors. This lat- 
ter petition has been considered by the board and a decision 
is expected shortly. 


CLERKS WANT INCREASE 
In a petition presented to the Labor Board, May 4, unions 
representing more than 1,600 clerks on the Boston & Albany 
requested the ‘establishment of rates in pay substantially the 
same as those authorized in Decision No. 2 of the board, July, 
1921, which will amount to approximately a 20 per cent increase, 





SANTA FE INCREASES WAGES 


Increased pay rates for maintenance of way men and shop 
laborers on the Santa Fe lines are embodied in an agreement 
filed with the Labor Board between the Santa Fe and the shop 
and maintenance of way unions. The increases range from 
one-half to one cent an hour for shop and track laborers to 
two and two and one-half cents an hour for section and con- 
struction foremen. The rates are to be effective as of May 1, 
1923, and to remain in effect until May 1, 1924. 


LABOR BOARD APPOINTMENTS 


The three vacancies on the Railroad Labor Board will be 
filled this week, it was~stated officially at the White House 
May 1. 


RAIL WAGES AND LIVING COSTS 


The Bureau of Railway Economics has prepared the follow- 
ing table giving a comparison of railway employe earnings, 
class I carriers, with the cost of living, the compilations being 
based on reports of the Interstate Commerce Commission and 
the Department of Labor: 


Average for fiscal year 1915—100 
Compensation (excluding officers) 


Annual Hourly 
7. Actual Relative Actual Relative 
Fiscal year— 
1915 wal: are kaon we aielal ean eae $ 810.52 100 $0.261 100 
ES er ee 831.02 103 -267 102 
Calendar year— 
Be ects oewss . sitahie: a Sane: ae a eee 868.46 107 276 106 
0, ire "eral ata Sinhane: oie ate" ara Srener ow o-eanie 981.16 121 313 120 
CY nih ektual'e Cusine cl yeas twas 1,398.88 173 463 177 
WOE “Gaisbe Vis dieel caw sone us veces 1,461.42 180 557 213 
_ ea ae ere 1,793.71 221 667 256 
1st mmrter,. TSAO... o.0s:0040 e001 1,582.55 195 588 225 
2nd — SS Sere 1,794.04 221 664 254 
Sra. Guiarter, 1920.00. .scscccccecs 1,914.46 236 699 268 
4th Quarter, .1920....::...<% p+» 1,869.00 231 711 272 
ist Marter, 1921... ..ccccccseces 1,779.09 219 -709 272 
2nd pnt Se TARAS ie een Ces 1,751.81 216 .696 267 
PUY, TBEL ccceccoccecesccacesece 1,511.90 187 631 242 
August, IGF .n.ccvcccccevecseccs 1,565.97 193 621 238 
September, 1921 ...........-.005 1,554.28 192 625 239 
SS. ee eee 1,565.92 193 .622 238 
November, 1921 ........+--eseeee 1,551.25 191 .630 241 
December, WS . occ cieccesvases 1,514.06 187 .630 241 
BMUATY,. 1988 ...ccsccscevcceiees 1,522.70 188 635 242 
a. eee 1,603.20 198 649 249 
WEATCH, TORS occdveccivsactesscsecs »592.78 197 628 241 
EE OEE 6.0.c/c:0 sig seosnveese vee 1,533.91 189 629 241 
NG BEE Onncc-o.d:0i0'eb- ore saline ne come 1,535.08 189 620 238 
DUNE, 1923 ..ccccvcccvccccsecces 1,577.26 195 621 238 
SUG; TGSS . cw cccvcsvccccvcvcscvce 1,516.63 187 595 28 
Mramust, TOSS 2. cccccccccccceceve 1,629.30 201 590 226 
September, 1922 .......c-e+ sees 1,668.49 206 606 232 
Ootober, 19BZ ..c.vcsccscsccesece 1,638.48 202 603 231 
ee a : err 1,635.85 202 614 238 
December, 1922 ......cceccorsecve 1,600.53 197 420 23 
Fanttary, WAS oiccccscssivceceer 1,624.01 200 615 236 
t of Living Cost of Living 
Month ~ Relative Month R lative 
ES Pen re e SO) I ED cock vc ccdctccconwe st 
BE Ad addeandnrnceeds eS n° peeeepeeeereenees 175.1 
Oe eres ok fe SS eo 3 
ie) eee ee 138.3 |  o Seer 162.0 
inline ee "ta ——)  eeegeqereerererers 1630 
ee eee ee 172.1 0 EO Cee eis 
oS ae 193.5 ore 1646 
FARO TSEO o.c.c0. 0-0 0:000w tea caes 210.2 WE TEE osc cacecececscces . 


ROCK ISLAND ABANDONMENT 

The Chicago, Rock Island & Pacific Railway Company - 
applied to the Commission for authority to abandon its a 
from Guthrie to Chandler, Okla., the total length of the a 
being 34.2 miles. The company said all points on the , “ 
were served by other carriers and that the line was beins vd 
erated at a heavy loss. The annual loss from operation be 
$89,000 in 1919, $109,000 in 1920, and 101,000 in 1921, the co 
pany said. 
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Oregon Transfer Co. 


ESTABLISHED 1868 


The experience of over half a 


century in the Warehouse and 
Transfer business in Portland has 
taught us that satisfactory service 
makes satisfied customers. 


Let us show you how to re- 


duce your overhead and increase 
your profits. 


Four warehouses, 255,000 sq. 


ft. floor space, make it possible for 
us to take care of your business 
in a creditable manner. 


No switching charge on C. 


L. shipments. 


Our Slogan: Satisfactory Service 


Makes Satisfied Customers 


Oregon Transfer Co. 


474 Glisan Street, Portland, Ore. 
Chicage Office: 123 West Madison Street 


Joint Services with Pine. 
Hamburg - American Line 
are YORK TO Le aah 
*MOUNT CARROLL.....May10 +#BAYE 


+tHANSA .»-May 17 MOUNT. CLAY 
*MOUNT ‘CLINTON. .+..May 24 RESOLUTE 
$RELIANCE ...........May 
*3rd Class Passengers.. ¢ Cabin and 3rd Class Passengers. 
t Ist, 2nd and 3rd Class Passengers. 
BOSTON TO BREMEN AND HAMBURG 

KERMIT (via Baltimore and Norfolk)...............s.: .-May 14 
HESSEN (via Baltimore and Norfolk)..... anion ai Sich invealacadareie 

PHILADELPHIA TO BREMEN AND HAMBURG 
FURST BULOW (via Baltimore and Norfolk 
EMDEN (via Baltimore and Norfolk) 
BRASILIA (via Baltimore and Norfolk) 

BALTIMORE TO BREMEN AND "HAMBURG 

FURST BULOW (via Norfolk) 
KERMIT (via Norfolk) 
EMDEN (via Norfolk) 
HESSEN (via Norfolk) 
BRASILIA (via Norfolk) 


HESSEN 
BRASILIA .. 

NEW ORLEANS TO BREMEN AND HAMBURG 
SACHSENWALD 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 
CHICAGO, 327 South La Salle Street.........Phone Wabash 4891 


BRANCH OFFICE: «= Ogee Casualty Tower Bldg. 
NT 


American-Hawaiian 8. 8. Co., Bourse Bldg. 


Richard Meyer Co. 
NORPGGR, 22 cscccccescs Lee sciielewipele Mae celae Harriss, Magill 


AMERICAN-HAWAIIAN 8.8. Co. 


Intercoastal Services 


To Los Angeles, San Francisco, Portland, 
Seattle and Tacoma 


NEW YORK—WEEKLY 
CALIFORNIAN 
PENNSYLVANIAN 
KENTUCKIAN .... 


BOSTON—WEEKLY 


CALIFORNIAN .......May 5 
PENNSYLVANIAN ....May 12 

KIAN ..... -»»-May 19 
coeeeeeMay 26 


@eeeeees 


PHILADELPHIA 
eT a ae 


OREGONIAN 


BALTIMORE 
MONTICELLO 


HAWAIIAN 
OREGONIAN 

SAVANNAH 
IPSWICH 


MOBILE 


SUDBURY ............May 10 SUDBURY 
IPSWICH ...... -- June 12 IPSWICH June 18 


Through bills of lading, via Los Angeles to San Diego, via San 
Francisco to Oakland, Stockton, Sacramento, Cal.; and to Hono- 
lulu, Hilo, Kahului and Port Allen, Hawaiian Islands. 


NEW ORLEANS 


General Offices: 8 BRIDGE ST., New York 


BRANCH OFFICES: 

BOSTON.....40 eet Street PITTSBURGH......Oliver Bldg. 

CLEVELAND.. 242 The Arcade ROCHESTER...Commerce Bldg. 
PHILADELPHIA -Bourse Bldg. 

AGENTS: 

BALTIMORE...... a ~~ = poe swsvarente # sonar os 
CHARLESTON 
cate eoceee UU 


ENG. ccveslasasectess Richa 
GAVANNAM.........0c0000. vesccccccceeeesMe J. Hogan & Co. 


GENERAL PACIFIC COAST AGENTS: 
Williams, Dimond & Co., 310 Sansome St., San Francisco 
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PRICE OF CANADIAN COAL 


The Trafic World Ottawa Bureau 


M. J. Butler, formerly Deputy Minister of Railways, states 
that Alberta coal of the best quality can be sold at retail in 
Toronto at $9 a ton, allowing $1.50 to cover profit and delivery. 
He based this statement, which was made to a committee of 
the House of Commons, on direct shipment of the coal in heavy 
trains from the Alberta mines to the point of destination. He 
assumed an average earning to the railways of $5 per train- 
mile and allowed $1.65 per ton for water handling. It was 
intimated that special railway equipment would be necessary, 
and Mr. Butler instanced the case of the Virginian Railway 
and the Norfolk & Western Railway, which were moving train- 
loads of coal containing from 8,000 to 10,000 tons. 

In view of the campaign now being carried on for the cheap 
transportation of coal from Alberta to the province of Ontario, 
President Thornton, of the Canadian National, has issued a 
statement emphasizing the fact that, should it be found possible 
to adjust freight rates so as to transport this coal at a price 
to compete with American mines, the mine operators of the 
western provinces and the distributors of Ontario must be 
prepared to shoulder their share of the burden and not try to 
profit unduly by the arrangement. While he would not make 
any definite promise, he said it was possible that coal could be 
brought from Alberta at a price that would practically elimi- 
nate the American mining interests. “We cannot and will not 
undertake to handle the business at a loss,” he said. 


COAL PRODUCTION REPORT 


“The present estimate of the total soft coal raised during 
the week April 16-21, including coal coked, local sales, and 
mine fuel, is 10,244,000 net tons, which is 157,000 tons less than 
in the week preceding,” the Geological Survey says in its cur- 
rent coal report, which, in part, follows: 


It is, however, nearly three times the output in the corresponding 
week of a year ago, which was marked by the low point of produc- 
tion during the great strike. Preliminary reports of cars loaded in 
the present week (April 23-28) show a slight increase in the rate of 
production during the early days of the week, and it is probable that 
the total output will be between 10,300,000 and 10,400,000 tons. 

The rate of production of anthracite in the third week of April 
was the same as in the second week. The total output in the week 
ended April 21, including mine fuel, dredge and washery coal, and 
sales to local trade, is estimated at 2,065,000 net tons. 

The cumulative output during the present calendar vear to April 
21 stands at 31,602,000 net tons, an increase of 9,804,000 tons, or 45 
per cent, over the production in the corresponding period of 1922. 

The all-rail movement of coal to New England and Eastern New 
York in the week ended April 21, as reported by the American Railway 
Association, included 4,151 cars of bituminous coal] and 2,861 cars of 
anthracite forwarded through the six principal gateways over Hudson 
River and through Rouses Point. These figures mark a large increase 
in shipments of soft coal and a decrease in anthracite tonnage, com- 
pared with the week preceding. They are far larger than in the 
corresponding week a year ago when shipments to New England were 
reduced to small amounts by the great strike. 

According to the Ore and Coal Exchange, bituminous coal loaded 
into vessels at Lake Erie piers in the week ended April 22 totaled 
244,654 net tons and comprised 234,904 tons of cargo coal and 9,750 
tons of vessel fuel. es 

Cumulative loading from the beginning of the present season to 
April 22 stand at 665,267 tons. ; 

Cargo Vessel fuel Total 
Net tons Net tons Net tons 
123,217 5,206 "128,423 
210,164 6,845 217,009 
234,904 9,750 244,654 


Week ended April 8%, 1923.............. 
Week ended April 15, 1923.............. 
Week ended April 22, 1923.............. 

638,411 665,267 


Season to April 22, 1923............. 26,856 

Soft coal dumped into vessels at Hamvton Roads piers in the week 
ended April 21 decreased to 319,409 net tons from 414,421 tons dumped 
in the week preceding. Both cargo and bunker coal to all destina- 
tions showed decreases and the total tonnage for the week was less 
than in any week since the end of January. 


CANADIAN CAR SHORTAGE 


The Trafic World Ottawa Bureau 


According to figures prepared by the Railway Association 
of Canada, there is still an adverse balance of 30,852 railway 
freight cars, but with the coming of spring the problem has 
become less serious. Canadian cars held on railways in the 
United States are being sent back and American coal cars are 
quickly being transported southward. The shortage of freight 
cars was felt keenly in Canada last winter, the chief sufferers 
being the lumber merchants of the maritime provinces. The 
balance of cars against Canada was so high that repeated pro- 
tests were made to Washington. C. P. Riddell, secretary to 
the Railway Association, now states that the shortage was 
probably a blessing in disguise, as there would: have been 
unprecedented congestion on the New England roads. The 
embargoes, together with the unusually heavy amount of snow 
on the lines, would have militated against any free traffic and 
the result would have been something approaching chaos. Mr. 
Riddell points out the tendency of railway freight traffic is to 
work southward, and that, therefore, there is naturally an 
adverse balance of freight cars for Canada at the most normal 
of times. The past season, however, was extremely hard on 
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certain Canadian manufacturers, especially in the East. The 
small lumber merchants of the maritime provinces suffered 
most. Many who ran their plants with small capital were in 
severe straits last winter, and only the recent arrival of Cana- 
dian freight cars from the United States has saved the situation, 


CAR SURPLUS AND SHORTAGE 


The average daily shortage of freight cars took another 
drop in the period April 15-23, the total having been 44,299 
cars, as against 48,584-in the preeeding period, according to 
the American Railway Association. The surplus totaled 11,062 
cars, aS against..14,241 cars in the- Canadian 
roads reported a shortage of 2,600 cars. 

The shortage was made up as follows: Box, 18,165; ven- 
tilated box, 2; auto and furniture, 1,182; total box, 19,349; fiat, 
3,063; gondola, 9,025; hopper, 11,700; all coal, 20,725; coke, 154; 
S. D. stock, 192; D. D. stock, 69; refrigerator, 400; tank, 276; 
miscellaneous, 71 total, 44,299. 

The surplus was made up as follows: Box, 4,028; ventilated 
box, 18; auto and furniture, 25; total box, 4,071; flat, 222. 
gondola, 1,870; hopper, 712; all coal, 2,582; coke, 35, S. D. 
stock, 1,472; D. D. stock, 59; refrigerator, 2,203; miscellaneous, 
418; total, 11,062. 

The Canadian roads reported a shortage of 2,600 cars, made 
up of 2,000 box, 400 flat, and 200 gondola cars. 


HEAVY CARS FOR GERMAN RAILWAYS 


Consul E. Verne Richardson, Berlin, reports that fifty-ton 
cars are being considered for use, where possible, on the Ger- 
man State Railways. These cars, if adopted, are expected to 
increase efficiency and decrease costs of operation. Experiments 
are being made with coupling devices and bearings. The screw 
couplers now in use on the 10-15 ton cars are said to be un- 
satisfactory. 


A. R. A. DISTRICT MANAGER 
M. J. Gormley, chairman of the car service division of the 
American Railway Association, has announced the appointment 
of R. W. Edwards, formerly superintendent of car service of the 
M. K. & T. lines, as district manager of the car service division, 
with headquarters at Toledo, O., effective May 1. Mr. Edwards 
will have the authority of the car service division in the fol- 


. lowing territory: 


Michigan—Lower peninsula. 


Indiana—North of line from Michigan City through Wanatah, Fort 
Wayne and Decatur, Ind. 


Ohio—North line from Decatur, Ind., through Mansfield and Cort- 
land, O., including cities named. 
Pennsylvania, New York—North line from Cortland, O., through 


Meadville to Jamestown, to Buffalo and Niagara Falls, including 
cities named 


Ontario—West line from Toronto to southern end of Georgian Bay. 


BOX CARS TO THE WEST 


Officials of the car service division of the American Railway 
Association said this week that, in the face of the largest load- 
ing for the period of the year involved, substantial progress 
was being made in the relocation of box cars. Under the order 
recently issued directing the movement of empty box cars to 
home roads in the West, the records show the following as 
to the delivery by eastern lines of western-owned empty box 
cars at Chicago: April 2-8, inclusive, 2,424 cars; April 9-15, 
3,308 cars; April 16-22, 3,026 cars, and April 23-29, 5,757 cars. 
The latter figure represented an average delivery of 822 cars 
per day. The movement of empty box cars west was said to 
be the best since November, 1922, when deliveries at Chicago 
totaled 6,000 a week for a period of three weeks. 

A careful check of eastbound and westbound movements 
of empty and loaded box cars, it was said, showed that the 
tide of box cars was flowing definitely westbound at the present 
time. 


BAD ORDER CARS 


Bad order freight cars as of April 15 totaled 214,051, or 
9.4 per cent of the total on line, an increase of 7,739 cars over 
April 1, according to the car service division of the American 
Railway Association. Of the 214,051 cars, 157,409, or 6.9 per 
cent, were in need of heavy repairs. This was an increase of 
3,107 over April 1. Cars in need of light repairs increased 
4,632 over April 1. 


QUEBEC CENTRAL REVENUE 

The Quebec Central Railway for the year ended December 
31, 1922, shows a balance of $280,044 after expenses and 
charges, as compared with $313,223 in the previous year. Gross 
revenues amounted to $2,770,686; compared with $2,838,926. 
Operating expenses were lower in 1922 and thus operating 
revenue last. year amounted to $570,741, as compared with 
$540,909 in 1921. 


Give Our Railroads ws Chance 
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Great Lakes Transit. Corporation 


General Office: Great-Lahes Transit Corporation Bullting, 273 Erie St, Buttale; N.Y: 
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W, J. CONNE " SHERM AN'J. SEXTON, 
Board Buffalo, N.Y. 
Dutiale, ‘ R. M. RUSS! 
J.C. EVANS, President, Pande a 
uffalo, Buffalo, N. Y. 
Ww. J. CONNERS, Jr. 
-J..CONK J. F. CONDON, 
Buffale N.Y. Geneeal Peseage Aovet, 
J. E. DEASY w.R RO lon 
Viee-President, |. “nT 
J. F. TREBLE, 
EC. ANDREWS, . Freight Claim A 
ite, N.Y. F. A. STANLEY —_— 
Buf ¥* ’ .C. WILLI 
1s Freight Traffic Manager, be Pathe Manager and 
rea nt. Buffalo, N.Y. General Western A: 


FREIGHT SERVICE 


Rates Restored for the Season of 


1923 


New and fast service on Lake Michigan to and from 
the Ports of Chicago and Milwaukee in addition to the 
famed service via Lake Superior. 


Twenty-four (24) modern steamers, fully equipped for 
handling package freight east and westbound comprise 
the finest and swiftest fresh water fleet in the world. 


Package freight capacity Refrigerator freight ca- 
over two million tons. pacity about forty thou- 
sand tons. 


Through rates are in effect between the Atlantic Sea- 
board, Eastern Basing points, also Lake Ports; and 
Western and Northwestern points, including Chicago, IIl.; 
Milwaukee, Wis.; St. Louis, Mo.; Duluth, Minn.; Minne- 
apolis, St. Paul and points beyond. 


Through rates are also in effect from Youngstown, 0O.; 
Pittsburgh, Pa.; Wheeling, W. Va.; Canton and Akron, O., 
and points in the same general territory to Duluth, St. 
Paul and related points. 


Under arrangements with connecting rail lines this Cor- 
poration maintains a service via rail-and-lake between 
Eastern points and territory in the West, Southwest and 
Northwest, including Pacific Coast. 


INFORMATION FURNISHED SHIPPERS OR RE- 
CEIVERS ON APPLICATION WILL DISCLOSE A CON- 
SIDERABLE SAVING IN RATES AS COMPARED 
WITH ALL-RAIL. 


In order to secure the benefit of our unexcelled rail-and- 
lake service, combined with the saving in rates, shippers 
should mark their bills of lading plainly, “care Great 
Lakes Transit Corporation.” 


Address F. A. Stanley, Freight Traffic Manager, Great 
Lakes Transit Corporation Building, 223 Erie St., Buffalo, 
N. Y., or any of the agents mentioned below. 

AGENCIES 
Boston, Mass.—539 Old South Building. Milwaukee, Wis.—19 West Water St. 
Buftaio, ‘N.Y. Grost 4 ranait Minneapoils, Minne— 1120 Metropolitan 
Oe a, Meagher, General Agent. = 'W. J. Malte, General Agent. 
Chicago, iim 288 Hast North Water Bt. New York, N. W299. Broaden 





4 % ding). 
Cleveland, 0.—Lake Front, Foot Ninth W. B. Rid General t. 
Street, 'N. W. e Philadelphia, Par-403 The Bowes. 


M. 8S. Mead, General Agent. 
Detroit, Mich.—Foot of Cass Street. 
. Bourke, General Agent. 
Duluth, Minn.—Palladio Buil q 

pe 
Erle, Pa.—Foot of Holland Street. 


a , General Agent. 
Pittsburgh, .Pa.—1826 Oliver Building. 
L. B. Williams, Agent. 

St. Paul, Minn.—315 Pioneer Building. 
Cc. R eral Agent. 

Sault Ste. Marie, Mich.—Kemp’s Dock. 
R. C. Kline, Agen 

Washington, D. C.—326 Mills Building. 
L, Agnew Myers, Agent. 


Cruise the Great Lakes this summer on the 
Great Lakes Transit Corporation 
Steel Steamers 


TIONESTA 


Orchestra 


JUNIATA 
“The World’s Finest Cruise’’ 


Ask Anyone Who Has Made the Trip 


OCTORARA 


Dancing 


The Port of Houston 





Below is a list of reliable steamship services established to 
connect Houston with Europe, North and South America, 
West Indies and Coastwise Ports: 


Daniel Ripley & Co., to Hamburg, Bremen, Antwerp, Rot- 
terdam, Genoa, Venice, Trieste, Barcelona and Le Havre. 


Harrison Line to Liverpool. 
Leyland Line to Liverpool. 
Southern Steamship Co., between Houston and Philadelphia. 


— Line to Cuba, Porto Rico and other West Indies 
orts. 


ae Caribbean & Gulf Line to United States Pacific 
orts. 


Nervion Line to Barcelona and Genoa. 
S. Sgiteovich & Co., to Liverpool and Manchester. 


Texas Transport & Terminal Co., to Italy, France, Ger- 
many and Japanese Ports. 


Wilkins & Biehl to Danish Ports and Germany. 
Castle Line to Germany and France. 


Lone Star Steamship Co., to Cuba, Porto Rico and other 
West Indies Ports. 


Stinnes Line to Germany. 

Lallier Steamship Co., to German and Swedish Ports. 
Sipsey Barge & Towing Co., to New Orleans and Mobile. 
Intercoastal S/S Service to Corpus Christi. 


Houston Oil & Terminal Co., bunker oil from Gulf and 
Mexican Ports. 


Sinclair Navigation Co., to Mexico, North Atlantic and 
European Ports. 


+ ong Navigation Co., to North Atlantic and European 
orts. 


Gulf Refining Co., to Mexico and North Atlantic Ports. 


Standard Oil Company to Mexico, North Atlantic and 
European Ports. 


Mr. Traffic Man, does not your business cover some of 
these routes? 


For further information ask 


DIRECTOR OF THE PORT 


Court House Houston, Texas 
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HANDLING OF TRAFFIC 


The Trafic World Washington Bureau 


Proof that the railroads are efficiently handling the greatest 
volume of traffic in their history for the period of the year 
involved is seen by officials of the car service division of the 
American Railway Association in the current loading, shortage 
and car movement figures. 

In the week ended April 21 revenue freight loading totaled 
957,743 cars—the greatest number of cars loaded for the period 
of the year involved. In the period April 15-23, inclusive, the 
average daily shortage of freight cars was reported as 44,299, 
a decrease of over 4,000, as compared with the period April 7-14. 

In September, October and November of 1922, when weekly 
loadings were 900,000 cars and more, the average daily shortage 
ran from 85,000 to 179,000 cars. Similarly in 1920, when the 
weekly loading was 900,000 cars and in excess thereof, the av- 
erage daily shortage varied, for example, from 108,000 cars in 
July to 75,000 in October. 

Officials point out that while loading is in excess of the 
900,000 mark, the average daily shortage is running almost less 
than half of the shortages in other periods when the loading 
was 900,000 and above. The reduction is attributed to more 
efficient handling of traffic and more intensive use of available 
equipment. 

On April 25 the railroads moved 944,923 cars, an increase 
of 4,783 over April 18, the latter having been the largest move- 
ment on any day since October 28, 1920, when the movement 
was within seven-tenths of 1 per cent of the largest number of 
cars moved by the railroads in any 24-hour period. This in- 
creased movement of cars is also credited with being a factor 
in the cause for the decrease in the shortage of cars. 


OPERATING STATISTICS 


Net ton-miles of class I roads totaled 32,616,000,000 in Feb- 
ruary as against 28,541,000,000 in February, 1922, according to 
operating statistics compiled by the Commission’s bureau of 
statistics from reports representing 176 roads, exclusive of 
switching and terminal companies. 

Loaded car-miles totaled 1,155,677,000, as against 1,006,480,- 
000 in February, 1922, and empty car-miles totaled. 548,279,000 
as against 564,813,000 in February, 1922. 

The per cent of loaded car-miles was 67.8 as against 64.1 in 
February, 1922. 

The number of cars owned was 2,311,736 as against 2,322,- 
290 in February, 1922. 

The per cent unserviceable of total locomotives was 25.1 
as against 24.1 in February, 1922. 

The per cent unserviceable of total cars on line was 8.8 
as against 14 in February, 1922. 

Car-miles per car-day averaged 24.8 as against 23.2 in Feb- 
ruary, 1922. Net ton-miles per car-day averaged 474 as against 
420 in February, 1922. Net tons per loaded car averaged 28.2 as 
against 28.3 in February, 1922. 

Net tons of coal consumed in freight road service totaled 
7,624,348 as against 6,099,315 in February, 1922. These figures 
include the equivalent coal tonnage for fuel oil consumed. 

Net tons of coal consumed in passenger road service 
totaled 2,722,638 as against 2,468,819 in February, 1922. These 
figures include the equivalent coal tonnage for fuel oil con- 
sumed. 


REVENUE FREIGHT LOADING 


The railroads loaded 957,743 cars of revenue freight in the 
week ended April 21 and established another record for the 
period of the year involved, according to the weekly report of 
the car service division of the American Railway Association. 
This was an increase of 10,984 cars over the preceding week. 
Loadings in the corresponding weeks of 1922 and 1921 totaled 
706,137 and 704,632 cars, respectively. 

Loading of forest products totaled 80,140 cars in the week 
ended April 21—the highest loading of that commodity of 
record. Loading of coke, ore and live stock approached record 
levels. The totals for these commodities were 16,010, 19,903 and 
33,317 cars, respectively. 

The week ended April 21 was the sixth consecutive week 
in which loading exceeded the estimates submitted by the 
car service division to the meeting of the American Railway 
Association in New York April 5. 

Loading by districts in the week ended April 21 and in the 
corresponding week of 1922 was as follows: 


BHastern district: Grain and grain products, 6,440 and 6,729; 
live stock, 2,927 and 2,786; coal, 56,133 and 6,309; coke, 4,369 and 
1,170; forest products, 6,348 and 4,734; ore, 3,944 and 1,100; mer- 
chandise, aa Gy: ,926 and 67,179; miscellaneous, 98,066 and 
78,993: total, 1923, 242,153; 1922, 164,000; 1921, 174,499. 

pr gy ! district: Grain and grain products, 2,154 and 1,892; 
live stock, 2,667 and 2,298; coal, 54,065 and 11,434; coke, 7,474 and 
4,083; forest products, 3,920 and 2,674; ore, 6,679 and 2,368; 


mer- 
chandise L. C. L., 48,384 and 50,411; miscellaneous, 87,965 and 
62,030; total, 1923, 213,308; 1922, 137,190; 1921, 141,840. 

Pocahontas district: Grain and grain products, 242 and 186; 
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live stock, 83 and 92; coal, 23,906 and 22,594; coke, 602 and 243; 
forest products, 1,967 and 1,183; ore, 196 and 30; merchandise, L, 


Cc. L., 6,321. and 6,043; miscellaneous, 5,638 and 4,083; total, 1923, 
38,955; 1922, 34,454; 1921, 28,142. 


“and 


Southern distriet: .Grain and grain produ 3,838 and 2,807: 


live stock; 2,008 and 2,617>* coal, 2 


514; foreat Drodustty 783 and 18,061; ore, 1,890 and 685; mer- 
chandise, EL: °C. -Li5- and 37,451; miscellaneous, 46,056 ang” 
40,930; total, 1923,/°141;816; 1922, 118,079; 1921, 111,331. ; 


Northwestern district: Grain and grain products, 10,313 and 
8,484; live stock, 8,995 and 6,716; coal, 4,708 and 2,776; coke, 1,481 
and 1,273; forest products, 23,686 and 16,378; ore, 3,551 and 3,146: 
merchandise, L. C. L., 29,886 and 29,388; miscellaneous, 39,252 and 
28,814; total, 1923, 121,872; 1922, 96,975;.1921, 87,831. 

Central western district: Grain and grain products, 10,704 
and 9,522; live stock, 13,937 and 10,934; coal, 15,764 and 3,424; coke, 
496 and 170; forest products, 10,609 and 5,972; ore, 3,131 and 1,691; 
merchandise, L. C. L.,.35,142 and 34,232; miscellaneous, 52,094 and 
39,847; total, 1923, 141,877; -1922, 105,792; 1921, 103,523. 

Southwestern district: Grain and grain products, 4,434 and 
3,458; live stock, 2,700 and 3,125; coal, 4,055 and 1,213; coke, 143 
and 147; forest products, 8,827 and 6,512; ore, 512 and 608; mer- 
chandise, . (ee 696 and 14,384; miscellaneous, 22,895 and 
20,200; total, 1923, 58,262; 1922, 49,647; 1921, 57,466. 

Total all‘roads: Grain and grain products, 38,125 and 33,078: 
live stock, 33,317 and 27,968; coal, 179,762 and 63,364; coke, 16,010 
and 7,600; forest products, 80,140 and 55,514; ore, 19,903 and 9,628: 
merchandise, L. C. L., 238,520 and 239,088; miscellaneous, 351,966 
and 269,897; total, 1928, 957,743; 1922, 706,137; 1921, 704,632. 


Total car loading in the weeks ending March 8 to April 
21, inclusive, and the percentage of increase over 1922, follows: 


Week ending 1923 1922 Percentage 
SS Sa ere ee 917,896 793,115 15. 
I RU Gs clave <a dy asic) ab oc ttm pre! nseoon eel 905,219 20,88 10.3 
I, Sa ees es = See Ae nea eee 904,286 815,082 10.9 
CO Se ee ene eee ee Oo 917,036 837,241 9.5 
 » (Ulin s ia Soitie: Ms,» aay Scodx nine 36a ome 938,725 821,808 14.2 
April 1 RE Riad Sap Beer in i Bab gc 895,767 706,013 26.9 
MS laa: oiler cise. civ hig Sacaesg s-ohewiet 946,759 700,155 35.2 
NO (| sto so tials Soleo ae Hemera 957,743 706,137 35.6 


CAR SHORTAGE PREDICTED 


Milton W. Harrison, vice-president of the National Associa- 
tion of Owners of Railroad Securities, speaking at Brockton, 
Mass., this week before the Massachusetts Savings Bank Asso- 
ciation, voiced a warning against an impending car shortage 
and a transportation crisis more serious than that resulting from 
the strikes of last summer. 

Despite the fact that the railroads have promised to spend 
more than a billion dollars in additional equipment and in.- 
provement, Mr. Harrison said he was not sure that they would 
be able to handle the peak loads expected in the fall. He said: 


_. When we analyze the plan of performance as announced by the 
railroads, we see described large orders for equipment without any 
corresponding explanation as to the amount of equipment which is 
being retired. The problem of transporting to market the goods and 
the crops which are the accompaniment of the present rising tide 
of prosperity will not be solved by the strong roads acquiring addi- 
tional motive power and equipment without the weaker roads at 
the same time receiving their proper proportion. The line of trans- 
portation is not stronger than its weakest link. 


Discussing the financial outlook, Mr. Harrison said that 
railroad investment could not be, placed on a sounder basis as 
long as there was uncertainty with respect to transportation 
panics brought about by excessive governmental regulation and 
inadequate equipment. He continued: 


At the present time there are only 14 railroads out of 193 Class 
1 railroads the securities of which qualify under the New York law 
as legal investment for savings banks. 

The railroad transportation problem is unquestionably the great- 
est economic as well as political problem that the country has to 
solve in the next two years. If it remains unsolved by the end of 
next year, the temper of the people will be manifested at the polls. 
The only solution that the public desires and will permit is one along 
thoroughly sound lines. The nation’s people are fundamentally sound. 
The radical element is inconsequential. The farmer and the manu- 
facturer want efficiént- and economical railroad service more than 
they want lower rates. 

The great majority of people desire to keep the government out 
of the railroad business. Hence, the only conceivable solution to 
the problem, if the railroads are to remain under private opera- 
tion, is for the railroads. to come together in joint action and func- 
tion. That does not mean for them simply to hold meetings or to 
have ineffective group organization, but it means for them to func- 
tion together to the public. It means to establish the agency whereby 
they can function jointly to the public. 


ADEQUACY OF EQUIPMENT 
The Trafic World Washington Bureau 


The Commission has asked the railroads for additional data, 
in its inquiry, No. 14489, the investigation it has instituted into 
the matter of the adequacy of the supply of locomotives and 
freight cars owned or used by each common carrier in the 
continental United States, subject to the interstate commerce 
law. In a supplemental order in that case it has asked the 
carriers to make reports, not later than May 25, on the number 
of loads originated by the reporting carrier in the various kinds 
of equipment during the five business days between the gix- 
teenth and twenty-first of January, April, July and October, 1922. 
In some months the first of the five business days fell on the 
seventeenth and the fifth on the twenty-first day. In other 
months the first business day of the period for which the Com 
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Reduce Damage Claims 
by nailing your boxes and crates right. Use nails of the 
right size, spaced to suit the kind and thickness of 
used. Our pamphlet on nailing tells you how. It is free. 
Write for it. 
National Association of Box Manufacturers 
1553 Conway Building, Chicago 


We Bind The Traffic World 


In Best st Grade B Buckram fo for $2.25 Per Volume (26 Numbers) 
Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


314-322 West Superior Street, Chicago 


We 


BAD ORDER CARS cause the loss of many hard earned dollars 


to railroad a and shippers of grain, seed, food stuffs and 
package g 


MUCH OF THIS LOSS can be saved by the use of Kennedy 
Car Liners. These car liners practically condition a bad order car 
and enable shippers to load cars that otherwise would be rejected. 


KENNEDY SYSTEM of car liners prevent leakage in transit 
and afford sanitary protection to bulk shipments and food stuffs 
WE MAKE kennedy Car Liners for all cases of bad order cars, 
consisting of full Standard Liners, End Liners, Door Liners, Sanitary 
and Sand Liners. 


WILL YOU NOT give us an opportunity to submit full details of 
our system and the low cost of same? We are confident this would 
demonstrate to you the efficiency and money saving merits of our 
proposition. 


The Kennedy Car Liner & Bag Co., S#ELBYNILLE. 


Canadian Factory at Woodstock, Ont. 


WAREHOUSE 


Your Stocks With Us 


150,000 Sq. Ft. Space 


DENVER 


"Serves Two Million Population 





Send Pool Cars in our care for distribution. 
42 teams and trucks insures prompt service 
to customers and satisfaction to you. 
The Kennicott-Patterson Transfer Co. 
1700 Sixteenth St. DENVER, COLORADO 





TAYLOR 


Transfer and 


EDWARDS 


Storage Co. 


Members: 
American Warehousemen’s Asso. Central Warehousemen’s Club 


Merchandise Distributors 


DISTRIBUTION CARS POOL CARS 
Delivered, Forwarded or Stored. ee oe 
No Switching cg. on’ Carloads. Established 1905 

FIREPROOF STORAGE LOW INSURANCE 


SEATTLE, WASHINGTON 
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Distributing and Storing 


SPOKANE ™ 
TRANSFER & 


Since 1904 at Spaltann, Wash. 


MERCANTILE 


Storage & Warehouse Lompany 


MERCHANDISE 
DISTRIBUTION and WAREHOUSING 
WRITE US FOR RATES 


UMAHA 


BIRMINGHAM, ALA. 


In the Heart of the South 


Harris Transfer & Warehouse Co. 


Established 1880 
over 40 years of honorable service 


Distribution & Warehousing 
Unlimited Facilities 


Let us have your inquiries 
Offices, ground floor Chamber of Commerce Building 








SHIPSIDE TERMINALS 


Centrally located distributing warehouses for 
merchandise storage 


COMMERCIAL 


WAREHOUSES 


NEW ORLEANS 


‘“*MODERN WAREHOUSING SERVICE” 
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mission desires information fell on the sixteenth and the fifth 
on the twentieth. The order also requires, for the identical 
days, the number of loads received from connections, in the 
various kinds of equipment. 

In addition to the information about the loading, the Com- 
mission has asked for a report on the refrigerator cars owned 
or leased on December 31, 1922, the report to give the initials, 
numbers, date built, date rebuilt, and a report as to whether 
the car is suitable for fruits and vegetables, the material and 
thickness of floors, the material and thickness of sides, ends 
and roof, type of bunker construction, capacity of bunkers in 
cubic feet, whether bulkheads are insulated or not, whether 
the car is equipped with floor racks and how the floor racks 
are installed. 

The inquiries about the number, material and condition of 
the refrigerator cars are the only ones that may not be re- 
garded as obviously related or connected with the strike of 
the coal miners and the railroad shopmen. The inquiries 
about the amount of traffic handled in January, April, July 
and October, it is believed, will suggest to the railroads the 
thought that perhaps the Commission may be measuring the 
effect of the two strikes because the statistics about car loading 
in January and April will be to show figures of traffic before 
either strike got well under way; those for July will show the 
effect of the strike of miners begun on April 1 and the begin- 
ning of the effect of the strike of the shopmen begun on July 
1. The figures for October will show the condition of traffic 
after the settlement in full of the strike of the miners, and 
the partial settlement of the strike of the shopmen which, 
technically, is still going on on the roads that have thus far 
refused to settle. 

No announcement as to the reason or reasons for asking 
for the figures pertaining to the five-day period in each of the 
months covered by the additional questionnaire was made by 
the Commission. It or they may appear when the Commission 
makes its report on the matter. 


WAGE STATISTICS 


The Commission’s wage statistics for February show that 
the number of employes reported by class I steam roads for 
the month of February, 1923, was 1,783,555, an increase of 
4,039, or 0.2 per cent, as compared with the returns for January, 
1923. The total compensation was $230,416,541, a decrease of 
$19,635,245, or 7.9 per cent. This decrease in compensation, 
notwithstanding the increase in employment, is explained by 
+ na — that February had only 23 working days, while January 

a , 
Compared with the previous month, the increase or de- 


crease (D) in the number of employes, by groups, was as 
follows: 


Executives, officials, and staff assistants............eeeeeeeeeees 64 
Professional, clerical, and memeral......ccccsccccciscsescesssccece D 298 
Maintenance of way and Structures.......... cece ecescceceeecs D 156 
Maintenance of equipment and StOres...........sseeeceeeee eee 
Transportation (other than train, engine, and yard)............. 1 

Transportation (yardmasters, switch tenders, and hostlers).... 169 
Transportation (train and engine service) D 


Net increase 


COPE OHHH RHEE HEHEHE HEHEHE HEHEHE HHO E HED 


A comparison of the number of employes and their com- 
pensation, by months, follows: 


CLASS I STEAM ROADS 


Number of Total 

Month employes compensation 
TENT 02 9 ial «Sain op ae tisib thbee so artln ae 1,545,040 $194,523,427 
EG, EET’ | adi hap bWCEG Nak sine oAPiadla Gn h.c ces 1,570,158 216,704,408 
spain udm osce cn Hebe CREE OME abenens 1,578,133 203,413,071 
RE SS reer prea anSS oe 1,628,228 216,672,028 
DME adbxicd-s ose Cedbe4-40-6 a ocety ote otras 1,685,414 222,932,689 
ELSE TEE A SN 1,467,824 193,571,244 
ROS RRR REIT SA5 es gai  SER SeRNe Ae 1,594,074 224,976,644 
I EE 73 6 iri. o.n.0754:4.40- 0c nae merineee poke 1,708,591 238,735,394 
Te a 1,804,315 255,514,000 
pO RS Re ee. eee ee ,820,463 249,286,713 
as os eg oo ne elee's ehamee 1,788,590 247,672,515 
so o's ra. 5.5. 6. 6 4:0:0's, oC arciennie we 6 eeean 1,779,516 250,051,786 
I Es ore pinot ens + te kee hobs 1,783,505 230,416,541 


D. T. & l. OPERATING RESULTS 


Henry Ford’s Detroit, Toledo & Ironton had a net railway 
operating income for the first three months of 1923 of $290,722, 
a decrease of $43,624 as compared with the corresponding period 
of 1922. In March the net was $181,822, an increase, as com- 
pared with last year, of $2,153. 

Railway operating revenues have been increasing this year 
by a greater amount than the increase in operating expenses, 
but the gain in earnings has not been saved for net because 
of an increase in per diem payments. 

For March the operating revenues were $926,335, an in- 
crease of $159,585 over March, 1922. Operating expenses were 
$625,093, an increase of $131,147 over March, 1922. Of the in- 
crease in expenses, $76,000 represented increased maintenance. 

For the three months ending with March, revenues totaled 
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$2,376,961, an increase of $554,189. Expenses totaled $1,704,392, 
an increase of $445,982 over the corresponding period of 1922. 
This included an increase of approximately $217,000 in expendi- 
tures for maintenance. There was also an increase in the debit 
balance of equipment rentals of $163,693. 


RATES ON FARM PRODUCTS 


The Trafic World Ottawa Bureau 

All farm products moving between Prince Edward Island 
and the mainland are to be brought under commodity rates 
by the Canadian National Railways. Publication of new tar-. 
iffs bringing building material, lumber and other forest prod- 
ucts, live stock, high explosives, cooperage stock, hay and 
straw, grain and grain products, potatoes, and scrap iron under 
the commodity rates has been delayed, owing to the reorgan- 
ization of the Canadian National traffic department, but the 
new tariffs will be published shortly. Coal and fertilizers move 
between the island and the mainland at the same rates as on 
the mainland and class and commodity tariffs applicable locally 
between points on the island are stated to be on the same 
basis as or on a lower basis than on the mainland. Extension 
of commodity rates to the further list of farm products comes 
as the result of a lengthy series of representations by Prince 
Edward Island members of parliament, who took the matter up 


with the Canadian National management and the Railway 
Commission. 


CUMMINS INVESTIGATION 


No arrangements have been made by Senator Cummins, 
chairman of the Senate interstate commerce committee, for 
holding hearings on the Warfield plan for a central agency for 
the control of freight cars. Some time ago the senator planned 
to begin such hearings this month. The indications are that 
if the hearings are held before the next session of Congress 
they will take place some time in June or possibly not until 
early fall. The senator is in Des Moines and has not informed 
his office in Washington that he will return in the near future. 


MAINE CENTRAL SECURITIES 


The Maine Central has been authorized by the Commission 
to assume obligation and liability in respect to $1,200,000 of 
equipment trust certificates to be sold at not less than 99.25 
per cent of par. 

The Portland Terminal Company has been authorized to 
issue $1,600,000 of one-year 5% per cent gold notes for the 
purpose of making improvements and extensions to its prop- 
erties. The Maine Central was authorized to guarantee the 
notes, 

The Bath & Hammondsport Railroad Company has been 
authorized to extend the maturity date of $200,000 of its second 
mortgage 5 per cent bonds from April 1, 1923, to April 1, 1943. 


INTERLOCKING DIRECTORATES, ETC. 

J. F. Maguire has been authorized by the Commission to 
hold the offices of general manager of the Lehigh Valley Rail- 
road Company and director of the Delaware, Susquehanna & 
Schuylkill Railroad Company and several other short lines con- 
nected therewith. 

Paul M. Warburg has been authorized to hold the position 
of director of the Los Angeles & Salt Lake Railroad Company 
and, in addition thereto, a directorship or any office or offices 
with the Union Pacific Railroad Company, Oregon Short Line 
Railroad Company and others. E. Roland Harriman has been 
authorized to hold positions with the carriers similar to those 
of Mr. Warburg, in addition to various offices previously author- 
ized. 

The Commission has given R. M. Dozier permission to hold 
the position of vice-president of the Arkansas & Memphis Rail- 
way Bridge & Terminal Company in addition to those positions 
previously authorized. 

J. R. Koontz has been permitted to hold the positions of 
vice-president of the Birmingham Belt Railroad Company, Brown- 
wood North & South Railway Company, Fort Wort & Rio Grande 
Railway Company, Paris & Great Northern Railroad Company, 
St. Louis, San Francisco & Texas Railway Company, St. Louis- 
San Francisco Railway Company, traffic manager of the Kansas 
City & Memphis Railway & Bridge Company, and director of 
the Springfield ‘Connecting Railway Company. ; 

William J. Harahan has been authorized by the Commis- 
sion to hold the positions of president and director of the Levisa 
River Railroad Company (of Virginia) in addition to various 
offices previously authorized. 


CANADIAN SURCHARGE 
At noon on April 30, for New York funds at 1 31/32 of 
one per cent, for the period from May 1, to May 14, inclusive, the 
rate for surcharge on international freight shipments will be 
one per cent for the same period. The rate of surcharge 02 


international passenger business will be based on two per cent 
exchange. 
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INTERSTATE COMMERCE COMMISSION HEARINGS 


Requests for official transcripts of testimony taken in proceedings of the Commission throughout 
the country (except Washington) should be addressed to THE STATE LAW REPORTING COMPANY, 
Official Reporters I. C. C., 235 Broadway, New York, or placed with the Official Reporters in attend- 


ance at the hearings. The cost of transcripts is placed at the nominal rate of 12% cents a page, fixed 
by the Commission. 


Make this Mammoth Plant 


YOUR CHICAGO WAREHOUSE 


pers ee accessible to 

ur Chicago tra Superior 
srt ae ee 
shipments without cartage 


BETTER INVESTIGATE 





New England’s Natural Resources 
INVITE INVESTIGATION 
Maine—New Hampshire—Vermont 


Their development assures profit. 

Water and cheap electric power for mills and factories. 

Natural grass and crop lands for live stock. 

Apples, berries and vegetables of finest quality. 

Excellent rail facilities to large consuming centers. 

Seashore and inland lakes for summer camps, hotels and 
cottages. 

If interested, write 
INDUSTRIAL BUREAU 
Room No. 606 
MAINE CENTRAL RAILROAD 
Portland, State of Maine 












FREIGHT CAR REPAIR WORK 





We are equipped with the shop 
facilities and experienced labor 
to repair and build Railroad 
Freight Cars in our large new 
plants at Sharon, Pennsylvania, 
and Kansas City, Kansas. 


















We can give prompt service in 
the fabrication of underframes, 
center sills, draft arms, and 
similar car construction. 












PENNSYLVANIA CAR COMPANY 
SHARON, PENNSYLVANIA 


New York St. Louls 


Kansas City Tulsa 
Houston Casper 


San Francisco Beaumont 








The largest public warehousing 
unit west of Atlantic Seaboard 


WESTERN 


WAREHOUSING COMPANY 
Polk Street Terminal, Pennsylvania System 
CHICAGO 
“At the Edge ef the Leep” WILSON V. LITTLE, Supt. 


New York-Baltimore-San Francisco 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 
*Calling at weaaay San a de ——_. oie Ne ithovtad, Destetn, Conah 
WESTBOUND SAILINGS _ EASTBOUND —T. 








York more > Nesfo ik 


New en 
SANTA ROSA..... May15 May 9 May10 SANTA BARBARA Ma Mr 11 — 13 
COLOMBIA ...... May18 May 10 


ECUADOR M 
SANTA OLIVIA... May30 May24 May25 SANTACLARA.. May 31 June 2 
VENEZUELA...... June 9 June 2. ....... COLOMBIA..... June 19 June 21 
Thereafter every 10 days Thereafter every 10 days 


Meaetle. .......6555585 Hoge Building Norfolk....... —- Fwd. & Stg. 
Baltimore. . 'Gontinentsl Building Cleveland........ 613 Engineers Bidg. 
Pittsburgh Century Bl 


PANAMA SERVICE 
Between San Francisco, Les Angeles, Mexice, Central America and Canal Zene 
S.S. CUBA, May 8 S.S. NEWPORT, May 17 

and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover A ag New York 508 California St., San Francisco 
So. Spring St., Alexandria Hotel, Los Angel es 


ILLINOIS NORTHERN 
RAILWAY 


Excels in the handling of INTERMEDIATE SWITCH- 
ING SERVICE AT CHICAGO, ILLINOIS, between the 
following Railroads: 


















- Ry. 
‘ee 


Railroad 
ve. & 8S. Ste 1 Ry. (Soo Line) 


Both INBOUND AND OUTBOUND, less carload 
freight handled for ALL ROADS entering Chicago at the 
flat Chicago rate thru our McCormick Freight Station. 


INDUSTRIAL LOCATIONS 


Choice locations can be found on the line of the 
ILLINOIS NORTHERN RAILWAY for manufacturing 
and other business. 


Chicago rates apply to and from all industries. 
Our trap car service allows for the handling of L. C. 
L. freight between our industries and McCormick Station 


free of charge, in lots of 6,000 pounds or more, thus 
avoiding cartage. 





INQUIRIES INVITED 


Address inquiries to T. J. Maloney, G. F. A., 606 So. 
Michigan Ave., Chicago, Illinois. 
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CHICAGO TERMINAL SUIT 


The Trafic World Washington Bureau 


The Commission has decided to intervene in the application 
of the Baltimore & Ohio and other eastern trunk lines for an 
injunction forbidding anything to be done for the enforcement 
of the Commission’s report and order authorizing the New York 
Central to acquire the so-called Chicago stock yards. 

Under the statute the Commission is empowered to inter- 
vene in suits to set aside or annul any of its orders, as a matter 
of right, and to be heard by its own counsel. The suit of the 
Baltimore & Ohio names the United States, the New York Cen- 
tral and other roads interested with the latter in the proposed 
consolidation of the stock yards roads and the New York Cen- 
tral, but not the Commission. 


In many of the cases seeking to enjoin the enforcement of 
the Commission’s orders the Commission is named as a party 
respondent, but it is not a necessary one. Because of the statu- 
tory right of the Commission to intervene in any suit of that 
kind the question whether it will or will not defend its order is 


left to its own decision, without asking leave either of the gov- 
ernment or of the court. 


The answer of the Interstate Commerce Commission in 
equity No. 3427, Baltimore & Ohio et al. vs. United States, New 
York Central et al., in the United States court for the eastern 
division of the northern district of Illinois has been filed by 
P. J. Farrell, the Commission’s chief counsel. He will appear 
in court when the hearing on the application for an order for- 
bidding anything to be done under the order of the Commission 
in the case in which it permitted the New York Central to 
obtain control of the so-called stock yards railroads in Chicago. 
The answer is purely formal, admitting all the allegations of 
fact about the identity of the parties, the holding of the hearing, 
and the issuance of the report and order, but denying the allega- 
tions as to the lack of evidence about the public convenience 
and interest, to serve as a foundation for the report and order, 

The Commission is concerned directly only in the attempt 
to enjoin its order. It has an indjrect interest in that part of 
the application calling for a disclosure by the New York Central 
and the stock yards railroads as to what they have done under 
the report and order of the Commission. It would be directly 
interested if it were shown, in answer to a direction to make 
disclosure, that the railroads in the New York Central group, 
that something had been done which the Commission were of 
opinion it had not authorized, or, if it were shown the New 
York Central had done something authorized by the report and 
order, without having performed the conditions precedent to 
doing the thing authorized. 


However, the hearing to be held in Chicago, presumably 
soon, it is believed, will not reach that stage. It is considered 
unlikely the court would order a disclosure by the New York 
Central except as part of a restraining order, although it is 
admitted to be possible the court might order disclosure in 
advance of the issuance of an injunction, as part of the pro- 
cedure to enable it to determine whether the report and order 
should be enjoined. 


EXPRESS RATE HEARING 


The Trafic World Washington Bureau 

Criticism of the service of the American Railway Express 
Company’s service and the submission of facts tending to show 
why the express rates should be reduced were made by represen- 
tatives of the Traffic Group of the National Drygoods Association 
April 13. Testimony and exhibits were submitted by E. D. Hus- 
sey, chairman of the group and traffic manager for Jordan Marsh 
Co., of Boston; A. C. Neves, traffic manager for R. H. White Co., 
of Boston; A. C. Albee, for Strawbridge & Clothier, Philadelphia; 
Lawrence A. Hensen, Cambridge, Mass., secretary of the Massa- 
chusetts Retail Merchants’ Association; and James F. McCleery, 
traffic manager for James Howe Co. of Pittsburgh. 

Mr. Hussey said that while express shipments of a specified 
character of his company amounted to 29.3 per cent of the whole 
number in 1921, the percentage in 1922 was only 23.7, while the 
shipments by freight and parcel post increased. He said the 
tendency was to divert shipments from express to other modes 
of transportation, in pursuance of a policy to get merchandise 
to the store at the lowest possible expense, commensurate with 
service. He said the tendency would be the other way if rates 
were decreased and the service improved. 


Mr. Neves said the diversion from express to parcel post and 
freight was due to poor service. His exhibits showed an increase 
in the weight by reason of the diversion of the small packages 
from the express to the parcel post and also through the diver- 
sion of the heavier packages for short haul distances from. the 
express company due to the poor service of the carrier. Seem- 
ingly, he said, the value of the packages decreased in 1922 in com- 
parison with 1921, but that seeming fact arose from the use of 
a transit insurance policy which the company obtained cheaper 
from outside than from the American Railway Express Company. 
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He said the loss and damage claims were falling off on account 
of better packing by shippers. 

Mr. Albee told about the efforts of the traffic group to develop 
a form of transit policy for members of the association under 
which they could obtain protection for less than the charges 
of the express company. 

Mr.:»McCleery put in an exhibit about belated shipments to 
show how the service was, in some instances, slow and unsatis- 
factory. On that point Mr. Hensen submitted an exhibit cover. 
ing the last two weeks in November, 1922, showing, as he said, 
the service was very poor. His exhibit was intended to com- 
plement his testimony given in November, .1922. 


TELEPHONE DEPRECIATION RATES 


The Trafic World Washington Bureau 


Representatives of telephone companies and state commis- 
sions participated in a hearing this week before Examiner Fow- 
ler in No. 14700, in the matter of telephone depreciation charges. 
The hearing was held pursuant to the provision in section 20, 
paragraph 5, of the transportation act directing the Commission 
to prescribe for carriers subject to the act “the classes of prop- 
erty for which depreciation charges may properly be -ineluded 
under operating expenses, and the percentages of depreciation 
which shall be charged with respect to each of such classes of 
property, classifying the carriers as it may deem proper for this 
purpose.” The Commission began with telephone companies and 
will later take up railroad property. 

Witnesses for the telephone companies submitted testimony 
to show what depreciation charges, in their opinion, should be 
allowed. This testimony related to actual experience in the tele- 
phone business since its inception approximately 40 years ago. 
It was shown that since 1900 there had been an increase in popu- 
lation in the United States of 23 per cent, while the increase in 
telephone use had been 1,000 per cent. It was contended that 
depreciation of telephone property must cover not only wear 
and tear but also inadequacy, obsolesence and public requirement’. 

The Illinois Telephone Association filed a statement in which 
the position was taken that the determination and accounting 
of proper charges against operation for cost of property used up 
must be based upon the same general principles whether the 
property involved be large or small. 

“The smaller telephone properties are apt to be more seri- 
ously handicapped than the larger ones unless an equitable and 
conservative procedure is developed for conserving their invest- 
ment and service against the effect of the inevitable but unan- 
ticipated and unforeseen expiration of plant service lives,” the 
association said. 

“If the integrity of the investment is to be maintained, the 
cost of the property used up must be made a charge against opera- 
tion during the life of the property. To do otherwise would be 
to cause the progressive dissipation of the original capital invest- 
ment.” 

The association said should the rate of depreciation for any 
given classification of telephone property be desired it should 
be obtained by determining the per cent which applied annually 
to the total original cost throughout the service life, would, at 
its expiration, equal the total original cost less net salvage 
realized. 

Among those who attended the hearing were C. A. Bracelyn, 
general attorney for the Bell companies; Carl D. Jackson, repre 
senting the Wisconsin Telephone Association; C. B. Randall, of 
the United States Independent Telephone Association; T. A. 
Brown, of the Nebraska commission; John PB. Benton, general 
solicitor for the state commissions; J. Prince Webster, of the 
Georgia Association of Independent Telephone Companies; R. E. 
Gordon, president of the Illinois Telephone Association, and S$. A. 
Foster, representing the city of Chicago. 


TELEPHONE CONSOLIDATION 


Acquisition by the Mountain States Telephone & Telegraph 
Company of the properties of the People’s Telephone Company 
in Laramie county, Wyoming, has been found by the Commis 
sion to be of advantage to the persons to whom service is to 
be rendered and in the public interest. 


COMMISSION ORDERS 


The P. Koenig Coal Company has been permitted to In- 
tervene in No. 14732, Vincent M. Brennan vs. Lehigh Valley 
Railroad Company et al. A 

The Commission has reopened No. 13528, investigation of 
power brakes and appliances for operating power brake sy* 
tems, to make a test of the brake of the Automatic Straight 
Air Brake Company upon the Norfolk & Western Railroad. 

The defendants’ petition for rehearing and reconsideration 
of No. 12268, Board of Railroad Commissioners of the State of 
South Dakota vs. C. & N. W. Ry. et al., has been denied. 


Give Our Railroads a Chance 
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TLANTA 
GEORGIA 


Mr. Traffic Man: 

Do you have Storage and Distribu- 
tion problems at ATLANTA? If so, 
we have the facilities and experience 
to he of real service to you. 


Security Warehouse Company 


100,000 Square Feet Floor Space 


‘‘Bankers of Merchandise’’ 


ROCHESTER, N. Y. 


GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern MERCHANDISE 
WAREHOUSE fully equipped in the 
City of ROCHESTER. 


Insurance rate 12 CENTS per $100.00. 


Located on private siding of the BUF- 
FALO,ROCHESTER & PITTSBURGH 
RAILWAY, enjoying switching at flat 
Rochester rate with all steam roads. 


B. R. @ P. Warehouse, Inc. 
Rochester, N. Y. 
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ICE 


Your Perishable Shipments Require It. 


Clearing Icing Station on The Belt Railway 
Company of Chicago has it. Over 15,000 tons 
always on hand. 


SERVICE 


Adequate, Efficient, Expeditious, when moving 
through the Chicago Gateway via 


The Belt Railway Company 
of Chicago 
Route your carload shipments of 


PERISHABLE FREIGHT 


via this line and be convinced 


G. J. SHREEVE J. H. BROWN, 
General Superintendent Traffic Manager 
47 West Polk Street 





~ OMAHA 


will cut your cost 


a 


of distribu ales 


a 






. Over 2,000,000 sq. ft. 
warehouse space. 


2. Fourth railroad center 
in the United States. 


3. Ten Trunk Lines, 22 
branch, with 600 freight 
and 100 passenger 
trains daily. 


Omaha is situated in the 
midst of a vast, a fertile, 
and a prosperous market, 
with transportation lines 
connecting her to every 
buyer in the Mid-West. 


Yj sail f 
Pull, 


Omaha is the logical dis- 
tributing center for the 
— Mid-Western mar- 
et. 


Omaha controls, Omaha 
dominates this area. 


Write 
any of 
these Omaha 
Warehouses 


—_ 
= 
= 
— 


Z=t- BB. 
~ ——__— 
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CANADIAN NATIONAL FIGURES 


The Trafic World Ottawa Bureau 


In reply to an inquiry from Mr, Euler, M. P., the follewing 
figures have been prepared showing the cost of construction, 
cost of equipment, deficits, and other particulars of the dif- 
ferent lines in the Canadian National system: . 

Canadian National Railways: 

ED i 3c eobikch Vi.2b os Shh Seat wk ahei aoe odes $587,164,660.68 
87,547,063.31 


122,053,646.68 


145,227,284.19 
Of the above $674,711,723.99 is chargeable to capital expenditure, 
and $122,053,646.68 to deficits. 


Of the above deficits and capital expenditures, the apportionment 
is as follows: 


ee ee ae 
er a 


Fixed charges 


ee 


N. Railway: 
ES Sas a Gh ds aves On-4.s: cd alc BOR bu Ra Aevine awed $138,934,239.63 
ND Sinn, ys alk thao: SOR © dade rae or weian siaati Ms a vale <.ane'uaht.a 0:0 a 38,081,827.85 
ee ake ee SS ee ae < eee Gone ee 


- _21,093,292.27 
100,690,231.97 


31,512,074.66 

6,417,929.83 
25,985,065.00 
26,623,165.26 


ee ee Se ae Se OEE. See bey eee ae 
Grand Trunk Pacific: 

REE SRE IR ESS” pam es ap ere t Steg SRN e SONS ger eee 

Equipment 

Deficit 

Fixed charges 





COCCHOTES SOLE SETC HH OH EEE EE ERE SE rEeeESEeeerese®s 


Grand Trunk Railway: 


EE AMEE Saisie dcw a bis we a 0lein os hea ie Mee Oule Robs oes we 37,613,443.57 
eeeeeent Adee Tees Cees Eee eaK< SRS Oe AE Weak ahi w en bln 7,246,495.98 
c 


pO RR EP ee ee oF a See Ss Pe ee 
National Trans-continental: 


21,786,516.09 
17,913,886.96 


EGRESS RRR Re ES Rae see =, Se ee ee 169,090,121.55 

I io ilies caress ol ida he WED ose Bias: lok Wisiis we 'c-os hess ewaccienlcdehice 

I abt wend ret cinigi ec elamia eae Serb alaan nce aeeke Cltee cos ies neon 16,277,168.75 
Intercolonial and branches: 

INCE Ray: 65s Stk ania > p vin Sideie ae ecah at eed ke iicle cx eek 210,014,781.27 

REE Ey OE ECE eS San ay re 35,801,009.65 

Deficits 


36,911,604.57 


*The equipment used on the Trans-continental Railway is included 
in the figure of $35,801,009.65 shown as Equipment under Intercolonial 
and branches, 

bu The fixed charges against the various parts of the system are as 
ollows: 

Gmeminms Mortherm Bawlway oc csccccccccccccccecccocecs $32,711,546.22 
Grand Trunk Pacific ,529,706.09 
CN ona, o coe aciclew bh o@ ccdeee ve geed ese ee 20,530,998.84 
National Trans-continental 


ee 





*Includes amount of $1,365,997.99 covering interest on securities of 
—* companies held by Grand Trunk Railway Company of 
anada. 
Annual fixed charges on account of securities held against Na- 
tional Railways by private investors: 
TERN ao ow cinseorticin-cuenic-ctiececciasions $16,915,174.26 
SO PE ID BEMIEWOS oon cc Sieiccccce toscevecccceeee’ 2,341,266.96 
14,419,238.24 


Grand Trunk Railway System 
Annual fixed charges on account of securities and loans by 
Canadian government: 

I es DO ee ee ee $15,796,371.96 
RR a ee Os ere eee ee 4,107,378.86 


4,745,762.61 


CANADIAN PACIFIC EARNINGS 


The Trafic World Ottawa Bureau 


The Canadian Pacific Railway statement of earnings 
and expenses for March and the first quarter of the year 
shows a reduction in gross earnings and an increase in work- 
ing expenses, resulting in a decline in net earnings for the 
month as compared with the corresponding period for 1922, 
which leaves the first quarter’s net lower than that of the first 
quarter of last year. This is attributed to the bad weather, 
which held back many lines of commerce and industry. Gross 
earnings for March were $13,585,762, as compared with $13,- 
847,626, a decrease of $261,864. Working expenses were $11,- 
606,049, as compared with $11,427,120, an increase of $178,929, 
leaving net earnings at $1,979,713, as compared with $2,420,506, 
a decrease of $440,793. 

Gross earnings for the three months were $37,894,541, as 
compared with $36,489,294, an increase of $1,405,247. Working 
expenses were $34,699,308, as compared with $32,930,823, an 
increase of $1,768,485, leaving net profits for the first quarter 
at $3,195,233, as compared with $3,558,471, a decrease of $363,238. 


COST OF RAILWAYS TO CANADA 


The Trafic World Ottawa Bureau 


At the request of a member of Parliament there has been 
prepared and brought down a mass of interesting data regarding 
the Canadian railways, which shows not only the growth of 
the Canadian railways system, but the gradual way the gov- 
ernment became financially involved in connection with the 
Canadian Northern and Grand Trunk systems until it has 
accumulated a railway liability of over a billion dollars. 

The mileage of railways owned by the Canadian govern- 
ment in 1896 was 1,397, being mainly the Intercolonial Railway, 
which was built as a sort of pledge to bring the maritime 
provinces into confederation of the Dominion in 1867. By 1911 
this mileage had increased to 1,755 and the cost to $218,640,393. 
It was after that date that the country began to be involved 
deeply with the McKenzie and Mann enterprises, and began to 
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feel the effects of its joining with the Grank Trunk in the 
enterprise of building the Grand Trunk Pacific. January 1, 
1922, the railway burden had increased to 22,646 miles and the 
total cost of all railways owned by the government to $934,618. 
933, not including security guarantees. 

The total cost of the railways taken over by the country 
from McKenzie and Mann—the Canadian Northern system—was 
$328,149,476 and, in addition, the government guaranteed secur- 
ities of 13,326,494 pounds—presumably floated in England, and 
5108,000,000, both with interest at varying rates. Of the latter 
$61,000,000 was issued in New York. 


The total cost to Canada of the Grand Trunk Railway, both 
in Canada and the United States, on January. 1, 1922, was 
$80,868,373. In addition the Dominion guaranteed securities in 
the shape of $50,000,000 of bonds issued in New York, and by 
the act of acquisition of the road in 1919 there has been guaran- 
teed the payment of divisions at 4 per cent on 12,500,000 pounds 
sterling on the Grand Trunk Railway of Canada and interest on 
a total of 31,926,125 pounds of debenture stocks. On The Grand 
Trunk Railway there are bond guarantees of about $84,000,000, 
The total of the security guarantees amounts to over $460,000,- 
000, or a grand total which Canada has paid. or become liable 


for, for its railway whistle of over one and one-third billion 
dollars. 


PARCEL POST SHIPMENTS 


A plan proposed by Second Assistant Postmaster-General 
Paul Henderson for revising the Post Office Department’s meth- 
ods of handling parcel post shipments has been taken under 
consideration by the department, according to an announcement 
by Postmaster-General Harry S. New. The plan is explained 
in the following statement issued by the department: 


The importance of the proposed seatpiment is revealed in the 
estimate that the American postal service now transfers annually 
more than 2,500,000,000 packages by parcels post. 

he plan involves the separation from the regular mails of all 
Parcel post except packages smaller that the size approximated by 
the standard cigar box and perishable classifications such as day-old 
chicks and eggs. Instead of distributing parcel post in expensive 
postoffice space, now crowded beyond the limit in many places, sort- 
ing would take place in warehouses adjacent to the railroad stations. 
Such a course would economize on motor vehicle expense by eliminat- 
ing double hauls and will be particularly beneficial in large cities 
where automobile traffic has become a serious problem. 

dney Farnsworth, engineer attached to the Postoffice Depart- 
ment, has been named by Postmaster General New chairman of the 
committee which will investigate the practicability of the plan and 
prepare detailed recommendations for its installation if the proposal 
is finally adopted. The members named on the committee are: W. H. 
Riddell, general superintedent of the Railway Mail Service; W. R. 
Spilman, superintendent of the division of postoffice service; R. S. 
Brauer, first assistant superintendent, railway mail service, Chicago, 
Ill.; E. W. Satterwhite, superintendent railway mail service, Pitts- 
burgh, Pa.; R. J. Harris, superintendent railway mail service, Atlanta, 
Ga.; Frank J. McBride, superintendent railway mail service, St. Paul, 
Minn.; Arthur L. Behymer, postmaster, Cincinnati, O., and F. L. 
Barclay, inspector in charge, Washin ton, D. C : 

Since a change of policy of such dimension necessarily involves 
the railroads of the country, their willingness to cooperate in such a 
basic change in the operation of the parcel ng system has been 
solicited. The railroads have indicated that they will detail experts 
to act with the committee appointed by Postmaster General New. 

From its inception in 1913 the parcel post system has become 
steadily more popular. In the first year the number of packages sub- 
mitted were about 1,000,000,000, but the traffic_has increased until it 
has reached its present huge proportions which are only an indica- 
tion of what the future will bring. The rapid pace of progress of 
this postal feature has brought in its train crowded postoffice quarters, 
delayed trains, complication of vehicle service and numerous other 
inconveniences and expenses to the government and to the public. 

These ills the basic reorganization plan, which ‘will be closely 
investigated by the department, aims to cure. In addition to distri- 
bution at railroad warehouses it is also proposed that parcels post be 
pooled for shipment. This will prevent the delaying of trains and 
will speed transportation by cutting down the number of times 
parcels are handled. Instead of sending parcel post in bags like other 
mail, hampers which which will prevent damage, are suggested. . 
Even special types of railway cars may be devised for the ‘special 
requirements of parcel post in the general program of reorganization. 


GRAIN RATES TO CHICAGO 

Grain rates from Illinois and Indiana points to Chicago, 
grain destined for shipment from Chicago by water, were at- 
tacked as violating sections 1 and 3, interstate commerce act, 
between June 22, 1918, and September 10, 1919, in the hearing 
of Docket 14517, Armour Grain Co. vs. Director-General, as agent, 
and C. & E. I. Railway, held before Examiner Kephart at Chi- 
cago, April 27. ’ 

The complainant sought to establish that the advance 2 
the proportional rate of 1 to 1% cents, made by the defeat 
ant and one other road, caused discrimination between him an 
shippers who were located on other lines that did not make the 
advance in rates, and that it effected discrimination in favor 
of all rail shipping where the rates were not advanced. is 

The defendant said that the rates on grain from IIlino 
points to Chicago, destined for water shipment, were made be 
maintain an equality of rate between the water shipments all 
those made over the all-rail route and that the water eo 
varied. He alleged that the rate was per se not unreasonable 
and that the shipper had suffered no actual damage. 
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‘SERVICE 


Free trap car 
service on 
L. C. L. shipmerts 
at all houses 


TALKS 


Over 200,000 

sq. ft.of — 
warehouse space 
in three houses 

















— a ee eee ee 





The most complete warehousing and distributing 
facilities in Chicago. A-1 in and out rail connec- 
tions. Facilities for handling shipments from lake 
boats. Motor truck service to city and suburbs. 
Free delivery to Union freight stations of the Chi- 
cago Junction Ry. on all out of town rail shipments. 


Weber Storage & Distributing Co. 


CHICAGO ILLINOIS 


Main Office: 
Weber Warehouses 


La Salle Warehouses 
29th Street and So. Hoyne Avenue 40th and Federal Sts. 


Operating 


A WAREHOUSE STOCK within the territory served, saves one 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 


228-36 WEST FOURTH STREET 


THE TRAFFIC 
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FORT WORTH, TEXAS 


11 TRUNK LINES 
17 OUTLETS 


Distribution of Pool Cars and Merchandise 
for Storage. 


FORT WORTH WAREHOUSE 
AND STORAGE COMPANY 
L. C. ABBOTT, Manager 


Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


The Weicker Transfer & Storage Company 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 

ms, We do not desire to take the place of the traffic man but to 

Ip him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
rituation too complex for the kind of investigation herein contemplated. 

Address Questions and Answers Department, e 
& Traffic Service Corporation, Colorado Building, Washington, D.C ~ 


. 





Claims—Notice to One of Connecting Carriers 

Michigan.—Question: In cases where it is not possible to 
file claims for damge within the fifteen-day limit, is it necessary 
to file the claim with the carrier that is notified of the damage, 
or can claim be filed with either the originating or delivering 
carrier? 

Answer: As to interstate shipments, the courts have held 
that notice to one of the several carriers is notice to all, under 
the Carmack amendment, each being an agent of the other 
Overton vs. C. R. I. & P. Ry., 160 S. W. 111; Gulf, etc., R. Co. 
vs. Bogg, 178 S. W. 577; Olsen vs. R. Co., 250 Fed. 372. 

It is not essential that suit be brought against the initial 
carrier, but if one of the other carriers over which the ship- 
ment moved is sued, it will be necessary to show that the delay 
was due to the negligence of that particular carrier. There 
are certain presumptions which aid the plaintiff in proving that 
fact, but, where practicable, it is better to bring action against 
the initial carrier, for the reason that it is not necessary to 
prove negligence, but merely delivery in good condition to that 
carrier and receipt in a damaged condition, the burden being 
upon the initial carrier to prove that the injury was not the 
result of negligence on its part or that of its connections 

Overcharge Claims—Documents Necessary to Support 

Massachusetts.—Question: I have much difficulty in con- 
vincing carriers that bill of lading is not necessary in some 
cases on overcharge claims. 

It appears that I have one case in particular where the 
carrier assessed rate on canned goods N. O. I. B. N. I did not 
have the bill of lading handy, but supported by claim with an 
affidavit from my client, stating that the goods were “canned 
vegetables,” which is subject to correction according to rule 
2, section 4, of the classification. However, the carrier flatly 
refused to entertain the claim without the bill of lading. 

As this claim was based solely on proper description, I 
did not believe same was necessary. 

I think that some time ago there was an article published 
by you in your paper in regard to “Presenting Copy of Bill of 
Lading with Claims for Overcharge,” where the courts decided 
was not necessary. Can you advise me the date of this pub- 
lication and if I can secure copy of this decision? 

Answer: We know of no opinion of the Commission which 
determines what papers must accompany a claim for overcharge. 

However, the standard form for presentation of overcharge 
claims, approved by the Interstate Commerce Commission, con- 
tains the following statement: “Claimant will please check (x) 
before such of the documents mentioned as have been attached, 
and explain, under ‘Remarks,’ the absence of any of the docu- 
ments called for in connection with this claim. When for any 
reason it is impossible for claimants to produce original bill 
of ladng, if required, or paid freight bill, claimant should in- 
demnify carrier or carriers against duplicate claim supported 
by original documents.” 

This standard form requires that the original bill of lading 
accompany the claim or a reason be given for its absence. 

If the proper settlement of the claim is dependent upon the 
presence of all or any one of the documents mentioned, they 
or it must be attached, but if a particular document is not essen- 
tial to the proper settlement of the claim, its absence will not, 
apparently, under the provision quoted above, preciude the 
settlement of the claim, if the carrier is indemnified against a 
duplicate claim, supported by the original documents. 

In Bawde vs. P. B. & W., 91 At. 209, it was held that the 
holding of the bill of lading is not a prerequisite to a right of 
action for loss of goods in interstate transportation under 
interstate commerce act, section 20, as amended. 

Shipper’s Load and Count 

Texas.—Question: Is a railroad required to check the load- 
ing of carload shipment loaded at an industry when called upon 
by the shipper, who refuses to accept bill of lading with shipper’s 
load and count notation? Quote authority. Is this also applica- 
ble to intercity switch loads? 

Answer: Section 21 of bill of lading act reads in part as 
follows: “The carrier may also by inserting in the bill of lading 
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the words ‘Shipper’s weight, load, and count,’ or other words of 
like purport indicate that the goods were loaded by the shipper 
and the description of them made by him; and, if such state. 
ment be true, the carrier shall not be liable for damages caused 
by the improper loading or by the non-receipt or by the mis. 
description of the goods described in the bill of lading.” 

This question has also been before the Commission and 
the Commission has held that, except at any of its public sta. 
tions where it provides facilities for the receipt and delivery 
of freight, a carrier is justified in placing the qualifying nota. 
tion “Shipper’s load and count” on bills of lading covering ship- 
ments loaded by the shipper and not checked by the carrier. 
nr Louisiana State Rice Milling Co. vs. M. L. & T., 341.0. ¢. 

We see no reason for the application of a different rule to 
intercity switch movements. 

Reconsigning Charges—Liability of Consignee for 

Virginia.—Question: A tank of oil was shipped from A to B 
consigned to order shipper, notify Jones at B: The car was 
resold at least a half dozen times, as evidence by the indorse. 
ments on the back of the bill of lading. We were the last 
purchaser and the car was finally delivered to us at X. While 
the bill of lading that we received bore a number of indorse. 
ments, as stated above, it did not indicate that there would 
be due on this shipment, any charges other than charges based 
on freight rate from original point of shipment to X, final point 
of destination. We paid freight charges on this basis. Sub. 
sequently, delivering carrier presented us with bill for $2.06 ta 
cover one reconsigning charge and war tax. We declined pay. 
ment on the grounds that the bill of lading did not carry this 
charge and that we were in no way responsible for the accrual 
of same. 

We realize that the charges must be paid, but it is our 
view that it should be collected from the party responsible 
for them. We are, of course, more interested in the principle 
involved than we are in the amount. 

Answer: The consignor, as the party who entered into 
the contract of shipment, is primarily liable for the payment of 
freight. Likewise, the consignees, by acceptance of the goods, 
becomes liable for the freight and other charges which have 
accrued on the shipment. 

While, in the instant case, the original consignor is not 
liable for either the freight or reconsigning charges which ac 
crued after the goods had passed beyond his control, the party 
who reconsigned the car and any party who, by acceptance of 
the goods became a party to the contract of shipment, is liable 
therefor. 

There is, perhaps, some distinction between the liability of 
a consignee for reconsigning charges, aS compared with the 
liability of a consignee for an unpaid balance of freight charges 
for the reason that knowledge on the part of the consignee of 
the legal rate is presumed in law, but this cannot be said as to 
reconsigning charges which have accrued, in the absence of 
notice from the carrier. However, under the reasoning of th« 
courts in Great Northern Ry. vs. Hyder, 279 Fed. 783, and West 
ern Atlantic R. R. vs. Underwood, 281 Fed. 891, it is our opinion 
that a consignee would be liable for unpaid reconsigning charges 
for the reason that if, as the court stated on page 786 of the 
Hyder case, there is no real distinction between a mistake as 
to the applicable legal rate and a mistake as to whether the 
full amount of the freight charges have been paid, both being 
mistakes of fact, or, as in the Underwood case, as to whether 
under a prepaid bill of lading any part of the freight charges 
had been paid, a consignee would likewise have no defense to 
an action by a carrier for the recovery of unpaid reconsigning 
charges. 

Reweighing of Shipments at Destination 

lowa.—Question: (1) According to Circular 1-P Western 
Trunk Lines, in reweighing carload freight, weight must be 
changed when variation is greater than tolerance provided. We 
have several cases where the reweighing on open cars of coat 
was more than the weights at the mines. Should the carriers 
collect on the higher weight, providing it exceeds the tolerance 
or should they collect on the billed weight and make the charge 
for reweighing? Coal is a commodity that will decrease rather 
than increase in weight. 


(2) We have the following notations placed on all bills of 
lading covering shipments of coal in open cars, “To be re 
weighed over track scales nearest to destination.” We have 
also written the different freight agents in charge in this ter 
ritory to comply with these instructions. The carriers have 
several instances failed to reweigh our cars, in some cases the 
cars appeared short. Can the carriers be forced to haul thes€ 
cars to the nearest track scales and weigh them without any 
additional charges; in other words, on the through rate from 
mines to destination, or what. is the remedy in such cases? | 

Answer: (1) Rule 8, sections A and B thereof, and section 
C of rule 9 read as follows: 


Section A. When shippers’ weights of property are accepted and 
applied by the carriers under weight agreements, properly supervised, 
such weights should be designated in the prescribed manner on way 
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FREIGHT PASSENGER 
DIRECT SERVICE 


Between 


New York and Savannah 


Boston and Savannah 


Through package cars to all er, Southern and 
Western points, in connnection with 


FAST FREIGHT LINES THROUGH SAVANNAH 


Central-Savannah Line 
Atlantic Coast-Savannah Line Seaboard-Savannah Line 
Southern Railway Savannah & Atlanta Ry. 
Freight is loaded direct from pe to cars at Savannah to break 
bulk at destination. Time and handling reduced to a minimum 


From New York “—SAILINGS— From Boston 
Tuesdays, Lieyy sgt and Saturdays 
at . ° 


Complete intrenetine will be glad: YL by any official 
representative of 


OCEAN STEAMSHIP COMPANY of SAVANNAH 


General Offices: Pier 50, North River NEW YORK, N. Y. 


DIRECT SERVICE 
BETWEEN 


NEW ORLEANS 
MOBILE 


AND 


San Diego, Los Angeles Harbor, San Francisco, 


Portland, Tacoma, Seattle and other Pacific 
Coast Ports via Panama Canal 


SAILINGS FROM 


MOBILE ana NEW ORLEANS 


EVERY TEN DAYS 


Theouth Bi of lading lesued, Now Orleans to hustrala, New New Zealand, 
or Transhipment at San Francisco. 
tg nn gmt 
application 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 


Steele Bide. tei & sty Ine. 19 Moore St. 
Galveston, Texas 430 Sanso New York City 
, San Francieso, cele. 
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ea “Ship by Water” 


PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco, 
Portland, Seattle, Tacoma and Aberdeen 


New York, ‘Belitee 
Norfolk, | Philadelphia 


Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York Telephone Bowling Green 7394 
Baltimore, W Md. ee. Pa. 7 
eg our Branch Offiees at ports of eall, ete. 
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BOSTON 
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NORTH ATLANTIC AND WESTERN S. S. CO. 


Owners and Operators, U. S. Government Ships - 
BOSTON: 111 Summer St. 
NEW YORK: 11 Moore St. BALTIMORE: American Bldg. 
PHILADELPHIA: 136 So.4th St. PITTSBURGH: 601 Bessemer Bidg. 
PORTLAND: 36 Exchange St. CHICAGO: 112 W. Adame St. 
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bills, shipping tickets, bills of lading, or weight certificates (See Rule 
7, Section 5) and the property should not be reweighed, except as 
provided in Rule 5. Proper supervision means checking of the records 
of the shipper by the authorized representative of, the carrier to 
verify the weights and descriptions furnished, and the reweighing of 
a sufficient number of cars for verification. 

Section B. When investigation, through examination of the ship- 
pers’ records or by reweighing, discloses error in weights or dascrip- 
tion shown on original billing the charges shall be adjusted to the 
proper basis, and notice of such change shall in all cases be trans- 
mitted to the interested carriers or their representatives. 

Section C, Rule 9. When a shipper or consignee requests that a 
car containing a commodity which is not subject to shrinkage from 
its inherent nature be reweighed, his service, wherever practicable, 
will be performed by the carrier without charge, provided such 
reweighing discloses error in the billed weight of more than the tol- 
erance provided in Rule 8. When a car contains a commodity which 
is subject to shrinkage from its inherent nature no charge will be 
made if the billed weight is changed, as per Rule 8, Section F. 


Unless the cars are weighed a third time there is no check 
on the first and second weights, and the proper weight upon 
which to assess freight charges becomes a question of fact to 
be determinéd from the evidence submitted to the Commission 
in case of dispute. 

(2) The Commission has said that it should be the right 
of a shipper to demand a reweighing of his car, and that, if 
upon such reweighing it appeared that the weight as ascertained 
by the carrier was so far erroneous that it ought, within a fair 
measure of tolerance, to be corrected, no charge should be made 
by the railroad for the reweighing. American Brake Shoe & 
Foundry Co.‘ vs. Belt Railway Co. of Chattanooga, 28 I. C. C. 350. 

While we locate no case directly in point, it seems reason- 
able to believe that a carrier, where the shipper has requested 
a reweighing of his shipment, has failed to comply with the 
request, could be required to haul the cars to the nearest track 
scales, subject only to the.charges for reweighing, in accord- 
ance with the provisions of rule 10 quoted above, depending 
upon whether the reweighing discloses error. See Menominee 
White Cedar Co. vs. C. & N. W., 53 I. C. C. 229. 
Overcharge—Voluntary Refund of, Where Claim Is Not Pre. 

sented Within Two Years from Date of Delivery 

Illinois —Question: Noting your answer to “Missouri” in 
Traffic World of April 14 as to whether carriers could pay over- 
charge claims after the statutory period for filing suit had “run.” 

To what extent should the authority quoted by the Inter- 
state Commerce ;Commission in Jacob E. Decker & Sons vs 
Director-General, Minneapolis & St. Louis Railroad Co. et al. 
55 I. C. C. 453, favoring the right of carriers to voluntarily pay 
meritorious claims after the time for filing suit, govern in ren- 
dering a careful opinion as to whether overcharges might be 
paid after the time for filing suit has passed? This is a par. 
ticularly important question in view of the Supreme Court’s 
decision in the Kansas City Southern Railway Co. vs. Wolf et al. 

To my mind there is no question but that idealistically all 
overeharges should be refunded whenever they are discovered, 
and that in interpreting such a question as the above that trend 
should receive careful observation. 


As we understand it, the court, in the Wolf case, did not 
havet before it, in a major consideration, the question of whether 
‘or not the carriers can voluntarily pay an overcharge claim 
‘after the time for filing suit has past. 

We seriously consider the view of the court’s decision in 
the Wolf case means overcharges cannot be voluntarily re 
funded after the time limitation has run when such refunds are 
in fact made without discrimination, it has exceeded its judicial 
function, for the law does not forbid voluntary payment of 
just claims without discrimination at any time. 

Answer: It should be observed that in our answer to which 
you refer, we made the statement that in our opinion a carrier 
may not lawfully refund an overcharge, for which a claim is 
presented after the expiration of the two-year period. Clearly 
the voluntary payment of an overcharge claim filed after the 
two-year -peried is a different matter from the payment of a 
loss and damage claim which has been seasonably filed and 
which is not paid or sued upon within the two-year period. 


The Decker case covered suits not brought within two years 
and one day after claims had been seasonably filed, that is 
within the six-month period prescribed in the bill of lading 
The matter under present consideration is whether overcharge 
claims that are not filed within two years are barred by section 
16 of the interstate commerce act, as construed by the Supreme 
Court of the United States in the Wolf case. It is true that 
the Interstate Commerce Commission held in the Decker case 
that claims which had been seasonably filed might be paid by 
the carriers after the expiration of the two-year-and-one-day 
period, provided they avoided unjust discrimination in doing so. 

While we may be mistaken in this matter, we do not see 
how the carriers can legally pay overcharge claims filed after 
the expiration of two years from the date of the delivery of 
the shipment covered thereby, in view of the difference in the 
nature of the two sections of the act, namely, section 20 and 
section 16; section 20, as the Commission stated on page 456 of 
its opinion in the Decker case, merely prescribing a minimum 
period to be provided by the carriers for filing claims and a 
minimum period for instituting suit, while section 16, as the 
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Supreme Court in the Philips case, 236 U. S. 662, points out 
not only bars the remedy but destroys the liability. 

In the Phillips case the court said: “The obligation of the 
carrier to adhere to the legal rate, to refund only what is per-. 
mitted by law and to treat all shippers alike would have made it 
illegal for the carriers, either by silence or by express waiver 
to preserve to the Phillips company a right of action which 
the statute required should be asserted within a fixed period. 
* * * To permit a railroad company to plead the statute of 
limitations as against some and to waive it as against others 
would be to prefer some and discriminate against others in 
violation of the terms of the commerce act, which forbids al] 
devices by which such results may be accomplished. 

The prohibitions of the statute against unjust discrimina- 
tion relate not only to inequality of charges and inequality of 
facilities, but also to the giving of preference by means of con- 
sent judgments or the waiver of defenses open to the carrier. 
The railroad company therefore was bound to claim the benefit 
of the statutes here and could do so here by general demurrer 
for when it appeared that the complaint had not been filed 
within the time required by the statute it was evident, as mat. 
ter of law, that the plaintiff had no cause of action.” 

It seems to us that the voluntary payment of an overcharge 
claim filed after the expiration Of two years from the date of 
delivery of a shipment would be contrary to the views expressed 
by the court in the above referred to case. 

We cannot see how a carrier may, by a voluntary payment 
waive the provisions of a statute which the Supreme Court says 
not only bars the remedy, but destroys the liability, and which 
may not be waived in the event a suit is filed. 


Limitation on Overcharges 


Massachusetts.—Question: We note on page 409 of youl 
February 24 issue, under the above reference that certain ship: 
pers have lost a case in the Supreme Court wherein they sought 
refund of overcharges on shipments which moved more than 
two years previous to the filing of suit. 

Will you please inform us, if this suit was based on straight 
overcharges or if same was a matter of reparation, that is to say 
was suit based on violations of section 6 or 16 of the interstate 
commerce act? 

A certain carrier in this city is declining all claims where 
shipment moved over two years from the time the claim wa: 
made, and we would like to know, if, in your estimation, this 
carrier is justified in using the decision above mentioned a: 
authority for refusing to settle the claims. 

Is not this (straight overcharge) an illegal collection and 
therefore recoverable as a debt, which in Massachusetts is not 
outlawed until the expiration of six years? 

Answer: In the case to which you refer, namely, Kansas 
City Southern Ry. Co. vs. Harry B. Wolf et al., the Supreme 
Court of the United States held that the same period of limita 
tion, namely, two years, as provided in section 16 of the inter: 
state commerce act- applied to suits for overcharges in state 
courts, as well as to actions brought before the Interstate Com: 
merce Commission. The Supreme Court, in this case, said that 
the doctrine of the Phillips case, 236 U. S. 662, which case 
covered a suit for the recovery of reparation on account of the 
collection of a rate found to be unreasonable by the Interstate 
Commerce Commission, and the reasoning advanced to support 
it, were applicable to the circumstances in the Wolf case. 

In the Phillips case the court said that to have one period 
of limitation where the complaint is filed before the Commis- 
sion and the varying periods of limitation of the different states 
where a suit was brought in a court of competent jurisdiction; 
or to permit a railroad company to plead the statute of limb 
tations as against some and waive it as against others would 
be to prefer some and discriminate against others in violation of 
the terms of the commerce act, whicltf forbids all devices by 
which such results may be accomplished. 

With respect to the question as to whether a carrier may 
decline a claim which is filed after two years from the time 
the shipment moved, see our answer to “Illinois” above. 


Carriers and Director General 


Indiana.—Question: We wish to refer you to issue of 
Traffic World dated April 21, 1923, page 944 thereof, answer 
to “Iowa” under the above caption. The last paragraph of 
this answer reads as follows: 


However, with respect to the shipments which moved during 
December, 1920, and January, 1921, the provisions of paragraph 3 
section 16 of the interstate commerce act bar an action for under- 
charges, unless instituted prior to March 1, 1923, even though the 
action is not barred by a state statute. 


Will you please advise us exactly how you arrive at the 
decision that all shipments ‘which moved during December 
1920 and January 1921, the provisions of paragraph 3 section 
16 of the interstate commerce act bar an action for under 
charges by carriers unless instituted prior to March 1, 1923? 

We are somewhat interested in this as it is our under 
standing that carriers under paragraph 3 section 16 may begit 
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electric conveyor trucks and stacker; 72 cars, private tracks. 
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suit for collection of charges within three years from the date 
of cause of action. 

Answer: You are correct in your understanding that un- 
der section 16 of the act carriers may bring suit for the 
collection of their charges or any part thereof within three 
years from the date the cause of action accrues, namely three 
years from the date of the delivery or tender of delivery of 
the shipment, and in our answer to which you refer we did 
not correctly figure the time within which a suit could be 
filed. Our answer should have stated that the provisions of 
this section of the act and not the provisions relating to limi- 
tations of actions of the several states govern an action, in- 
asmuch as the shipments referred to moved after the date that 
the three year limitation period was incorporated in the In- 
terstate Commerce Act, namely February 28, 1920. 
Application of Cummins Amendment to Shipments Moving from 

Canadian Points to Points in the United States 

In connection with our answer to Massachusetts on page 
878 of the April 14, 1923, issue of The Traffic World, we are 
advised that in a suit filed in the Canadian courts under the 
style of Thompson vs. C. P. R. R. Co., judgment has been 
rendered against the carriers by the county court, County of 
York, the court holding that the provision in the Canadian 
bill of lading to the effect that the value at point of origin is 
the basis for arriving at the amount of damages in case of 
loss, damage, or delay does not hold. An appeal was taken 
in this case by the carriers, we are advised, but was dis- 
missed by the Court of Appeals. 

Carload Shipment Must Be Covered By Only One Bill of 

Lading 

Wisconsin.—Question: We received from point of shipment 
a car lot of furniture, which was delivered to the transporta- 
tion company on separate bills of lading, with every wagon 
load a bill of lading was issued for the amount of goods trans- 
ported. The entire shipment consisted of four different bills 
of lading, and constituted close to a minimum weight as per 
consolidated classification No. 2, as described as furniture. 


We filed a claim on the basis of a carload shipment, as at. 


the carload rating there was a difference in excess charges 
to the amount of $51.23. The carriers have declined the claim 
referring us to ruling 16 of consolidated classification No. 2, 
which reads as follows: “That two or more single shipments 
shall not be combined and waybilled as one shipment, but 
must be carried as separate shipments.” Are we entitled to 
a refund on this shipment as same was forwarded as a solid 
carload of furniture, although it did not specify that it should 
be forwarded as a carload shipment. It arrived as a carload 
shipment under four separate bills of lading, and on that basis 
we have filed claim. : 

Answer: Rule .14: of Consolidated Classification provides: 
“Carload ratings or rates apply only when a carload of freight 
is shipped from one station, in or on one car, except as pro- 
vided in rule 24, in one day, by one shipper for delivery to 
one consignee at one destination. Only one bill of lading 
from one loading point and one freight bill shall be issued for 
such carload shipment. The minimum carload weight provided 
is the lowest weight on which carload rating or rate will apply.” 

See also the Commission’s opinion in G. W. Sheldon & Co. 
vs. Wabash R. R. Co., 38 I. C. C. 569, in which case the Com- 
mission held that where two lots of freight were inadvert- 
ently forwarded as separate less-than-carload shipments under 
two bills of lading, charges collected at the less-than-carload 
rate were not illegal. 

Notice—Necessity for Filing 


Kansas.—Question: Will you please advise if suit may be 
brought for loss or damage where claimant failed to file claim 
within six months after delivery of the property. 

Answer: The courts uniformly held in the past that the 
failure of a shipper to file claim or notice thereof within the 
time stipulated in the bill of lading constitutes a defense which 
the carrier may plead in an action for damages, although in 
two or three recent decisions it has been held that under 
the exception in the requirement for notice in the bill of lad- 
ing “where the loss, damage, or injury complained of is due 
to delay or damage in transit, by carelessness or negligence” 
no notice of claim is necessary, at least as to certain kinds of 
classes. However, owing to the ambiguous wording of this 
exception, it is not possible, at this time, to say definitely 
what claims are excepted. See the Blish Case, 241 U. S. 190. 

Overcharges—Time Within Which Suit Must Be Filed 

Michigan.—Question: Would you kindly advise us just 
what the statute of limitations is regarding interstate over- 
charges accruing after the period of federal control, and are 
these same limitations applicable to the railroads as well as 
the shippers? 

Answer: (1) Paragraph 3 section 16 of the interstate 
commerce act provides that all complaints for the recovery of 
damages shall be filed with the Interstate Commerce Com- 
mission within two years from the time the cause of action 
accrues, that is, within two years from the date of delivery 
or tender of the shipment. The Supreme Court of the United 





States in the case of Wolfe vs. K. C. S. Ry. Co., decided Feb, 
19, 1923, held that the same period of limitation governed 
actions for overcharges when brought in a court of law. 

(2) This same section of the act provides that all actions 
at law by carriers subject to the act for recovery of their 
charges, or any part thereof, shall be begun within three years 
from the time the cause of action accrues, such cause of ac. 
tion accruing upon delivery or tender of delivery of the ship. 
ment by the carrier. 

Undercharges—Limitations Governing Suits for Collection of 
By Director General 

Wisconsin.—Question: We made a shipment of lumber ito 
a point in Ohio on June 12th, 1918, car arriving at destina- 
tion July 6th, 1918. Carrier collected freight from customer 
on July 15th, of $85.03, which was less than what the freight 
should be, in fact, an undercharge of $126.35. On June 5th, 
1922, the agent took up with our customer in regard to this 
undercharge and check was sent to carrier for the amount 
they were outstanding. 

Inasmuch as the shipment moved in 1918, and carriers 
did not present their bill for this undercharge until June, 1922, 
was this claim not barred, and even though check has already 
a ss io the railroad, could we not secure this back from 

em? 

Answer: As to shipments which moved during the period 
of federal control, it has been held in a recent decision by the 
United States Circuit Court of Appeals for the Eighth Circuit. 
in the case of James C. Davis, Director General of Railroads, 
Agent, vs. E. I. du Pont De Nemours & Co., that paragraph 
3, section of 16 of act requiring the filing of suits by carriers 
for the collection of their charges, does not apply to suits 
brought by the Director General of Railroads. Therefore so far 
as the shipment which moved during June, 1918, is concerned, 
under the decision referred to above, the period of limitation 
of the state statute governs. 

Routing—Carrier Not Liable Where Shipper Authorizes Diver. 
sion of Shipment from Embargoed to Unembargoed Route 

California.—Question: We would appreciate your opinion 
relative to shipment of hogs which moved in August, 1922. 

Shipper ordered double deck cars at “A” on the “X” line, 
which is a transcontinental! road, for shipment to “D” also on the 
“X” road. The rate from “A” to “D” is constructed by a 
combination of locals and is substantially lower than the 
rates carried in Transcontinental F. B. Tariffs, which apply 
over the “Y” Road (another transcontinental line). The “X” 
Tariff protects the double deck rate where single deck cars 
are furnished at carrier’s convenience, while the Transcon- 
tinental Tariff does not, single deck rate being assessed where 
ever single deck cars are used. 

The “X” road accepted shipment and moved same to “B”, 
about 400 miles, where shipment was stopped on account of 
strike—employees of “X” road having walked out from point 
“B” to point “C”. Consequently, there was nothing moving 
over the road at this point. “X” Railroad notified us shipment 
had been stopped at “B’ and that they did not contemplate 
moving same farther until line was reopened and advised in 
case we did not want shipment held up indefinitely to divert 
to the “Y” road, which was operating trains through. We had 
no alternative but to divert, which we did. “Y” Road delivered 
shipment, assessing the transcontinental rate on double deck 
cars, which we paid. Now they are presenting us with supple 
mentary charges, covering single deck cars. 

Inasmuch as the “X” Road accepted shipment for de 
livery at “D” at local tariff rates and actually carried ship- 
ment about 400 miles, we are desirous of knowing as to whether 
they are not responsible for any charges above and beyond 
the rate under which they accepted shipment. Should the “Y” 
road look to the “X” Road for the difference in rate? Is this 
difference properly assessable to the shipper? 

Answer: When a shipper authorizes the diversion of 4 
shipment over a higher rate route, because of an embargo 
which has been placed over the route specified in the bill of 
lading or in the absence of routing instructions in the bis 
of lading the route over which it was the duty of the initial 
carrier to route the shipment, the Commission will not award 
reparation to the basis of the rate applicable via the embargoed 
route. See Old Vincennes Distillery Co. vs. C. F. H. & 8. EB 
Ry. Co., Unrep. Op. No. 1881; S. C. Woolman & Co., Inc. VS. 
T. St. L. & W. R. R. Co., 48 I. C. C. 441; W. S. George Pottery 
Co. vs. Director General, 60 I. C. C. 372 and North Packing & 
Provision Co. vs. Director General, 73 I. C. C. 740. However, 
see Graham County Lumber Co. vs. Southern Ry., 50 I. C. C. 231, 
which holds that a carrier has misrouted a shipment by the 
acceptance of same for movement over a route which is em 
bargoed at the time the shipment is accepted for transporte 
tion. . 

Shipper’s Load and Count 


California—Question: We had a carload of automobiles 
shipped from Detroit, Mich., to San Francisco, Cal., and other 
bill of lading bears notation—“Shippers Load and Count. 
Automobiles were received in a damaged condition also ome 
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We Say It With Service 
At Less Cost 


The PORT OF TACOMA has placed in operation its 
Shed No. One on Pier Two. This fireproof structure of 
40,000 ton capacity and equipped with the most modern 
machinery for the handling of general cargo makes a fit 
mate for open storage Pier One, the maker of world records. 


Investigate if you have Pacific Northwest distribu- 
tions, Oriental or Alaskan trans-shipments. 


Consign your freight: 
PORT PIERS 
Cable Address 


aranie TACOMA, U.S. A. 


MEMPHIS, TENN. | 27321000? 
9 * Located Distributing Point 
Offers for your acceptance Unexcelled Storage and Reshipping 


Facilities at Reasonable Storage Rates and Lowest Insurance 
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box of tools was missing. The car moved through to destina- 
tion under shipper’s seals and in view of this fact and the S. 
L. & C. notation on bill of lading, carriers refuse to settle 
our claim. 

Kindly advise if there have been any court decisions with 
reference to carriers liability. 

We do not think carriers can hold us to section 21 of the 
bill of lading act in this case as we feel that inasmuch as 
shipment was loaded at an open station, carriers should have 
checked shipment in the car and noted exception. If carriers 
do not exercise the privilege that is theirs, it is our opinion 
that we should not be made to suffer for their negligence. 

Answer: Section 21 of the Bill of Lading Act provides: 
“The carrier may also, by inserting in the bill of lading the 
words ‘Shipper’s weight, load and count’ or other words of 
like purport, indicate that the goods were loaded by the ship- 
per and the description of them made by him; and if such 
statement be true the carrier shall not be liable for damages 
caused by the improper loading or by the non-receipt or by the 
misdescription of the goods described in the bill of lading.” 

The effect of a shipper’s load and count notation on a bill 
of lading is to place upon the shipper the burden of proving 
that the amount stated in the bill of lading was actually 
loaded in the car and that a less amount was taken out of the 
car by the consignee. In the absence of this notation on. the 
bill of lading the carrier has the burden of showing that the 
amount stated in the bill of lading was not actually received 
for transportation. It is, in fact, a qualified receipt on the 
part of the carrier and, as to third parties, the carrier is 
not estopped from showing that the amount specified in the 
bill of lading was not in fact received from the shipper. 

The Interstate Commerce Commission has in three cases, 
namely, Ponchatoula Farmers Association vs. Illinois Central 
R. R. Co., 19 I. C. C. 518; In Re Western Classification 51, 25 
I. C. C. 442, and Louisiana State Rice Milling Co. vs. M. L. & 
T. R. R. Co., 34 I. C. C. 511, had before it the question of the 
reasonableness of the practice of the carriers in placing shipper’s 
load and count notation on bills of lading and has found the 
practice not to be unreasonable or otherwise in violation of 
the law. 

The question as to the legal effect of this notation has 
been before the courts in a limited number of cases only, 
namely, in A. C. L. vs. Cohan, 65 S. E. 355; Palmetto Fertilizer 
Co. vs. N. C. & L. Ry. Co. 83 S. E. 36; N. C. & L. Ry. vs. 
Flournoy, 77 S. E. 797 and Lewis Poultry Co. vs. N. Y. C. R. 
Co., 105 A. 109. 

These decisions, in effect, hold that the bill of lading as a 
receipt, in ihe event it contains a shipper’s load and count stip- 
ulation, is a qualified receipt, and it becomes a question for the 
determination of the jury as to whether or not the amount 
stated in the bill of lading was actually loaded and a less 
amount was received at destination, the fact that the receipt 
is not unqualified being a circumstance which the jury may take 
into consideration. 


Damages—Delay in Transportation 

Illinois —Question: Under date of September 30th, 1920, 
there was shipped from Belvidere, Ill., to New Orleans, La., 
shipment of consisting of 52 boxes, final destination, South 
America. All but 16 boxes arrived at New Orleans on October 
15th. The 16 boxes which checked short did not arrive at New 
Orleans until some time around November 15th. 

Goods were sold to consignee in South America subject to a 
letter of credit, which expired on October 31, 1922. Owing 
to the fact that the entire shipment was not at New Orleans on 
October 31st, the letter of credit was cancelled, and after nego- 
tiations were carried on between the shippers and consignee, 
goods were finally accepted after a discount of 6 per cent 
from the original price had been made. At the time shipment 
was tendered to the carriers, bill of lading was not marked 
to show that shipment was for export, or any notice given to 
the carriers that it was necessary that the shipment arrive 
at New Orleans prior to October 3ist, although the boxes were 
marked for the final destination. 

Claim has been filed with the originating carrier for dam- 
age due to delay and they have declined same contending that 
the case is one of special damages and inasmuch as no notice 
was given their company that shipment must be at New Orleans 
at any specific time, that there is no liability with them. 

It is our contention that this is not a claim of special dam- 
ages, but one for decline in market value caused by the delay 
in handling shipment. Kindly advise if in your opinion we 
have a just claim 

Answer: In the absence of notice to the carrier at the 
time of delivery of a shipment to the carrier only such damages 
as proximately’ result from the carriers’ delay may be re- 
eovered, that is, only such damages may be recovered as may 
fairly and reasonably be considered as arising naturally, or 
such as may reasonably be supposed to have been in contem- 
plation when the shipping contract was made. 

If there was damage resulting from a decline in the market 
value the amount thereof may be recovered, of course, as gen- 
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eral damages. However, unless the discount referred to rep. 
resents the decrease in the market value between date of ar- 
rival and the date the goods should have arrived, it is our 
opinion that the damages are special and not recoverable, in 
the absence of notice to the carrier that such damages would 
result unless the shipment arrived at the port at specified date. 
Application of Rule 10 of Consolidated Classification 
Massachusetts.—Question: Will you kindly give us your 
opinion on the proper charges to be assessed on the following 
shipment of two commodities designated A and B: 
Commodities 
Weight shipped ............... 


Less carload rating 
= CE INE oioretioc.c.0 che cwe.s v6 


4 

Carload minimum ............. 30,000 Ibs. 36,000 Ibs. 
Leas carlioad rates............. 60 40 
a eae ee ee 38 32 

The writer and his assistant has entered into a friendly 
dispute, one claiming Commodity “B” should be charged at 
37805 lbs. at 32 cents while commodity “A” should be charged 
at 30,000 Ibs. at 38 cents, making a total charge of $234.98, 
the other claims that on the basis of Rule 10, Official Classin. 
cation mixture, charges should be used on the total weight of 
58,100 lbs. at 38 cents or $220.78. 

The stand taken by one is that when a sufficient quantity 
of material has been loaded into a car to equal or exceed car. 
load minimum for that commodity, it does not properly come 
under the mixture as provided for in Rule 10. In other words 
Rule 10 applies only to less carload quantities. 

Answer: Section 3 of Rule 10 provides that the entire ship. 
ment may be treated as two or more separate carloads at the 
highest rate and minimum weight for any of the articles. 

7 Section 4 provides that where the carload rate at minimum 
weight or actual or estimated weight, if in excess of. minimum 
weight on one article in shipment, and less carload rate at 
actual weight makes a lower charge than the carload rate on 
the highest classed or rated article and the highest minimum 
on any of the articles in the shipment, the former basis may 
be used. 

20,295 lbs. of an article for which the minimum weight ts 
30,000 Ibs. is not a carload so far as weight is concerned, and 
therefore either basis may be used. We see nothing in the 
rule to prevent application of the rule to two or more articles, 
the weight of which, as to each article, equals or exceed the 
carload minimum for that article. In such cases it would, of 
course, be cheaper to_make separate carload shipments than 
to pay the highest carload rate at highest minimum of any of 
the articles or actual weight if in excess thereof. 
Undercharges—Claims on Shipments Moving During Period of 

Federal- Control 

Pennsylvania.—Question: Under date of May 15th, we 
entered claim with the Interstate Commerce Commission cover- 
—— straight overcharges on shipments moving during 

This claim has been acknowledged, by the Interstate Com- 
merce Commission and in turn has been sent to the carriers 
who have forwarded same to the United States Railroad Ad- 
ministration at Washington and same is now in their posses- 
sion. 

Will you kindly advise the date this claim must be paid 
before it will be outlawed. 

Answer: Under Section 16 of the Interstate Commerce 
Act a complaint for the recovery of an overcharge must be 
filed with the Interstate Commerce Commission within two 
years after delivery or tender of delivery of a shipment. 

However, under Section 206-G of the Transportation Act 
a complaint for reparation in respect of an overcharge, col- 
lected during the period of Federal control must have been 
filed within two years and six months after the termination 
of Federal control. 

Inasmuch as the claim has been filed with the Commis- 
sion the statute of limitation has been tolled. There is no time 
limit within which it must be paid. However, should the claim 
be declined by the Railroad Administration and advice is 
given you by the Interstate Commerce Commission that it cal- 
not be handled on the informal docket, you must, if you desire 
to prosecute the claim, file a formal complaint within six 
months from the date you receive advice from the Commis- 
sion that it cannot be handled on the informal docket of the 
Commission. You will be so advised by the Commission. 

Damages—Delay in Transit 

On page 944 of the April 21, issue of The Traffic World, 
under the above caption, owing to a typographical error, the 
statement is made in the question of Michigan that the mar 
ket value of the cotton fabric, at the time the car arrived at 
destination was $12,000,000 less than the value at the time it 
was shipped. This should have read $12,000 less than the 
value at the time it was shipped. 

Application of Rates 

Alabama.—Question: I will appreciate your advising you! 
interpretation of the following: : 

A tariff publishing class rates from “A” to “C” provides 


A B 
20,295 Ibs. 37,805 lbs. 
2 R26 


ee ee eee ee eene 
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| [LOS ANGELES, CALIFORNIA 


THE UNION TERMINAL WAREHOUSE COMPANY 


The only warehouse within the harbor zone offers an adequate and ‘efficient service to shippers and 





ne receivers of freight through the Port of Los Angeles. 

as 480,000 square feet of fireproof free and U. S. Customs Bonded warehouse space. 
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um We solicit the distribution of general merchandise and the storage of cotton, wool, grain, flour, 
“a sugar, coffee, copra, oil cake, automobiles, news print, paper, canned goods and all staples. 

ps Pool car shipments distributed throughout the Southwest. 

um High density cotton compress operated in conjunction with the warehouse. 
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, Storage, Forwarding and Distribution. 
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that rates to stations on line “C” will not apply via line “B”. 
The shipment which I have in mind was destined to’ a com- 
mon point on line “C” and in the tariff this point is published 
under the head of “Common Points”, question being, does the 
restriction referring to stations apply even though it is listed 
under heading “Common Point”? 

My contention is that through rates will not apply via 
line “B” to the common points located on line “C” as the ex- 
ception covers stations on that line. 

Answer: We see no reason why the restriction should 
not apply to a point listed under the heading “Common Point,” 
inasmuch as it specifies, without qualification, stations on line 
°C.” 

Cars—Carrier Entitled to Reasonable Time in Which to 

Furnish Equipment to Shipper 


Louisiana.—Question: We would like to have your opin- 
ion as to carriers liability under the following circumstances: 

A certain shipper ships ice in carloads from time to time 
to points within 100 miles from shipping point. Shipper in- 
variably requests that refrigerator cars be furnished for this 
loading. These requests are usually made the same day that 
ice is to be shipped, and as carrier has no refrigerator equip- 
ment of its own, and as they are unable to secure equipment 
from connections within specified time, they notify shipper 
that they cannot furnish refrigerator equipment, and shippers 
invariably order ordinary box car equipment. This, however, 
they do under protest, and claim is invariably filed for ex- 
cuses shrinkage at destination. 

These shipments are not made with any degree or regu- 
larity, and are not of sufficient volume to justify carrier in 
holding equipment for this movement. Also the connecting 
carrier will not furnish their good refrigerator equipment for 
ice shipments and it would often take from two or three days 
to secure proper equipment. 

Carrier takes the position that the loss is caused by in- 
herent nature of the commodity, and that under the existing 
circumstances they would not be responsible for any excess 
shrinkage caused by their failure to furnish refrigerator equip- 
ment, provided that shipment is handled without delay and no 
act of carrier contributing to the loss, except their failure to 
furnish refrigerator equipment. 

If you can locate any authority bearing on this point, I 
would like to have specific reference thereto, otherwise would 
be glad to have your opinion in the matter. 

Answer: Where a shipper requires cars for the ship- 
ment of his goods, he must in all cases give notice to the rail- 
road company. 

After receiving the notice given by the shipper, the rail- 
road company is entitled to a reasonable time in which to fur- 
nish the cars. In the absence of any statutory provision as to 
the length of the notice, or of any rule on the subject estab- 
lished by thé carrier, the facts must be considered in deter- 
mining whether the notice given was reasonable. And what 
constitutes a reasonable time is ordinarily a question of fact 
for the jury. Ft. W. & D. C. Ry. Co. vs. Strickland, 208 S. W. 
410. 

If the shipper does not give the carrier reasonable notice 
and instead of waiting a reasonable length of time for the 
carrier to furnish the class of equipment which is most suit- 
able for the transportation of the commodity which he is ship- 
ping, which equipment the carrier is willing to furnish, accepts 
for immediate loading equipment which is not suitable for the 
transportation of that commodity, it is our opinion that the 
carrier is not liable in damages for the excessive shrinkage 
which occurs by reason of the commodity being loaded in 
such unsuitable equipment. 


Stoppage in Transitu 


Michigan.—Question: An order was received from an out 
of town concern whose credit standing was unknown to us. 
Information which we received at the time from an unreliable 
source furnished facts which gave is confidence in forwarding 
the goods via freight on an open account. Information from an- 
other source, however, reaching us after the shipment had been 
started indicated very definitely that the concern was in very 
bad financial condition and was not worthy of the credit risk. 
The shipment was made from Pittsburgh under date of July 
22nd, and we notified the agent under date of July 25th, that 
it was very important the consignee did not receive the goods 
and instructed him by surrendering the original bill of lading 
to reconsign the shipment to our warehouse in the same city. 
The agent acknowledged receipt of our instructions by send- 
ing a copy of his letter dated July 26th to a freight agent in 
the city to which the goods were destined giving reconsign- 
ment instructions. It developed later, however, that he wrote 
this letter to the freight agent of a different road than actually 
handled the shipment with the result that goods were delivered 
to the original consignee about two weeks after our reconsign- 
sanent had been issued. 

As we had expected the customer has proven financially 
irresponsible and our attorneys report they are unable to collect 
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the amount of our account by suit. It is not true that there 
is a law in effect which places the responsibility of a condi- 
tion of this kind upon the carriers since they were given proper 
instructions in ample time to execute them, but through their 
own negligence a slipup occurred? A notice was given to car. 
riers about five months after the shipment was made that we 
felt they were responsible for the situation and we stated that 
if we experience any loss on that account they would be 
held liable. 

Answer: The right of stoppage in Transitu is the right 
of an unpaid seller of merchandise to resume possession there. 
of after shipment and before actual or constructive delivery 
to the buyer or some one claiming under him or acting for him 
in some capacity other than that of carrier or middleman, for 
the purpose of securing himself, to the extent of purchase price 
remaining unpaid, against the insolvency of the buyer, existing 
unknown to the seller at the time of the sale, or arising there 
after. 

The right of stoppage may be exercised by a notice to the 
proper parties indicating an intention on the part of the seller 
to resume possession of ithe goods. 

On receipt of a notice which complies with the require 
ments relating thereto, it is the duty of the carrier to retur; 
the goods io the vender, and in so doing it incurs no liability 
to the vendor. On the other hand, if the carrier allows the con- 
signee by direct or indirect means to get possession of the 
goods after the consignor has exercised the right of stoppage 
in transitu, liability to the consignor will result. 

The seller is liable for stopping the goods when the right 
of stoppage does not exist, not only to the buyer and persons 
claiming under him, but also the carrier to the extent of the 
damage which may be recovered against him by the buyer or 
his assignee on account of a refusal to deliver the goods be 
cause of the notice of stoppage. 

The carrier is liable to the buyer or his assignee for refus- 
ing to deliver when the right of stoppage does not exist or has 
not been properly exercised, and also for delivering the goods 
to one not having the right of stoppage. 


UNION PACIFIC CERTIFICATES 


The Commission has approved the application of the Union 
Pacific for authority to assume obligation and liability in respect 
of $5,687,000 to be issued by the Bank of North America & Trust 
Company and to be sold at not less than 93%, the proceeds to 
be applied on the acquisition of equipment. 


SOUTHERN PACIFIC CONSTRUCTION 


‘The Southern Pacific has been authorized by the Commis- 
sion to construct a branch line in Kern county, California. The 
line will extend from Magunden to Arvin, Calif., a distance of 
approximately 17 miles, and will reach a packing plant near 
the latter point. 


REIMBURSEMENT OF DEFICITS 


The Commission has certified to the Secretary of the Treas- 
ury that $8,508.01 is due the Dardanelle & Russellville Railroad 
Company of Arkansas, and that $25,629.39 is due the Zwolle 
& Eastern Railway Company of Louisiana, under section 204 of 
the transportation act. : 

The Commission has certified to the Secretary of the Treas 
ury that $8,117.81 is due the Johnstown & Stony Creek under 
section 204 of the transportation act. 

The Commission has certified to the Secretary of the Treas 
ury that $189,560.52 is due the Pittsburgh, Shawmut & Northern 
under section 204 of the transportation act. The carrier has 
received advance payments aggregating $200,000. 


CHANGES IN DOCKET. 


Hearing in No. 14769, Joseph Bancroft & Sons Co. vs. Directs 
General, P. & R. Ry. et al., assigned for May 2, at Wilmington, Del. 
before Examiner Gerry, was postponed to a date to be hereafter 
fixed. 


Hearing in No. 14758, E. I. du Pont de Nemours & Co. VS. Director 
General, assigned for May 3, at Philadelphia, before Examiner Gerry, 
was cancelled. ; 

Hearing in No. 14486, Luria Bros. & Co., Inc., Vs. Director: 
General, assigned for May 5, at Reading, Pa., before Examine! 
Gerry, was canceled. 


PETITIONS FOR REHEARING ETC. 


The complainant in No. 13122, Firestone Tire & Rubbe 
Company vs. P. R. R., has petitioned the Commission to ”* 
a reargument therein alleging that the decision rendere Ms 
inconsistent with prior holdings .and decision of the Comm 
sion and also that many of the matters and things of ee 
at the hearing of the case and certain features that bey 
pointed out in the proposed report of the examiner ape 
have been overlooked in the decision. The petitioner des *. 
reargument in order to introduce and clear up some points 
issue that probably were not fully presented at the hearing. 
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Union Pacific 
Means Service 


The spirit behind the Union Pacific is service. 





Service is the stock in trade of a railroad—the only thing 
it has to sell—freight service, passenger service, but 
more-—personal service. 


It is the purpose of the Union Pacific System to give the 
public the best service it is possible to render. 







Map of Through Train Routes between the 
> East and the West—Union Pacific System 
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ASAN DIEGO 


Traffic Agencies 


Complete information regarding passenger and freight service 
cheerfully furnished by any Union Pacific representative. Offices 
are maintained at principal cities throughout the country. 
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PROTECTS CEMENT ADJUSTMENT 


The Trafic World Washington Bureau 


The Commission, in I. and S. No. 1805, on its own motion, 
suspended, for 120 days, supplement No. 3 to Kansas City, Kaw 
Valley & Western I. C. C. No. 29, which otherwise would have 
become operative April 29. The supplement was suspended be- 
cause it seemed to break down the cement rate structure de- 
vised in the Commission’s reports in the Western Cement Rates 
case, 59 I. C. C, 31 and 77 I. C. C. 146. The suspended supple- 
ment proposed to establish a rate of 4.5 cents on cement, 80,000 
pounds minimum, from Bonner Springs, Kan., to all points in 
the Kansas City switching district, a reduction of two cents, 
the Commission having established a rate of 6.5 cents on a 
50,000-pound minimum. 

In the second report mentioned—that is, the one in 77 I. C. C. 
146—the Commission affirmed its finding that 4.5 cents would 
be a proper rate from Sugar Creek to Kansas City and 6.5 cents 
from the more distant Bonner Springs cement mills. 

The raie adjustment in that part of the western district 
long has been a perplexing one. The Commission, as herein- 
before indicated, has dealt with it twice’ hence the suspension 


of the Kaw Valley’s schedule proposing a lower rate on a higher 
minimum, 


LARGEST INLAND VESSEL 


On April 24, at Neville Island, Pittsburgh, Pa., was launched 
what it is said to be the largest inland vessel in the world; 
at least it is the largest vessel ever built on inland waters and 
is the latest development in ¢ar ferries. 

It was constructed at an approximate cost of $250,000, has 
a moulded length of 340 feet and a beam 91% feet, the hull 
being divided into 26 airtight compartments and two oil compart- 
ments with a bridge spanning the tracks from the starboard 
to port. Two batteries of boilers are adapted for use of fuel 
oil but will also permit the use of coal: They were designed 
for. 200 pound pressure, either battery being sufficient to furnish 
steam power for the engines, there being two side wheels 31 
feet in diameter, making for quick approach to incline tracks for 
loading or discharging. 

A unique feature of the boat lies in its mechanical telegraph 
system; eliminating the system of bells and jingles, as used by 
most river vessels. 

It is designed to carry 11 large steel Pullman cars and an 
engine or 25 freight cars, with three tracks with switches so 
arranged that car shifting is possible. 

The vessel named after George H. Walker, chairman of the 
board of the New Orleans Texas & Mexico Railway holding 
company for the various properties comprising the Gulf Coast 
Lines and will be placed in service of that railroad between 
Baton Rouge, La., and Anchorage, La., where the Mississippi 
River is too wide to bridge. In addition to car interchange be- 
tween the Gulf Coast Lines and Illinois Central Lines at Baton 
Rouge this boat will serve to handle cars of the Southern 
Pacific and Texas & Pacific interchanged through Baton Rouge. 


CANADIAN RAILWAY READJUSTMENT 


For purposes of economy the Canadian National Railways 
Board is understood to be considering the advisability of divert- 
ing the Canadian Northern, Montreal-Quebec section, on the 
north shore to the Transcontinental line from Donnacona to 
Quebec. This would mean the removal of 26 miles of track 


along the St. Lawrence River, only two miles from the Trans- 
continental. 


— 


ABANDONMENT APPLICATION 


The Oberlin, Hampton & Eastern Railway Company has 
applied to the Commission for authority to abandon its line 
between Oberlin and Hampton, La., a distance of 9.8 miles. The 
company said the main source of its freight was a large saw- 
mill, which has ceased operations. 


VIRGINIAN BONDS 
The Virginian Railway Company has been authorized by 
the Commission to issue $1,846,000 of first mortgage 5 per cent 
50-year gold bonds to be sold at not less than 95 per cent of 
par and accrued interest. The proceeds are to be used in 
making temporary advances for construction purposes to the 
Virginian Terminal Railway Company. 


GEORGIA NORTHERN NOTES 
The Georgia Northern has been authorized by the Com- 


mission to issue 12 notes, each in the face amount of $1,500, to 
the American Locomotive Company. 


PROPOSED OREGON LINE 
The Oregon Short Line Railroad Company has applied to 
the Commission for authority to construct a line of railroad 
from a point on its existing branch line at or near Ammon, 
Idaho, to a connection with its branch line at or near Dumas, 
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Idaho, an estimated length of 10.8 miles. The company said 
the extension would provide transportation facilities to highly 


developed irrigated lands now producing potatoes and sugar 
beets. 


CALIFORNIA LINE AUTHORIZED 


The Commission has approved the application of the Inter. 
California Railway Company for authority to construct 21 miles 
of line in Imperial county, California, and the operation thereof 
by the Southern Pacific. The latter was denied permission to 
retain excess earnings under section 15-a. 


Cc. M. & ST. P. BONDS 
The Chicago, Milwaukee & St. Paul has been authorized by 
the Commission to issue $10,000,000 of 5 per cent general mort- 
gage bonds, which may be sold at any time prior to October 


31, 1923, at a price to net the applicant not less than 90 per 
cent of par. 


ROCK ISLAND CERTIFICATES 


The Chicago, Rock Island & Pacific Railway Company has 
applied to the Commission for authority to guarantee $8,550,000 
of equipment trust certificates in connection with the acquisition 
of equipment at a cost of $10,764,747.50. The company pro- 
poses to sell the certificates to Freeman & Company’ of New 
York City at 96.1801 net to the applicant. The equipment con- 


sists of 80 locomotives, 50 steel suburban cars and 2,000 freight 
cars. 


—_—-. 


ILLINOIS CENTRAL CERTIFICATES 


Authority to issue $14,003,000 of equipment trust certificates 
has been asked by the Illinois Central Railroad Company in an 
application filed with the Commission. The proceeds will be 
applied on the purchase of equipment costing $23,335,393.55. It 
is proposed to sell the certificates to Kuhn, Loeb & Co.,, of 
New York, at 96%. The equipment consists of 110 Mikado-type 
locomotives, 15 mountain-type locomotives, 125 caboose cars, 
6,050 freight cars of various types, 4 steel parlor cars, 2 cafe- 
lounge cars, 5 dining cars, 6 horse cars, 8 steel baggage cars 
and 25 steel suburban cars. 


ABANDONMENT APPLICATIONS 


The Caddo & Choctaw Railroad Company has applied to 
the Commission for authority to abandon its line of railroad 
from Rosboro to Cooper in Pike county, Ark., a distance of 
13.75 miles. The line was constructed for the purpose of haul- 
ing timber to the Missouri Pacific at Rosboro. The applicant 


says all the merchantable timber has been cut and that the 
road serves no public convenience. 





Digest of New Complaints 


No. 14615. Sub. No. 6. W. J. Stahlberg, doing business as Winter's 
Metallic Paint Co., Neda, Wis., vs. C. M. & St. P. et al. 
Unjust and_unreasonable rates on ground iron ore from Neda, 
Wis., to New Orleans, La. Asks cease and desist order and just 
and reasonable rates. : 


No. 14721, Sub. No. 1. Union Portland Cement Company, Denver, 

Colo., vs. Director General, as agent. 

Unjust, unreasonable and unduly prejudicial rates on cement 

from Devils Slide, Utah, to Hooper, Utah. Asks for reparation. 
No. 14760. Sub. No. 1. Parkersburg Rig & Reel Co., Parkersburg, 

W. Va., vs. Missouri Pacific et al. 

Unjust_and unreasonable rates on rig irons from Parkers- 
burg, W. Va., to destinations in Arkansas and Louisiana west 
of the Mississippi river. Asks cease and desist order, just and 
reasonable rates and reparation. 

. 14812, Sub. No. 1. Same vs. Same. : 
Same complaint and prayer as to other shipments of com 
syrup from and to the same points. 


No. srnes. Strauss & Adler, Inc., New York City, vs. Pennsylvania 
e 


Mp amy and unreasonable rates on various shipments of sheep 
and lambs from points in Ohio, Illinois, Kentucky, Pennsylvania, 
Nebraska and Tennessee to New York City. Asks reparation. 

. 14814. United Commercial Co., San Francisco, Calif., vs. South- 

ern Pacific et al. 

Unjust and unreasonable rates on steel rails and angles in 
Boulder and Denver, Colo., to San Pedro and Wilmington, C “a 
for export, and diverted to Westwood Junction, Calif., because © 


defendant’s failure to obey the instructions as to diversion. Asks 
reparation. 


. 14815. Los Angeles Soap. Co., Los Angeles, Calif., vs. Director 
General, as agent, Southern Pacific. ed 
Unjust and unreasonable rates on_tank carloads of cottonse? 
oil from Los Angeles to South San Francisco, Calif., and also 
San Francisco. Asks reparation. stowol 
. 14816. Aluminum Goods Manufacturing Co. et al., Manitowoc 
Wis., vs. Alabama & Vicksburg et al. ult- 
Unjust and unreasonable classification ratings and rates ay 
ing therefrom on aluminum articles as well as discriminatory and 
preferential. Asks cease and desist order, just, reasonabie, t 
non-prejudicial classifiaction ratings and C, L. minimum weées 
. 14817, State of Arizona ex rel. Arizona Corporation Commis 
vs. Arizona Hastern et al. ‘way in 
Unjust and unreasonable rates on track, portable — vn 
sections, including frogs, stands, switch and attachments, 
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This International Motor 
Truck 1s in the service of 
the Pennsylvania Railroad 
at Cresline, Ohio. 


NATION-WIDE SERVICE 


Based on Three Fundamentals 


93 Company Branch 
Houses 


The far-reaching efficiency of our 
service is founded in the great sys- 
tem of International branch houses. 
Ninety-three of these, placed ad- 
vantageously throughout the 
United States support completely 
equipped service stations, devoted 
to International Motor Truck 
maintenance and repair. From 
these bases, factory-trained road 
engineers operate in support of the 
International Free Inspection Serv- 
ice Policy. 


Free Inspection Service] 
Policy 


Every purchaser of an Interna- 
tional Motor Truck is given this 
Free Inspection Service Policy, 
which insures free inspection of his 
truck several times a year—and for 


the life of the truck. International 


road engineers inspect all Interna- 
tionals at regular intervals and 
make unprejudiced reports on the 
actual condition of the trucks. 
Their single purpose is to prevent 
trouble before it starts. 





Low-cost Haulage 
in 14 Sizes 


In the International line are trucks 
of sizes and styles for every haul- 
age requirement. There is the 
2,000-lb. Speed Truck for rapid car- 
rying of lighter loads, and heavy- 
duty trucks up to 10,000 Ib. maxi- 
mum capacity. Special body and 
chassis equipment for all models. 
International Motor Trucks are in 


use daily in all parts of the coun- 
try. They can serve you as well. 





See the International Motor Truck Dealer. 
Or you may write direct to 
the address below. 





INTERNATIONAL HARVESTER COMPANY 


606 So. Michigan Ave. 


OF AMERICA 


(INCORPORATED) 





Chicago, Illinois 
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switches and mates, from Tullytown, Pa., to Phoenix, Ariz. Asks 
cease and desist order, gust and reasonable rates and reparation. 
No. 14818. The Goodyear Tire and Rubber Co., Akron, O., vs. Akron, 
Canton & Youngstown et al. 
Unjust, unreasonable, preferential and prejudicial rates on car- 
bon black from Lem, Ky., to Akron, O. Asks cease and desist 
order, just and reasonable rates and reparation. 
No. 14819. Producers’ Refining Co. et al., Tulsa, Okla., vs. St. Louis 
Southwestern et al. 

Alleges overcharge on fifteen C. L. of gasoline from various 
points in North Texas to Milwaukee, Wis. Asks reparation. 

No. 14820. W. B. Ahern Brokerage Co. et al., Chicago, Ill., vs. Atlantic 
Coast Line et al. 

Unjust and unreasonable rates on shipments of vegetables from 
points in Florida to Chicago. Asks reparation. 

No. 14821. Dawson Produce Co., Oklahoma City, Okla., vs. American 
Ry. Express Co. 

Unjust and unreasonable rates and charges on strawberries from 
points in Louisiana to stations in Kansas, Missouri and Oklahoma. 
Asks just and reasonable rates and reparation. 

No. 14822. Traffic Bureau, Chamber of Commerce, La Crosse, Wis., 
et al. vs. Great Lakes Transit ae. et al. 

Unjust and unreasonable rail-lake-and-rail and lake-and-rail 
rates in effect via defendants’ lines to LaCrosse, Wis., Winona 
and Red Wing, Minn., on traffic originating in Trunk Line territory 
and New Engiand states. Asks just and reasonable rates not in 
excess of the rates now in effect to St. Paul, as shown in Cur- 
lett’s I. C. C. A81 and Hawkes’ I. C. C. No. 1. 

No. 14823. Litowich Bros., Inc., Houston, Tex., vs. Santa Fe et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
junk cotton from points in Oklahoma to Houston, Tex. Asks 
cease and desist order, just and reasonable rates and reparation. 

No. 14824. W. A. Flowers and R. H. Stell, trading as Flowers & Stell, 
Washington, N. C., vs. Norfolk Southern et al. 

Unjust and unreasonable rate of $1.15 per 100 pounds on cotton 
piece goods from Baltimore, Md., to ashington, N. C. Asks 
cease and desist order, just and reasonable rates. 
a \ sermeeanienn Coffee Co. et al., Wichita, Kans., vs. Santa 

e et al. 

Unjust, unreasonable and discriminatory rates on green coffee 
from New Orleans, La., to Wichita, Kans. Asks reparation. 

No. a Cullum & Boren Co. et al., Dallas, Tex., vs. C. B. & Q. 
et al. 

Unjust and unreasonable rates on earthenware jugs, insulated 
and metal jacketed, from Macomb, Ill., to Dallas, Tex. Asks just 
and reasonable rates and reparation, 

No. 14827. National Association of Upholstered Furniture Manufac- 
turers, Chicago, vs. Ann Arbor et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates which violate the fourth section, on moss, in machine 
pressed bales, C. L., subject to Rule 34 of Western Classification 


from points in Louisiana to various points in the United States. 
Asks for just, 


No. 





Docket of the Commission 


reasonable and non-discriminatory rates, and 

reparation. 
No. 14828. Inquiry into legality of tariffs purporting to embrace or 
Note. Items in the Docket marked with an asterisk (*) are new. 


having been added since the last issue of The Traffic World. Cancel- 
lations and postPponements announced too late to show the change In 
this Docket will be noted elsewhere. 


May 7—Indianapolis, Ind.—Examiner Gaddess: 
* 1. and S. 1 Brick, carloads, from C. F. 


A. territory to south- 
western territory. 


May 7—Muscatine, lowa—Examiner Flynn: - 
1. & S. No. 1793—Fertilizer and fertilizer material between points 
in Western Trunk Line territory. 


May 7—Jackson, Miss.—Examiner Cassidy: 
1 wae’, «7 Traffic Bureau (for Chess-Wymond Co. of La.) vs. 
A. & V. Ry. 


May 7—Richmond, Va.—Examiner Fuller: 
14358—West Virginia Pulp & Paper Company vs. Sou. Ry. et al. 


rey 7—Oklahoma City, Okla.—Examiner Koch: 
14150—Corporation Commission of Oklahoma vs. Abilene & Southern 
Ry. et al. Such fourth section departures as may exist in any of 
the rates involved. 
May 7—Buffalo, New York—Examiner Wagner: 
l and S. No. 1801—Coke, carloads, from Cleveland, Ohio, to Buffalo, 
N. Y., rate points, 
May 7—Portland, Ore.—Examiner Faul: 
14787—Wool rates investigation, 1923. 
Supplemental fourth section order 8430—Wool and mohair from 
Pacific coast points. 
1. and S. 1738—Wool and mohair from Pacific coast and intermediate 
points to eastern defined territories. 
13272—Boston Wool Trade Ass’n vs. Ariz. & New Mex. Ry. et al. 
May 7—Detroit, Mich.—Examiner Woodrow: 
14716—The P. Koenig Coal Co. vs. G. T. W. et al. 
May 7—Chicago, Ill.—Examiner Carter: 
1 New Lenox Grain Co. vs. Director General, and Mich. Cent. 
14293—Edward Hines Lumber Co. vs. Director General. 
ey 7—Douglas, Ariz.—Examiner Keene: 
14719—Buxton-Smith Co., Douglas, Ariz., vs. A. T. & S. F. et al. 
rey 7—Washington, D. C.—Examiner Marchand: 
' Valuation Docket No. 166—In re tentative valuation of the property 
of the Boston Terminal Company. 


May 7—Minneapolis, Minn.—Examiner Kephart: 
‘Il. and S. No. 1766—Intermediate routing via North Dakota junctions 
on transcontinental traffic. 


May 7—Montgomery, Ala.—Examiner McChord: 

' Portions of Fourth Section Application No. 1021, filed by Western 
Ry. of Alabama, cones rates on lumber and logs, C. L., from 
stations on its line to Mobile, Ala., and Pensacola, Fla. (in con- 
nection with I. & S. No. 1776). 


1. & S. 1776—Lumber from local stations on the Western Railway of 


Alabama to Mobile, Ala., and Pensacola, Fla. 
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cover motor trucks or wagon transfer service in connection with 
transportation = | rail or water. This is an investigation instituted 
by the Commission on its own motion. 

No. 14829. American Linseed Co., New York City, vs. Erie. 

Unreasonable and unlawful rates on flaxseed from New York 

harbor points to Buffalo, N. Y. Asks for the establishment of 
rate of 20c per 100 lbs., and reparation. 

No. 14831. Winding Gulf Colliery Co., Charleston, W. Va. vs. Chesa- 
peake & Ohio et al. 

Unjust, unreasonable, discriminatory and prejudicial rates ang 
practices on coal from complainant’s mines in the Winding Guif 
section of the New River district of West Virginia. Asks just, 
reasonable and nondiscriminatory rates and practices. 

No. cx — Stoneware Co. et al., Monmouth, Ill., vs. C. B, 

. et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
common stoneware from Monmouth, Whitehall and Macomb, Ij. 
to Montana and North Dakota points as compared with rates 
from Red Wing, Minn., to the same destinations. Asks cease 
and desist order and just and reasonable rates for the future, 

No. 14833, Tallulah Cotton Oil Co., Tallulah, La., vs. Vicksburg, 
Shreveport & Pacific. 

Unjust and unreasonable rates on cottonseed hulls and cotton 
seed meal from Tallulah, La., to Vicksburg, Miss. Asks cease and 
desist order, a rate of 8 cents per 100 lbs. on future shipments 
of mixed cars of cottonseed meal and hulls from Tallulah to 
Vicksburg, and reparation. 

No. 14834. National Lumber Co., El Paso, Texas, vs. Norfolk & West- 
ern. 

Illegal, unjust and unreasonable charges for the storage of 
lumber in defendants’ import and export warehouse at Lamberts’ 
Point, Va. Asks cease and desist order and just and reasonable 


charges. 
No. 14835. Fuller-Lehigh Co., Fullerton, Pa., vs, Director General, 
as agent, Lehigh Valley et al. 

Unjust, unreasonable, preferential, prejudicial rates on spiegel 
iron from Hazard, Pa., to Fullerton, Pa. Asks reparation. 
14836. Union Sulphur Co., New York City vs. Texas and New 
Orleans et al. 

Unreasonable and exorbitant rates on fuel oil from points in 
Texas to Sulphur Mine, La., because applied rate of 10 cents per 
100 pounds, exceeded and exceeds 6% cents, which became ef- 
fective July 27, 1922. Asks reparation. 

No. 14837. Burson Knitting Co., Rockford, Ill, vs. B. & O. et al. 
Unjust, unreasonable, discriminatory rates on unfinished cot- 
ton hosiery in compressed bales from Rockford, IIll., to Phila- 
delphia, North Philadelphia and Germantown, Pa. Asks cease 
and desist order, just and reasonable rates, and reparation. 
No. 14838. The Buhner Fertilizer Co., Seymour, Ind., vs. B. & O. et al. 
Unjust, unreasonable, discriminatory, preferential and preju- 
dicial on two carloads of acid phosphate from Nashville, Tenn., 
to Seymour, Ind., because of the rate applied on the part of 
the movement between Louisville, Ky., and Seymour. Asks cease 
and desist order, just and reasonable rates from Louisville to 
Seymour, and reparation. 


No. 





May 7—Lincoln, Neb.—Examiner Jewell: 
14665—The Bruning Mill and Elevator vs. C. B. & Q. 
14289—The Lincoln Chamber of Commerce of Lincoln, Neb., et al. vs. 
Arkansas Central R. R. et al. 


May 7—Youngstown, O.—Examiner McGrath: : 
14461—The Youngstown Sheet and Tube Co. vs. Director General, 
Pa. BR. R. 
May 8—Jackson, Miss.—Examiner Cassidy: 
14539—K. E. Brister et al. vs. V. S. & P. Ry. et al. 
May 8—Chicago, Ill_—Examiner Carter: 
14566—Hyman-Michaels Co. vs. Director General. 
14656—Murray & Nickel Mfg. Co. vs. Director General. 


May 8—New York, N. Y.—Examiner Gerry: 
ee, Matheson & Co., Ltd., vs. Director General, N. Y. 
Cc. et al. 
14501—Universal Oil Co., Inc., et al. vs. Director General, Sou. Pat. 
et al. 


May 9—Wausaukee, Wis.—Railroad Commission of Wisconsin: : 

* Finance Docket 2811—In the matter of the application of the Chi- 
cago, Milwaukee & St. Paul Ry. Co. for a certificate of public 
convenience and necessity authorizing it to abandon a branch 
line of railroad. 

May 9—Sioux City, Ia.—Examiner Gaddess: . 

1. and S. No. 1792—Grain and grain products between Minnesota 

and South Dakota points to Mississippi and Ohio River crossings 
and points in Mississippi Valley. 


May 9—St. Louis, Mo.—Examiner McGrath: 
ee Cooperage and Lumber Co. vs. 
R. R. et al. 


May 9—Jackson, Miss.—Examiner Cassidy: th 
14701—Jackson Traffic Bureau vs. A. & V. Ry. Portions of poo 
section application No. 461, filed by F. A. Leland, concern = 
through class and commodity rates from Jackson, Miss., to point 
in Louisiana and Arkansas on the Mo. Pac. R. R., La. & Ark, 
R. R., Ark. & La. Mo. Ry., and C. R. I. & P. Ry., etc. 


May 9—Phoenix, Ariz.—Examiner Keene: 
14375—Arizona Egyptian Cotton Co. vs. Director General. ™ 
14550—Southwest Cotton Co. vs. Arizona Eastern et al. Vario 
fourth section applications relating to rates on cotton, compreds ts 
or uncompressed, from Phoenix and other Arizona points to poln 
in Georgia. 
May 9—Chicago, Ill._—Examiner Carter: 
10t4-~Ehrevepert Creosoting Co. vs. La. & Pac. Ry. and Director 
General. 


May 9—New York, N. Y.—Examiner Gerry: 
13739_-The Tulsa Fuel & Mfg. Co. vs. Director General, 
S. F. et al. . 


May 9—Argument at Washington, D. C.: 7 
' 12159—Consolidated Press Association vs. Western Union Telegraph 
Company. 


Aberdeen & Rockfish 


A tS 








> 


ral, 


Pac. 


Chi- 
ublic 
anch 


esota 
sings 


May 5, 1928 THE TRAFFIC WORLD 1085 


PAGE & JONES 


MOBILE, ALABAMA 







; am ABACO 

“a %, Pa eee 1. 

a Gy BAHAMA 
c. 


‘atl. M9 Warne on 






















ee p @ “San Satvaoon I. Tropic oF Cancer 
Cwm ww mw eo mecee eiogan---- &-HA -1s,. @-- -—— ee el Ram ee ee ee oh wm ewe mee ee eee ee we meee ee 
les van Matanzas Loxct ISLANDS 
a4, Tm : Acxuin Les. eglanicuans 1. 
x. GInag, x NORTH Caicos > 
Nuevitas “7"Ua> .° *.- (RRITISH) <> Rom 
: . a8 we wr 
° 4 
‘eS 
<3 rae 

















| > » 7 _ . —£) a * 4 oe i 
S$ de Crut : : <0 Jerr . 
deBrayo oo wee 71? voy; + gt ehe “ow Vee rnn® 
: bs by Re; Og, > 4 <e <0 yILLaA | 
a: Pee 1k S53 ® la ad o4<- = ABS) pupa le 
rere ot aha PGI ON DP 7, La PGE eae 
nf ew nauras (Baitisn) Yo, ® le. On, 2 Por | 
VON One Ly 1s. Pro A < e§ 4 LouPE I. 
G of eSPe tity om NTILLE : ni Mua og) 
Tet ; 

























poten 
: Mase (O ‘. jas @NDios WINDWaRD 
| Port Ange ec aR mp eli es c. Gree RIBBEAN DOMINICA 
q If of TenuanleP. nite ~eu 8. Ti CA a 
rut) 8. Bent W"H 0 ND. _ RQ Makrinique 1(fe) 
| — Jos ph * Teaver =] Seorene © s } r. ‘< AN TILLES RST LUCIA IsLanDs 
RS Ss 5 = yy Bt Vincentg 
° & ‘ . e 
“oO oe, > 2 GRENADINES Js,_ 
J srtyn oe ABXLS.Coane Koncador I. ran a eo ev (Ba.) oo 
6A : , : 
8 3 PuERTo CoLompig’y) he 5 
ut ay a Jee I f 
in! g. Juan a NS} Nan ah Coneeqnny aol Lon: “mae Bie vat RINIDAD 
ucoVsOrs ES hs Pa lisinfeto  ON May bial) MQLTIC OF THE 
Gulf of Neotes ane WOR Ma eie RiA: SDRINOCO RIVER 
- " Ores ow. 
} et mo 
an 9-5 a ~3"Gua! ace on? 18° 
a — is 7 
& Rorai ann” 
Cocos 4. vack't4 BZ qe 
ica) > we he ~ is oe 
I’ pa << NWA 
&, Nie ee . 
meraida ~“Y y, j 
' * 
oat: m," se Gb 
eemetety Ce get SoS.Carlos NSB y 





WINDWARD ISLANDS SERVICE 
Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City 
San Juan, Porto Rico; Guadeloupe; Martinique, Barbados an 


Trinidad. Also North Coast of South America and Curacao as sufficient 
cargo offers. 





EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 
Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 
Bordeaux and other French Atlantic ports. 


ST. LOUIS OFFICE: 1217 Pierce MeLAUGHLIN, Manager 
LB ky g 4 Building BIRMINGHAM OFFICE: : = ae of Commerse Building 


KANSAS CITY OFFICE: 1039 New York Life Building 
A. J. FORD, Manager 
NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Ine. 
25 Beaver Street 


CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 
112 West Adams Street 
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| ae ote Highway Department of Texas vs. Director General, 
Cc. & N. W. Ry. et al. 
,1286+—Tuscalooss Cotton Seed Oil Co. vs. A. G. S. R. R.- 
adi Btas a, Neb.—Examiner Jewell: 
41 m aes Potash Co. vs. Director General, C. G. W. R. R., 


14850— the Refinite Co, and T. E. Stevens, receiver, vs. Director 


Ma 10m Texas—Examiner Koch: 
* 14706—H. C. Klein vs. Great Northern Ry. = rs 
' 14761—Texas an it of Commerce et al. 


ay 10—New York, Y.—Examiner Gerry 
hase & Norton, Inc., etal. vs. 7 § Arbor R. R. et al. 
hey 10—Jackson, Miss. —Examiner Cassidy: 


13985—Jackson Traffic Bureau vs. Aberdeen & Rockfish R. R. et al. 
Such fourth section departures as may exist in the rates involved. 


May 10—Phoenix, Ariz.—Examiner Keene: 
*Yeas—Areehe i Powder Co. vs. A. T. & 8. F. et al. 
14687—Apache Powder Co. vs. Arizona Eastern et al. 


me 10—Detroit, Mich.—Examiner Woodro 
74—The Board of Trade of the City of Detroit vs. Wabash et al. 


Hse ee SS City, Mo.—Examiner McGrath: 


re oe H Lee Mercantile Company vs. Director General, B. 


al, 
14726—"The Prairie Oil & Gas Company vs. Director General. 


May 10—Argument at Washington, D. C.: 
‘ 14193—-Great Western Paper Company vs. M, St. & S. Ry. 
' 10733—The National Paving Brick Manufacturers gf aT oR et al. 
vs. Director General, A. & V. Ry. et al. 
May 11—Kansas City, Mo.—Examiner Jewell: 
* lL. and S. No. 1805—Cement from Bonner Springs, Kan., to Kansas 
City, Mo. 
May 11—Helena, Mont.—Examiner Gaddess 
14602—Board of Railroad Commissioners of the State of Montana p 
age gl the Equity Growers & Shippers Asso. vs. C. M. & S 
e 
May 1i—Hudson Falls, Y.—Examiner Beach: 
11301—Union Bag and aaa Corporation vs. Director General. 
ih be 1i1—Kansas City, Mo.—Examiner McGrath: 


14640—Midland Coal Company et al. vs. C. R. I. & P. Ry., Director 
General et al. 


14641—-Midland Coal Company et al. vs. Mo. Pac. R. R., Director 
General et al. 
11—Phoenix, Ariz.—Examiner Keene: 
Mites —Babbit Bros. Trading Co. et al. vs. A. T. & S. F. et al, 
May 11—Chicago, Ill.—Examiner Carter: 
14450—Edward L. Scheidenheim Co. vs. C. R. I. & P. et 
14472—Dolese Bros. Co. et al. vs. A. T. & S. F. et al. 
section departures as may exist. 
vie 1i—New York, N. Y.—Examiner Gerry 
477—Massachusetts Oil Refining Co. vs. <r & Albany. 
11—Argument at Washington, D. C.: 
93—Public Utilities Commission of Kansas vs. 
oe = et al. 
12—Washington, D. C.—Examiner Marchand: 
Valuation Docket No. 157—In re tentative valuatoins of we proper- 
ie Western Railway and Chesapeake & Western 
- Co. 
May 14—New York, N. Y.—Examiner Gerry: 
*1 ‘American Linseed Co. vs. Erie. 
May 14—Montgomery, Ala.—Examiner Cassidy: 
er 3 ke Brothers vs. Director General, The Western Ry. of Ala. 
et al. 
May 14—Dallas, Texas—Examiner Koch: 
— Produce Company et al. 
y. e 
May 14—Kansas City, Mo.—Examiner McGrath: 


14198—The Southwestern Milling Company, Inc., vs. Washington & 
Old Dominion Railway. 


1. and S. No. ety mead amar of switching charges on sand and 

gravel at Kansas City. 

May 14—Goldsboro, N. C.—Examiner Fuller: 

13989—Traffic Department, Goldsboro Chamber of Commerce vs. A. 

Cc. L. Ry. et al. Fourth section applications 703 et al. filed by 
A, C. L. Ry. and others. 

ba 14—Phoenix, Ariz.—Examiner Faul: 

787—Wool rates investigation, 1923. 


Su plemental Fourth Section Order 8430—Wool and mohair from 
acific coast points. 


1. and S, 1738—Wool and mohair from Pacific coast and intermediate 
points to eastern defined territories. 


13272—Boston Wool Trade Ass’n vs. Ariz. & New Mex. Ry. et al. 

my 14—Grand Rapids, Mich.—Examiner Woodrow 

14627—American Box Board Co. vs. Director Deniceed. P. M. et al. 

May. 14—Los Angeles, Calif.—Examiner Keene: 
‘sae Portland Cement Co. vs. Director General, L. A. & 
8. e 
May 14—Washington, D. C.—Examiner Marchand: 
aluation Docket No. 202—In re tentative valuation of the property 
of Chicago & Eastern Illinois R. R. Co. 
rey, ae ee ton, D. C.—Examiner Kelly 
al, t. No. In re tantative vatinatien of the property of the 
avaie Sasour Belt R. R. Co. 
way 15—Washington, D. C.—Director C. D. Mahaffie: 
inance Docket No, 2919—Application of the N. Y. C. & St. L. R. R. 
Co. for a certificate of public convenience and necessity and for 
autherity to issue securities. 
15—Washington, D. C.—Examiner T. J. Butier: 
w SY ge Alen Wood Iron & Steel Company vs. Director General. 
hee 15—Dallas, Texas—Examiner Koch: 
14759—W. L. Macatee & Sons et al. vs. A. & V. Ry. et al. 
15—Chicago, Ill.—Examiner Carter: 
14720—F rench Lick Springs Hotel Company vs. A. G. S. R. R. et al. 
May 15—Birmingham, Ala.—Examiner Cassidy: 

14583 Birmingham Traffic Bureau vs. Director General, A. G. S. 
R. R. et al. 7 of fourth section application Nos. 2057 and 
2061, filed by J. F. Tucker, concerning automobiles, in carloads, 
from North Flint, Flint and Detroit, Mich., to New Orleans, La., 


_T. & S. F. Ry. et al. 


al. 
Such fourth 


A. T. & S. F. 


vs. Abilene & Southern 


* 
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eee, Ala., and Pensacola, Fla., as compared with Birmingham, 


arses. R. Thames vs. Director General, L. & N. R. R., et al. 


"a 15—Kansas City, Mo.—Examiner McGrath: 
a Petroleum Refiners’ Association vs. Mo. Pac. R. R, 


Fagtinew York, Y.—Examiner Gerry: 
MSleescintornational Paper Co. vs. Diseptor General, D. & H. Co, 


et al. 
14698—Western Electric Co. vs. Director General, G. M. & N. et al. 


May 15—Fort Wayne, Ind.—Examiner Woodrow: 

13845 _—Gottleib Bertsch et al. vs. Director General. 
ar 15—Washington, D. C.—Examiner Keeler: 

ae ga a Produce Association vs. Aberdeen & Rock- 
fis le 
14092—(Sub. Noe ')—Beautort Truck Growers Ass’n vs, Aberdeen & 
Rockfish R. R. al, 

Portions af fourth section applications Nos. 703 filed by A. C. L, 
1573, by S. A. L., and 1548, by Southern Ry., concerning rates on 
vegetables from points located on the S. A. ine ae G to, CE 
W. C., and Southern Rys., to Virginia cities, eastern and interior 
eastern cities, Ohio and Miss. River crossings, C. F. A. territory, 


_{a88tsoutn Carolina Asparagus Growers Assn. vs. Sou. Ry. et al, 
16—Albuquerque, N. M.—Examiner Faul: 
14787—Wool rates investigation, 1923. 
Supplemental Fourth Section Order 84830—Wool and mohair from Pa- 
cific coast points. 
1, and S. 1738—Wool and mohair from Pacific coast and intermediate 
Points to eastern defined territories. 
1 Boston Wool Trade Assn. vs. Ariz..& New Mex. Ry. et al. 
May 16—Portland, Ore.—Examiner Gaddess 
I. and S. 179—Vinegar from Pacific Coast to Middle West territory, 
* 1. and S. No. 1779—(first supplemental order)—Vinegar from Pa- 
cific coast to ‘Miaate West territory. 
wee’ 16—New York, Y.—Examiner Gerry: 
KP wanted Beagles Co., Inc., vs. Director General, 


14557—W. H. McElwain Co., 
Rogers vs. Director. General. 
May 16—San Francisco, Calif.—Examiner Keene: 
14540—Pacific - go & Fertilizer Co. vs. Sou. Pac. et al. 
14540 (Sub. No. 1)—M. G. Lewis et al., doing business as Pacific 
Manure & Fertilizer Co. vs. Sou. Pac. ‘et 


14540 (Sub. No. 2)—M. G. Lewis et al., doing business as Pacific 
Manure & Fertilizer Co. vs. Sou. Pac. e 


Sou. Ry. 


trading as McElwain, Morse and 


t al. 
14540 (Sub. No. 3)—Pacific Guano & Fertilizer Co. et al. vs. Sou. Pac, 
= . No. 4)—Pacific Guano & Fertilizer Co. et al. vs. Sou. 
ac. e 4 

14573—M. G. Lewis, J. J. Lewis, F. J. Jones, F. B. Hill (co-partners), 
doing business under the firm name and style of Pacific Manure 
and Fertilizer Co. vs. Aberdeen & Rockfish R. R. et al. 

May 16—Argument at Washington, D. C.: 


‘ 13761—Traffic and Transportation Bureau of Tacoma Commercial 
Club and Chamber of Commerce vs. Northern Pacific Ry. et al. 

* Valuation Docket 152—In re tentative valuations of the properties of 
the Chicago, Rock Island & Pacific Ry. Co. and others. 


May be fa og D. C.—Examiner Kelley 


kt. No. 181, in re tentative viiotion of the property of 
Norwood & St. Lawrence Railroad Company. 


Mey 17—Argument at Washington, D. C.: 
gos Docket 839—In the matter of settlement with the T. & 0. 
Ry. Co. under Section 209 of the Transportation Act, 1920. 
me Docket 2797—In the matter of treatment of salvage, piece- 
work, and ate 3 in settlements under Section 209 of the Trans- 
portation Act, 1920. 
* 12959—Coit- ‘Alber Chautauqua Company et al. vs. Albany & Susque- 
hanna R. R. et al. 
+4 : & O’Fallon Ry. Co. vs. East St. Louis & Suburban 
eS es. & O’Fallon Ry. Co. vs. East St. Louis & Suburban 
Ry. Co. et al. 
May 17—Chicago, Ill.—Examiner Carter: 
13762—T 62—The National Hay Association, Inc., vs. Aberdeen & Rockfish 
R. R. et al. 
a ee City, Mo.—Examiner McGrath: 
1—Southwestern Interstate Coal Operators’ 
Arkansas Western Ry. et al. 
17—Charlotte, N. C.—Examiner ts og 
a 542—Interstate Milling Company vs. - & O. R. R. et al. 
17—New York, N, Y.—Examiner 


Assn. et al. v5. 


tse 

“ 7—W. H. Altemus, E. A. Engier and td. M. ae fl trustees for 

the Altemus Lumber Company vs. Can. Nor. Ry., Director Gen- 
eral, et al. 

14657 Nae No. -ae-Saate vs. Canadian Government Rys., Director 
ne e 

14657 (Sub. No. 2)—Same vs. Edmonton, Dunvegan & British Colum- 

bia Ry., Director General et al. 


ag ae York, N. Y.—Examiner Gerr 
16—Wickwire ‘Spencer Steel Corp. vs. "ievester General. 
May 17—Menominee, Mich.—Examiner Woodrow: 
14519—Thompson-Wells Lumber Co. vs. Director General. 
May 18—Washington, D. C.—Examiner Kelley: 
Valuation Docket No, 146—In re tentative valuation of the property 
of Jonesboro, Lake City & Eastern R. R. Co. 
a 18—Ft. Worth, Texas—Examiner Koch: 
14717—Mistletoe Creameries et al. vs. A. T. & S. F. Ry. et al. 
18—Montgomery, Ala.—Examiner Cassidy: 
14786—Alabama passenger fares and charges. 
18—Argument at Washington, D. =: 


: 6—Charles C. Oyler & Son vs. B. & O. R. R. et al. 


e 13876 —The gg gee Southwestern Railway Company vs. St. L- 
F. Ry. Co. et al. 1 
‘ 13800 The ia Portland Cement Co, vs. C. R. of N. J. et al. 


' 13891 of Pub, Ne 1)—The Atlas Portland Cement Bs. vs. D. L. & W. 
' 13861 ¢ =* gd *% .: 2, and 5)—The Atlas Portland Cement Co. V* 


o 

Portions of fourth section application No. 1774, filed by c & 
McCain, concerning Portland Cement from Navarro (Nort 4 
ton), Pa., to Jersey City, Newark, Brills, Elizabethport, om om 
Shrome: Perth Amboy, Maurer, Hoboken, Weehawken and Un 

c : 
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=~ Port Newark 
-| & uiee - Meets Industry’s Every Need 


There is no more desirable factory or warehouse location in 


© Fairchild Aerial Camera Corp. 
ific 


: America today than Port Newark—situated within the limits 
Ae (ol : of New York harbor, in the very heart of America’s richest 

cial pet rth a manufacturing and consuming area. . 

5 of Ay a a : y - 


Port Newark has excellent rail and highway connections, and 
waterfront facilities unsurpassed along the whole Atlantic sea- 
board. Railroad sidings and spurs from three important trunk 
lines are easily obtainable. Seven railroads have switching con- 
tb 3 nections with the Port Newark development. 
ece- | I cue A EE “3 
ans- ; ee 4 


Paved motor 
highways lead to all the principal cities east of the Alleghenies. 


New York City can be reached in half an hour by motor truck. 
if There is regular all-water transportation service to principal 
"i " Coast and Gulf ports, and, via the New York State Barge Canal, 
sats Be) ee SY ea to Buffalo and the Great Lake ports. 
rban 4 i eee | The supply of labor at Port Newark—skilled or unskilled—is abundant. 

if . = * : 3 4 In the immediate vicinity there is an industrial population of one and a 
fish © ofS Be half millions. 


The fact that within the city of Newark alone there are 
. vs. 


223 different lines of industry, is an indication of the diversified char- 
acter of this labor market. 


Light, water, and power are obtainable from central stations 
in quantities to take care of any industrial requirements. An- 
alysis of the potable water supply at Port Newark shows an 
unusually slight deteriorating effect on pipes and boilers. 
Sewerage disposal provisions have been made to meet the re- 
quirements of practically any manufacturing process. 


os for 
Gen- 


rector 





! ee 


Land for factories or warehouses, with or without rail sid- 
slum ings or docking facilities, is now for sale or lease on most 
| economical terms. For details write to 
THOS. L. RAYMOND, Director 
= (=a Xe = Dept. of Public Improvements Newark, New Jersey 
operty ee haan - = gece. ‘ 
te w. — 
Co. V8 : 5% sm 
y C. C 
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GASSED!! 


AND NEVER THE SAME SINCE 





As commonly used in con- 
nection with warfare, the 
phrase is familiar. 





Outwitted, Out-talked, 
Bluffed, defeated by “Lack 
of Preparedness” is the 
familiar lament of many 
shippers who have lost 
their “case” and at the 
same time their nerve, and 
have had all the fight 


taken out of them. 
























A bad case of “Gassed”’ is 
about hopeless. The other, 
if it relates to apparently 
merited rate or classifica- 
tion adjustments, is cur- 


able. 














Consult us 


THE TRAFFIC SERVICE CORPORATION 


SERVICE DEPARTMENT 
505 Colorado Blidg., 



















WASHINGTON, D. C. 






THE BEST THERE IS 


in the way of 


TRAFFIC NEWS SERVICE 


is yours, if you subscribe for the 









Ee Ph OF 


TRAFFIC WORT) 


It contains not only the latest, 
most complete and most 
authoritative traffic news ac- 
counts available, but it pub- 
lishes promptly— 




















Rate Committee Dockets 

Tariff Abstracts 
bargo Notices 

Sixth Section Orders 


and other information the 
value of which is largely de- 
pendent on speed in dissemi- 
nation. And it is sent by 
first class mail. 


























And when you subscribe for 


The Daily Traffic World 
and Traffic Bulletin 


you practically open a Traffic 
Department in Washington; for, 
in connection with your sub- 
scription the Special Service 
Department renders a personal 
service that in itself is worth 
many times the _ subscription 
price. 





Ask for sample copies and information 


THE TRAFFIC SERVICE CORPORATION 
418 South Market Street, Chicago, Illinois 
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NEW ORLEANS 


(Second Port U.S. A.) 


NO CONGESTION — NO DELAY 


Open Throughout the Year 


INNE 





TarsorNAvicATIOn CANAL 





Unusual EE ene ee we NE ro perg 
e.° F. FINKE, JR. "7, eal tk “Mt % ST end CBS tentee| Steamship Li 
Opportunities oie ee eg | Nae Ul S 7 ines 
for Z Regular Sailings 
* * to 
Acquiring All World Ports 
Valuabl —S > ae 
uapie —— ssi SS Served by a 
° ae . < Publicly Owned 
Industrial Belt Railroad 
» which 
Sites Connects 
ona Sel 2 —! Ten Trunk Line 
Water Front = eeeende 
Reaching Every 
at Section 
of 
Sea Level 


This Country 


Inland 
Water 


Rate 
Adjustments 


Are 
Right 


Transportation 


Service 





For further information address 


BOARD OF COMMISSIONERS OF THE PORT OF NEW ORLEANS 


(An Agency of the State of Louisiana) 


New Orleans, La. 





— | 
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The San Antonio and Aransas Pass Railway Co. 





2 


OE nid 


J. S. Peter, YM ll ll/dl/ 
Vice-Pres. & Gen. Mgr.. 7 Y 
San Antonio, Tex. 


J. C. Mangham, 
Gen. Frt. Agt., 
San Antonio, Tex. 


J. B. Lg gs 
‘San Antonio, Tex. 
H. C. Franks. 


Gen. Agt. Frt. Dept., 
San Antonio, Tex. 


Z, Gearyo Je! . 


reno 
a Q OklahomaCit 
Amarill do 1), : 7 


. 3 hy 
Y Anadarko 9Chicka a o* 
Yy : an Little Rock, 
- “Uy,n ; 
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* Muskogee 














SSS\S 





~ Qwauri ¥, 


My, 
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7 YY LA FG cs UY, 
ae. a an 
. R. Canfield, ore WE alle \ | 
: “Foca Tex. j Nl aes Ly oe 
“Sd Yi 
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4, 
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YY 


are 
aS 


. oe = es 
y ’ re Galveston 
. x , 


One 
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“ignieM EX 1 C O 
ey, 
SPEEDY, 
ACCURATE, 
AND 
ACCOMMODATING 
{7 PERFORMANCE 





Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 


List of Direct Connecting Rail Lines: 
Aransas Harbor Terminal Railway 
eee. & Northern Ry. 

Gulf Coast Lines 


Gulf Colorado & Santa Fe Ry. 
International & Great Northern Ry. 
Missouri, Kansas & Texas Ry. 
Southern Pacific Lines 
San Antonio. Uvalde & Gulf R. R. 
ais eave ys San Antonio Southern Ry. 
332° St. Louis Southwestern Ry. (Cotton Belt) 
= Sugar Land Ry. 
Proportienate service te above is rendered to all intermediate points. — . “fs bo ; <_< alley Ry. 
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SOUTHERN PACIFIC LINES 


li <a © OFF LINEAGENCIES y, 
dQ, 0 GATEWAYS (i 
44 @ a fj \ 





Where to reach them 


SIGNS WITH A MEANING i 


pre 

a4 on the map shown above na 
e 

ac 


aoa San 


on the office windows, gu: 





Designate— 


SOUTHERN PACIFIC GENERAL AGENCIES - 
Which are PUBLIC SERVICE Stations C 





You are invited to test their efficiency thi 
tin 


Address ‘‘General Agent, Southern Pacific Lines.” The postman knows ham. 





